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T= last report of the Interstate Commerce Commission 
fixes the amount of stock and debt of all kinds of the rail- 
ways of the country at $18,417,132,238. This obviously is not an 
exact measure of the value of the whole railway property. But 
taking the return as it stands, it is interesting to compare it with 
a computation of the Wall Street Journal some time ago based 
on the returns of the Bureau of Statistics, and estimating the 
total corporate capital and debt of the country at $55,000,000,000, 
after allowing for duplications. In the computation, the railways 
would figure by approximately one-third of all the corporate 
wealth of the country, which, outside of the railways, would in- 
clude banking, mercantile, manufacturing and other corporations. 
On the Wall Street Journal’s basis of about $110,000,000,000 as 
the total wealth of the country, the railways would have more 
than 16 per cent. of the whole, and this not including street rail- 


RAILWAY AGE GAZETTE. 


693 


way properties, which in general character are cognate with the 
steam lines, in some cases owned by them, and in other cases 
having an identity of interests. If investments directly dependent 
for values on the railways and not necessarily connected di- 
rectly with transportation could be counted in, the railway per- 
centage would rise still higher. 





OUR hundred and fifty-nine broken rails detected by track 
circuit signals in twelve months is the aggregate found 
recently by five chief engineers when they compared notes on the 
records of their respective roads. Whether these roads have a 
large mileage of such rails as were brought to light after the 
recent accident at Manchester, N. Y., we are not informed; nor 
do they tell us how many other rails failed on their lines during 
the year. It would be very interesting to see, if we could, in how 
many of these 459 cases the immediate cause was a change of 
temperature. If all (or most) of these rails were broken di- 
rectly by the passage of a train in medium temperature, while 
yet that train was not derailed, the record would seem to indi- 
cate that to get bad enough to produce a derailment, rails must, 
in many cases, be pounded by a long succession of wheels, even 
after the break has been started. In such a situation an inspec- 
tion after the passage of each train would be “indicated,” as phy- 
sicians say. But who. could afford that? Or, where could be 
found men who would surely detect such breaks, even in day- 
light? But, whatever the result of any speculations that we may 
indulge in, such a figure as that given above ought to affect ma- 
terially the use of automatic signals. Discovery of broken rails 
through the means of signals has been familiar to everybody for 
25 years. The epidemic of bad rails of four years ago may pos- 
sibly be followed by another. If such should be the case, track 
circuits would be especially useful; though one would not make 
the prevention of damage by-broken rails a main purpose. The 
main purpose in connection with rails is to make them safe 
to get rails of a quality that will not break; and the main pur- 
pose in connection with signals is to prevent collisions and in- 
crease the capacity of the railway. There ought to be incentive 
enough to get signals for these reasons alone. 





Sie report of the Railroad and Warehouse Commission of 

Illinois, which is dated March 13, 1911, but which was pub- 
lished only a short time ago, calls attention to the delay in pub- 
lication of the volume. The report points out that when the 
legislature created the commission, in 1871, there were only 19 
separate corporations owning railways in the state, with a total 
mileage of 3,730 miles, while in 1910 there were 151 separate 
corporations owning or operating steam railways in the state, 
with a main line mileage of 12,126 miles, and 63 separate corpo- 
rations owning interurban electric railways, with a main line 
mileage of 1,376 miles. It is on this quite impressive increase in 
business brought under the supervision of the commission that 
a plea for larger appropriations is based. The commission says 
“in order that the value of information [contained in its report] 
should be appreciated, it is of the utmost importance that the 
report should be ready for distribution as soon after the date 
for which it is made as possible.” Any one who has tried to get 
information on present day conditions from government reports 
will heartily agree with the Illinois commission in its opinion of 
the value of timeliness. The 1910 report of this commission un- 
consciously, probably, illustrates another point that ought to be 
urged in favor of prompt reports of railway commissions. The 
commission says: “In conclusion we desire your especial at- 
tention to the results as shown by the comparative tables. Not- 
withstanding the newspaper account of disaster to railway in- 
terests by adverse legislation and depression in business, the 
results here shown disclose the most prosperous year in the 
history of railways of this country.” The report of the commis- 
sion is for the fiscal year ended June 30, 1910. Presumably the 
newspaper accounts of adverse legislation and depression in 
business are of May or June, 1911, and such a statement without 
any explanation by the commission is apt to be misleading. 
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CHICAGO, ST. PAUL, MINNEAPOLIS & OMAHA. 


REPORT for the fiscal year ended June 30, 1911, such as 

that of the Chicago, St. Paul, Minneapolis & Omaha is rare, 
in that it shows larger gross, more business, larger net and a 
surplus of $730,000 after the payment of 7 per cent. dividends, 
. an increase of $200,000 over the surplus of the year before. It 
is unusual among this year’s reports also in showing an increase 
in working forces as well as an increase in the rates of wages. 
The amount paid to labor in 1911 was $5,950,000, an increase of 
$460,000 over the year before; and, of this increase, $198,000 was 
due to increases in rates of wages and $262,000 to increases in 
numbers of men employed. 

Both the freight and the pasesnger business of the Omaha were 
better last year than they were the previous year. The figures 
for revenue from these sources is shown in the table at the end 
of these comments. The total number of tons of freight carried 
amounted to $7,230,000, an increase of 2.64 per cent. over the 
tonnage carried in 1910; but the ton mileage last year totaled 
1,071,000,000, an increase of 9.40 per cent. In other words, the 
average distance each ton was hauled increased 6.60 per cent., 
averaging last year 158 miles. The considerable increase in ton 
mileage was handled with an increase of less than one-tenth of 
one per cent. in the freight and mixed train mileage, this mileage 
amounting to 4,270,000 miles last year. The average revenue 
train load was 274 tons, an increase of 9.33 per cent. The Omaha 
gets about as much, or a little more, per ton mile as other roads 
in its territory. Last year the average was 0.902 cents. 

The total number of passengers carried last year was 4,420,000, 
an increase of 1.69 per cent. The average distance traveled, how- 
ever, was 53 miles, an increase of a little over 2 per cent.; so 
that the increase in passenger mileage was 3.86 per cent. The 
average revenue per passenger per mile remained stationary at 
1.920 cents. 

The annual report does not classify the tonnage of freight 
carried. 

Details of operating expenses show the effect of higher wages 
and also of higher fuel costs. Since train mileage did not in- 
crease to any extent, presumably the cost per ton of coal must 
have been higher last year than it was the year before. With a 
milder winter, the Omaha made some saving in a number of 
items under the maintenance of way and structures, and the total 
cost under this account amounted to $1,970,000, or only about 
$9,000 more than the cost in 1910. Maintenance of equipment, 
on the other hand, cost $1,860,000, an increase of $106,000, the 
principal increases being in cost of repairs of locomotives and 
costs of repairs of freight cars. The cost of repairs in 1910, 
even for a North Western line, was rather small. 

Both the Chicago & North Western and its subsidiary, the 
Omaha, show in their annual reports the number of tons of rails 
laid during the year, as well as the number of tie renewals. In 
1911, 11,440 tons of new rails was laid by the Omaha, an in- 
crease of 4,045 tons over 1910; but the net charge to operating 
expenses for rails was $79,000, a decrease of $6,000. Since the 
charge to operating expenses is only the cost of replacing old 
rails with the same weight of rail—the cost of the additional 
weight being charged to additions and betterments—the smaller 
charge last year presumably indicates that the company replaced 
lighter rails last year than those replaced the year before. The 
total number tie renewals was 585,000, or 155,000 more than used 
the year before. 

During the year $1,360,000 was spent on capital account for ad- 
ditions, betterments and new equipment. Mention is made in our 
Railway Construction news columns of some of the work now 
under way or completed during the year. 

Like other subsidiaries of strong parent companies, the Omaha 
does not need a great amount of working capital. Cash on hand 
at the end of 1911 amounted to $1,800,000. It also has in the 
treasury $2,840,000 of its own common stock and $1,390,000 of its 
preferred stock. The working liabilities amounted to $2,299,000 
in 1911. 
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The following table shows the operation in 1911, compared 
with 1910: 


1911. 
1,743 
$10,563,204 
4,475,419 
16,092,851 
1,965,394 


1910. 
1,739 
$9,720,912 


Average mileage operated 


Freight revenue 
Passenger revenue 
Total operating revenue 
aint. of way and structures... 
Maint. of equipment 
Traffic 
Transportation 
Total operating expenses 
Taxes 
Operating income 
Gross corporate income 
Net corporate income 
Dividends 
Surplus 


2,615,285 
2,086,910 
528,375 


SOUTHERN RAILWAY. 


gy was only a little over a year and a half ago that one of 

the higher officers of the Southern Railway was showing a 
visitor the modern, standard Hinman yard at Atlanta, then 
under construction, and expressed the strong conviction that 
the company would be able to finish it without any further 
interruption because of financial difficulties. On _ returning, 
however, to the Southern Railway’s station this officer pointed 
out the site that had been selected some years before for the 
new inbound freight station at Atlanta, and said that plans 
had been made some time before for building a modern type 
of freight station, but that it was a hope, rather than an 
expectation, that the company would be in a position to be- 
gin this work within the next two or three years. In the 
fiscal year ended June 30, 1911, not only has the Southern 
Railway completed its Hinman yards, but has undertaken 
work on the new freight station, and this work is expected 
to be completed early in 1912. This is only one illustration 
of the remarkable progress that the company has made in 
strengthening its credit, increasing its earnings and improving 
its physical plant, as well as increasing its operating effi- 
ciency, since 1907. 

The really remarkable thing about the change in standing 
of the Southern Railway, from a road that appeared almost 
on the verge of bankruptcy in 1907 to one which, in 1911, 
could pay 2 per cent. dividends on its preferred stock call- 
ing for $1,200,000 and have $5,470,000 surplus for the year 
to the credit of profit and loss, lies in the fact that this was 
accomplished during four years in which the railways of the 
country as a whole have not had remarkable prosperity. 
In these years there has been no steady and large expansion 
in the business of the United States such as there was in 
the years iollowing the reorganization of such roads as the 
Northern Pacific and the Atchison, Topeka & Santa Fe. 
Moreover, the Southern Railway went through no reorgani- 
zation and scaling down of funded debt, but instead sold at 
a heavy discount sufficient new securities to pay off floating 
debt and to continue imperatively needed improvements. 

At the end of 1909 the company was carrying on its bal- 
ance sheet $7,798,000 net discount on the securities sold to 
be charged off prior to the maturity of the securities, and 
at that time had a profit and loss credit of $6,962,000. At 
the end of 1911 the company had _ $1,688,000 extinguished 
discount on securities and had a profit and loss credit of 
$11,446,000; and although the company has $10,000,000 3- 
year notes falling due February 1, 1913, it has in the treasury 
free $16,101,000 securities issued or assumed, of which $13,- 
667,000 are development and general mortgage 4 per cent. bonds. 

These changes have been due to the development of the 
territory through which the Southern Railway operates and 
to the policy of the company in bending every effort to make 
this development as rapid and as scientific as possible. Presi- 
dent Finley calls attention to a table published by the United 
States Department of Agriculture which gives the total value 
of farm products by states for the last 11 years. In the 
states through which the Southern Railway operates there 
was an increase in the annual value of crops in the 11 years 
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from $485,480 to $1,042,614,000, or 115 per cent., while for 
all the other states, including the western states, the increase 
in the same period has amounted to 73 per cent., and for the 
states north of the Ohio and Potomac rivers and east of the 
Mississippi, to 60 per cent. The agricultural possibilities of 
the South, the industrial development that is taking place 
there, and the opportunities that the country offers for the 
establishment of new manufacturing plants, have been dis- 
cussed at length in the Railway Age Gazette. President 
Finley, in his comments on the report, discusses them with 
an insight and enthusiasm, founded on deep study and broad 
experience, that makes this year’s annual report of the South- 
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being spent for maintenance of way. In 1911, 3,332,000 cross 
ties were renewed, which is an increase of 13.28 per cent. 
over the renewals for last year, and an increase of 23.34 per 
cent. over the average renewals for the three previous years. 
A somewhat smaller tonnage of new rails was laid last year 
than in 1910, but of the 43,439 tons laid, 43,340 tons was 85-lb. 
rail, as compared with 36,570 tons of 85-Ib. rail laid the year 
before. 

The company also added to its equipment over and above 
repairs and renewals. The average number of locomotives in 
service in 1911 was 1,006, as compared with 968 in the pre- 
vious year; of passenger cars, 1,076, as compared with 1,030; 
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The Southern Railway. 


contemporary history that is as interesting as any descrip- 
tion of the pioneer progress in the “golden” West. Any 
one interested in the position of the United States in the 
world’s cotton market or in the social regeneration of the 
South should without fail read the letter of transmittal of 
this year’s report. 

The table at the end of these comments gives the principal 
figures for earnings and expenses and the disposition of 
income of the Southern Railway. As will be noted, operat- 
ing expenses amounted to $40,927,000 in 1911, an increase of 
5.93 per cent. over the year before. The increase in expenses 
was due both to a larger business handled and to larger sums 


average capacity of each car was 69,872 lbs., or 4.40 per cent. 
greater than the year before. 

The Southern Railway operates 7,042 miles of line. In 1911 
it carried 26,091,000 tons of freight, with an average haul 
per ton of 157 miles. The number of tons increased 3.52 
per cent. over the tonnage in 1910, and the ton mileage in- 
creased only 2.58 per cent., since the average haul was some- 
what shorter last year. Freight train mileage amounted to 
15,950,000 in 1911, an increase of 2.10 per cent. over 1911. 
Since the financial results of 1911 have been compared with 
those of 1907-1909, it is proper to compare the figures for 
operation to see if the great progress made in financial stand- 
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ing rests on a basis of higher operating efficiency. In 1908 
the total revenue ton mileage carried was 3,420,000,000; in 
1911 it was 4,088,000,000. In 1908 the mileage of loaded 
freight cars totaled 235,800,000, and in 1911, 281,200,000; in 
1908 the mileage of empty freight cars amounted to 93,500- 
000, and in 1911 to 114,500,000. In 1908 there was an average 
of only, 13.46 loaded cars in each freight train and 6.27 empty 
cars; in 1911 there was an average of 16.55 loaded cars and 
7.67 empty cars. It will be noted that the percentage of loaded 
cars remained almost exactly the same, 68.22 per cent. in 
1908 and 68.33 per cent. in 1911. But it is when we examine 
the figures for locomotive mileage that the greatest improve- 
ment is shown. Total freight locomotive mileage in 1908 was 
17,018,000, and in 1911, 17,101,000; this notwithstanding that 
over 19 per cent. greater ton mileage was hauled, with a cor- 
respondingly greater mileage. The average revenue train load in 
1908 was 195 tons; in 1911; 241 tons. 

These ton mileage and car mileage figures do not look 
large when compared with similar figures for many western 
roads, and look quite small when compared with trunk 
lines, but the Southern Railway operates a very large pro- 
portion of branch line mileage on which traffic is, in many 
cases, hardly heavy enough to justify maintenance and opera- 
tion were it not that they are essential to the general devel- 
opment of the country. 

In 1911 products of mines furnished 40.10 per cent. of the 
total tonnage carried by the Southern Railway; manufac- 
turers and miscellaneous articles furnished 30.61 per cent. 
of the total; products of forests furnished 16.88 per cent. 
and products of agriculture furnished 11.26 per cent., while 
products of animals furnished 1.15 per cent. These percen- 
tage figures correspond very closely indeed to the percen- 
tages furnished by each class of commodities in 1908, but 
the tonnage of each one of these general classes is con- 
siderably larger, of course, in 1911 than in 1908. Some of 
the most interesting of President Finley’s remarks are de- 
voted to a discussion of the efforts made by the Southern 
Railway to aid farmers and planters in raising more diversi- 
fied crops and in convincing them of the profits that may 
be made from raising fruit and vegetables, as well as rais- 
ing live stock. The motive in urging live stock raising is 
almost entirely to develop the country, because this industry 
can add very little indeed directly to the Southern Railway’s 
traffic. Products of animals in 1908 furnished 272,000 tons; 
in 1911, 300,000 tons. This is only the normal increase that 
we find in all classes of commodities. On the other hand, 
melons furnished 29,000 tons of the traffic in 1908, and 46,000 
tons in 1911; oranges, lemons, limes and grapefruit furnished 
11,000 tons in 1908, and 33,000 tons in 1911. Other fruits and 
vegetables furnished 159,000 tons in 1908, and 248,000 tons 
in 1911; while the tonnage of cotton carried remained almost 
stationary, being 556,000 tons in 1908, and 557,000 tons in 
1911. 

In closing his remarks, President Finley, after thanking 
the officers and employees of the company, says that the 
standard of efficiency throughout the service “is sufficiently 
high to justify the management in pursuing a consistent policy 
of filling, by promotion, vacancies that may occur, thus pre- 
serving a wide field of opportunity for the advancement 
of all loyal and efficient employees.” If President Finley 
is correct—and he is in the best position to judge—in pay- 
ing this compliment to the Southern officers and employees, 
it is a guarantee of no small importance that the future of 
the Southern Railway is indeed bright. One of the distinc- 
tive things about the organization of the Pennsylvania Rail- 
road is that vacancies are filled by the promotion of Pennsyl- 
vania Railroad officers and not by the importation of some 
officer who has made good on another road. President Finley 
also has some interestting things to say about labor condi- 
tions in general and the arbitration of labor disputes. 
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The following table shows the principal figures for operation 
in 1911, as compared with the previous year, 1910: 





1911. 1910. 

Average mileage operated .......... 7,042 7,050 
Freight revenue ...........0.0% $39,498,964 $38,161,392 
POSSENGEr TEVENUC < o.0ccccscses 16,056,304 14,639,161 
Total operating revenue............. 60,345,063 57,294,508 
aint. of way and structures... 7,464,916 »635,725 
Maint. of equipment............ 9,460,757 9,876,729 
DMG 6G hte. can sissies sie eee 1,549,404 1,436,776 
pe a ae 20,662,086 18,934,427 
Total operating expenses ........... 40,926,790 38,635,746 
ea eee a ee 2,212,968 2,027,104 
RONST ISTE SII 6 ico 4c i5 ae ora eee aioe 17,163,277 16,650,638 
Gross corporate income............. 20,455,806 19,878,566 
Net corporate income............... 6,670,003 5,757,019 
OE ES aera ane ea ‘ SE 
Additions and betterments a4 66,0 52,373 
A ee 5,403,958 5,704,646 


ST. LOUIS SOUTHWESTERN. 
HEN Vice-President and General Manager Britton, of 
the St. Louis Southwestern, in the annual report of 
this company for the fiscal year ended June 30, 1911, says 
that the rice industry in Arkansas continued its remarkable 
development, one is inclined to think that this is an under- 
statement rather than an overstatement, if an examination 
is made of the figures showing the tonnage of the various 
classes of commodities. The tonnage of rice increased 178 
per cent. in 1911 over 1910. The 1911 report of the Cotton 
Belt is a graphic exhibit of the development of a rich new 
country with great traffic possibilities, but one of the inter- 
esting things about the report is an apparent indication that 
the St. Louis Southwestern’s share of this traffic is to be a 
long haul inbound on all the products used by an agriculturai 
community, with a comparatively short haul outbound on 
most of the products produced by that territory. Apparently 
the natural outlet for a goodly proportion of these agricul- 
tural products is to the Gulf, and on this movement the St. 
Louis Southwestern, of course, gets but a short haul, since 
its 1,487 miles of main line runs from St. Louis southwest 
through Stuttgart and Texarkana to Fort Worth and Dallas, 
with a considerable mileage in Texas tapping Hillsboro, 
Waco, White City and the territory northeast of these 
cities. The St. Louis Southwestern also taps Memphis, Little 
Rock and Shreveport. 

In 1911 the company earned gross $11,890,000, as against 
$10,990,000 the year before; and although operating expenses 
increased, they increased only $430,000, so the company was 
able to save $1,220,000 net corporate income in 1911, as com- 
pared with $820,000 in 1910. The company paid 4 per cent. 
on its outstanding preferred stock, calling for $796,000, and, 
since the close of the fiscal year, has shown monthly earnings that 
continue to compare favorably with last years. It is evident. 
therefore, that, regardless of business conditions in trunk 
line territory, the progress in the development of the South- 
west has received no serious check in the past year. 

The figures that lead us to believe that the development 
of the Cotton Belt’s long haul traffic will be largely from 
the commodities brought in to supply the wants of the 
territory served, and that it will get a short haul on the 
rapidly increasing agricultural products produced by the 
territory, are found in the classification of revenue tonnage 
taken in connection with the figures for loaded and empty 
mileage, etc. It must be remembered that in the figures for 
classification of revenue tonnage no indication is given of 
the length of haul, so that an increase from 577,000 tons to 
660,000 tons in products of agriculture carried does not 
necessarily mean that the ton mileage of these products 
had increased proportionately. It is, however, a striking 
illustration of the rapid development of the territory served 
by the road, as is also the increase from 671,000-tons of 
manufactures and miscellaneous articles to 777,000 tons, an 
increase of 15.80 per cent.; and it is reasonably certain that 
on this high grade tonnage of manufactures, the St. Louis 
Southwestern gets a long haul. The total tonnage originat- 
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ing on the system last year amounted to 2,064,000 tons, a 
decrease of 4.67 per cent. from the tonnage originating on 
the system in 1910; while the tonnage received from con- 
nections amounted to 1,293,000 tons, an increase of 44.15 per 
cent. The tonnage northbound totaled 1,665,000 tons, or 
slightly over half of one per cent. more than in 1910; while 
the tonnage southbound totaled 1,691,000 tons, an increase 
of 21.95 per cent. over 1910. Moreover, the number of loaded 
cars per train mile in 1911 was 17.47, as against 17.98 in 
1910; while the number of empty cars per train mile was 7.74 
last year, as against 6.31 the year before. The per diem 
amounts paid by the St. Louis Southwestern totaled $468,000 
in 1911, an increase of $159,000, or 51.61 per cent. over 1910; 
while the per diem receipts amounted to $699,000, an increase 
of $142,000, or 25.42 per cent. While the number of tons 
of revenue freight carried was 9.62 per cent. greater in 1911 
than in 1910, the ton mileage was only 3.48 per cent. greater; 
in other words, the average length of haul per ton was 246 
miles in 1911, as against 260 miles in 1910. The average 
receipts per ton per mile were 1.08 cents in 1911, as against 
1.04 cents in 1910. 

Corresponding to the work that the Southern Railway is 
doing in the Southeast is the work that the St. Louis South- 
western is doing in the organization of farmers’ institutes, 
corn clubs, hog clubs and special demonstration exhibits, 
and Mr. Britton says that, as a result, the farmers are rapidly 
gaining in ability to cope with climatic conditions. In 1910 
Arkansas produced 24 bushels of corn to the acre of corn land 
under cultivation. A very important step in the development 
of the country is the reclamation of alluvial overflow lands 
in southeast Missouri and Arkansas, and in many places where 
this draining is done properly the cultivator of such reclaimed 
land is made almost entirely independent of droughts, since the 
water in the drainage ditches may be turned back under the land 
when occasion calls for it. 

Increase in operating expenses has already been men- 
tioned; it came largely from cost of maintenance of equip- 
ment and transportation expenses. Maintenance of equip- 
ment cost $2,064,000 last year, an increase of $207,000 over 
the previous year; and transportation expenses totaled 
$3,798,000, an increase of $522,000, or 15.92 per cent. The 
increase in transportation expenses was due not only to an 
increase of about 10 per cent. in wage schedules, but to a 
considerable increase in cost of fuel, due to a miners’ strike 
in the coal producing districts tributary to the line. Of the 
increase in cost of coal, $189,000 was due to the increase in 
price, and $77,000 to the increased consumption resulting 
from increased locomotive mileage. 

Maintenance of way and structures cost $1,800,000 last year, 
which is less by $351,000 than the amount spent in 1910; and 
Mr. Britton says that this decrease is explained by the heavy 
maintenance work of an extraordinary character done during 
the preceding year, notably the reconstruction of the steel 
bridges over the Arkansas and Saline rivers, the maintenance 
proportionately amounting to about $164,000; added to the fact 
that $158,000 less was spent last year than the year before for 
tie renewals. The standard on the St. Louis Southwestern for 
rails is now 75 lbs., and, of the total 1,324 track miles main- 
tained in 1911, 1,024 was laid with 75-lb. rail, as against 936 in 
1910. Of the total track mileage, 191 miles is ballasted with rock, 
678 miles with gravel and sand, and 69 miles with cinders. This 
is an increase of 49 miles in track ballasted as compared with 
the year before. 

The only financing that was done last year was the sale of 
$1,760,000 equipment trust certificates and the payment of 
$184,000 equipment trust certificates. The balance sheet shows 
$1,220,000 cash on hand at the end of 1911, which is less by 
about $500,000 than at the end of the year before. There is now 
an unusual amount of miscellaneous accounts receivable by the 
St. Louis Southwestern, the total amount at the end of 1911 be- 
ing $3,097,000, an increase of $806,000 over the year before. At 
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the same time loans and bills payable have increased from 
$150,000 to 950,000. 

The Stevensville North & South Texas, which was bought 
the year before last, has been extended, as described in our Rail- 
way Construction news columns, and application has been made 
to the Texas Railway commission for authority to issue bonds 
to cover the cost of building this new line. 





The following table compares the principal figures of 
operation for 1911 with those of 1910: 
1911. 1910. 
Average mileage operated ............ 1,487 1,473 
BGisht FEVERUE. 666 sick ceceowsows $8,866,846 $8,243,954 
Passenger revenue ........c.c00. 2,393,140 2,168,622 
Total operating revenue ............. 11,888,037 10,986,516 
Maint. of way and structures..... 1,799,916 2,150,727 
Maint. of equipment... 06sec. 2,064,046 1,857,527 
EM shoo a ara exer Slalk-e: dee Re ae 445,784 414,761 
Transportation cee “dye 98803 3,276,478 
Total operating expenses ............. 8,578,155 8,146,057 
SO Gta wha ore a era'g aide) claves owen Sa wine aw 369,292 369,704 
Net operating income ..........c0se0 2,930,120 2,458,144 
GrosS Corporate INCOME ...2.00cccesee 3,457,004 3,003,265 
Net corporate income ............0e. 1,215,823 816,466 
aRPRYI ELS oso) «cl seve evs. 6-41 6°kdiins en's: 4re/ose seca 795,746 495,746 
AN whale 5,2 ans, aye ibs < eda Sewanee 420,077 20,720 


CHICAGO & NORTH WESTERN. 
HE Chicago & North Western, in the fiscal year ended June 
30, 1911, made a saving of $200,000 in the total amount 
paid to labor. This sum is small compared to the total amount 
spent on this account, the total being $29,950,000 last year, but 
the saving of this $200,000 was effected despite an increase of 
$1,110,000 on account of higher rates of wages; in other words, 
there was a saving of $1,310,000 on account of less time worked 
by employees. It has been said that railways would be unable to 
cut down any further in their forces because of the cuts made 
in 1908 and 1909, but the North Western shows that one com- 
pany at least made still further reductions. 

The freight traffic on the North Western’s 7,719 miles was less 
than in 1910, but the passenger traffic was greater. List year 
the company earned gross $74,920,000, an increase of $740,000 
over the gross of 1910, freight revenue amounting last year to 
$49,020,000; while the ton mileage of freight totaled 5,434,000,000 
tons, a decrease of 2.32 per cent. from 1910. The average rev- 
enue per ton per mile was 0.90 cents last year, as against 0.89 
cents in 1910; the average haul being 148 miles last year, as 
against 141 miles the year before. Passenger revenue in 1911 
amounted to $19,120,000, an increase of 3.73 per cent. over 1910; 
and the total number of passengers carried was 30,330,000, an 
increase of 5.69 per cent. over 1910. The average rate per pas- 
senger per mile last year was 1.81 cents, and 1.82 cents the year 
before; the average journey was 34.74 miles in 1911, and 35.29 
miles in 1910. 

After the payment of taxes and fixed charges, the company 
had a net income of $12,600,000 available for dividends last year, 
an increase of $300,000 over the year before. Dividends at the 
same rate—8 per cent. on the preferred and 7 per cent. on the 
common—were paid last year as the year before, but a full year’s 
dividend was paid on the $30,500,000 stock sold to stockholders 
in 1910. There was a surplus, therefore, after the payment of 
dividends, of $1,700,000 at the end of 1911, as against $2,470,000 
at the end of 1910. 

The great saving in labor forces was in the maintenance of 
way department. Roadway and track labor, and other expenses 
apparently coming under the Interstate Commerce Commission 
classification of roadway and track, and removal of snow, sand 
and ice, cost $4,170,000 last year, or $870,000 less than the year 
before; and this showing was made possible by the very much 
milder winter. Removing snow, sand and ice cost $170,000 last 
year, as against $710,000 the year before. There was nearly the 
same number of tie renewals, namely 2,490,000, in 1911 as in 
1910; and 40,210 tons of new rails was laid last year, as against 
22,646 tons the year before. On the other hand, there was very 
much less spent for renewal of ballast in 1911 than in 1910, the 
amount spent in 1911 being $180,000, which is less by $265,000 
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than was spent in 1910. Probably the ballasting of 27 miles of 
track with stone and 356 miles with gravel in 1910 had something 
to do both with the smaller sum spent for ballast this year and 
with the reduced cost of labor on roadway. 

The Chicago & North Western has had for a number of years 
very low charges for repairs of its equipment, and in 1911 no 
saving was apparently made in the cost of repairs of either loco- 
motives, passenger train cars or freight cars. Larger sums were 
charged for depreciation on equipment last year than in 1910. 
The company added 175 locomotives, 274 passenger train cars and 
225 freight train cars to its equipment, but retired during the 
year 51 locomotives, 10 passenger train cars and 1,822 freight 
cars. 

There was spent for transportation expenses $30,840,000 in 
1911, as compared with $29,680,000 in 1910. Of this 3.91 per 
cent. increase, $288,000 was an increase in the amount paid to 
labor, and $164,000 was an increase in the amount charged for 
fuel; the remaining $707,000 was an increase in the amount 
charged for supplies. 

The decrease in ton mileage, amounting to 2.32 per cent., al- 
ready mentioned, was accompanied by a decrease of 7.91 per cent. 
in the mileage revenue freight and mixed trains; and the in- 
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The following table gives a comparison of the results of 
operations in 1911 and 1910: 


1911 1910. 

Average mileage operated 7,719 7,629 
Freight revenue $49,024,958 $49,536,839 
Passenger revenue 19,118,884 18,431,017 
Total operating revenues 74,918,186 74,175,685 
aint. of way and structures... 10,002,073 10,774,338 
Maint. of equipment 9,149,217 
Traffic 1,257,756 
Transportation 29,677,354 
Total operating expenses 52,153,619 
Taxes 2,979,513 
Operating income 18,985,612 
Gross corporate income 21,525,371 
Net corporate income 12,298,497 
Dividends 9,832,038 
Surplus 2,466,459 


30,836,561 
53,012,710 

3,116,034 
18,735,765 
21,759,231 
12,603,100 
10,899,615 

1,703,485 


CHICAGO, MILWAUKEE & ST. PAUL. 

T is possible that the interchange of traffic between the Chi- 
cago, Milmaukee & St. Paul and its Pacific coast extension 
subsidiary—the Chicago, Milwaukee & Puget Sound—accounts 
for the fact that the average haul of each ton of revenue freight 
on the St. Paul itself was 199 miles in the fiscal year ended 
June 30, 1911, as compared with 174 miles in the previous fiscal 
year. The traffic advantages of a connection with the Pacific 
coast was one of the reasons advanced for building the Puget 
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The Chicago & North Western. 


crease of 4.13 per cent. in the passenger mileage was handled 
with an increase of but 0.64 per cent. in the mileage of revenue 
passenger and mixed trains. The average revenue train load last 
year was 277 tons, as compared with 261 tons the year before. 
This is an increase of 6.07 per cent. 

At the beginning of the year the company was still engaged on 
making a number of important and expensive improvements. 
During the year the new passenger terminal at Chicago was 
completed and opened for traffic; $4,190,000 having been spent 
during last year on this work. The elevation of tracks from 
Rockwell street, Chicago, to Sixteenth street has been completed, 
and the track elevation work through Evanston, IIl., has been 
finished. Other important construction work completed or still 
to be completed is mentioned in our Railway Construction news 
columns. 

To pay for these improvements and to retire $6,347,000 bonds 
matured last year, the company sold $22,500,000 of its general 
mortgage 4 per cent. bonds of 1987. The Chicago & North West- 
ern also bought 20 per cent. of the stock of the Indiana Harbor 
Belt and 20 per cent. of “certain obligations” of this company. 

At the end of 1911 the North Western had $12,960,000 cash on 
hand, with working liabilities of $9,430,000. This compares with 
$18,500,000 cash on hand at the end of 1910, and working li- 
abilities of $13,050,000. 


Sound, and if this reasoning is borne out in practice, the results 
should be reflected in the St. Paul's traffic figures. The total 
tonnage of products of forests carried in 1911 by the St. Paul 
amounted to 3,620,000 tons, or 13.52 per cent. of the total ton- 
nage carried, while in 1910 the tonnage of products of forests 
amounted to 3,850,000, or 12.55 per cent. of the total tonnage. 
Since the Puget Sound company’s figures for commodities trans- 
ported show that more than twice the tonnage of products of 
forests was carried in 1911 than in 1910, it is fairly safe to as- 
sume that the increased lumber tonnage on the St. Paul is the 
result of an interchange with its subsidiary. In 1911 the St. 
Paul itself carried 26,790,000 tons of freight, as compared with 
30,700,000 tons carried in 1910. The Puget Sound carried 
2,450,000 tons in 1911, as against 1,540,000 tons in the previous 
11 months. Of the total tonnage carried last year, products of 
agriculture furnished 21.42 per cent. on the St. Paul, and 9.33 
per cent. on the Puget Sound; products of animals furnished 
6.45 per cent. on the St. Paul, and 5.37 per cent. on the Puget 
Sound; products of mines furnished 26.83 per cent. on the St. 
Paul, and 15.85 per cent. on the Puget Sound; products of lum- 
ber, as before mentioned, furnished 13.52 per cent. on the St. 
Paul and 42.61 per cent. on the Puget Sound; manufactures 
furnished 18.55 per cent. on the St. Paul, and 15.10 per cent. on 
the Puget Sound. 
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The Puget Sound gets an extraordinarily long haul, being 532 
miles in 1911 and 596 miles in 1910. These figures for the new 
line indicate a comparatively small local business. The shorter 
haul, however, in 1911 indicates the development of some local 
business. 

Whether or not the Puget Sound is proving itself as useful to 
the St. Paul from a traffic standpoint, as was expected, it was 
highly useful last year from a financial standpoint. The St. Paul 
earned $64,980,000 gross in 1911, as compared with $64,850,000 
earned in 1910. Both freight and passenger revenue were 
slightly less in 1911 than in 1910, the increase in earnings coming 
from other transportation revenue, which amounted to $5,520,000 
last year, as compared with $4,630,000 the year before. Total 
operating expenses last year amounted to $47,050,000, as against 
$44,790,000 the year before. The St. Paul had an operating in- 


come last year amounting to $15,460,000, as compared with $17,- 
730,000 the year before; but through the payment of dividends 
made by subsidiaries the St. Paul shows a gross corporate income 
of $27,340,000 for 1911, as against $25,490,000 the year before. 
The dividends received on stocks owned amounted to $5,070,000 in 
1911; in 1910, to $800,000. 


After the payment of its own interest 
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Cash on hand in the St. Paul treasury at the end of 
1911 amounted to $13,508,000, and in the Puget Sound 
treasury to $1,330,000. Working liabilities of the St. Paul 
amounted to $5,530,000, and of the Puget Sound to 
$2,200,000. The St. Paul charged to profit and loss for the year 
$7,770,000 for discount, commission and expenses on debenture 
bonds of 1909 and on the 15-year European loan of 1910. Dur- 
ing the year the company retired $3,180,000 bonds and sold 
$9,990,000 general mortgage bonds, $50,000 4 per cent. bonds, 
and $48,180,000 “European loan of 1910,” The 15-year European 
loan bears 4 per cent. interest. Bonds in the treasury at the end 
of the year amounted to $39,710,000; these bonds representing 
expenditures for extensions, improvements and for underlying 
bonds canceled. 

The expense account of the St. Paul shows that, like the 
Chicago & North Western, the annual report of which is com- 
mented on elsewhere in this issue, it was able to save in the 
maintenance of way and structures, partly because of a milder 
winter and partly also because maintenance forces were cut, and 
some important economies made in section work. Total main- 
tenance of way and structures last year cost $8,470,000, a saving 
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The Chicago, Milwaukee & St. Paul and the Chicago, Milwau- 
kee & Puget Sound. 


charges, the St. Paul had $16,360,000 available for dividends. The 
payment of 7 per cent. dividends on both the preferred and 
common stock call for $16,230,000, so that with the help of the 
payment made by the Puget Sound the St. Paul just about earned 
its dividends. The company in its annual report charges half 
of the dividends to income account and half to profit and loss. 
The Puget Sound, however, did not earn in 1911 the total divi- 
dend that it paid to the St. Paul in that year. 

The Puget Sound earned gross $14,520,000 in 1911, comparing 
with $10,770,000 earned in the 11 months in 1910. After the 
payment of expenses and 4 per cent. interest on the $123,000,000 
bonds of the Puget Sound that were outstanding at the beginning 
of the year, the subsidiary company had a net corporate income 
of $2,770,000 available for dividends. A dividend of 5 per cent. 
was paid on the $100,000,000 stock held by the St. Paul. Of this 
dividend payment of $5,000,000, the Puget Sound charged $2,300,- 
000 to income for 1911, and $2,700,000 to profit and loss account; 
the Puget Sound having begun the year with a balance of $2,610,- 
000 to the credit of profit and loss. The credit to profit and 
loss at the end of 1911 was $480,000. As mentioned above, the 
interest payments of the Puget Sound in 1911 were on only the 
$123,000,000 bonds outstanding at the beginning of the year. 
During the year the company issued $31,960,000 first mortgage 
bonds to reimburse the St. Paul for extension, construction and 
equipment payments, so that at the end of the year there was 
$154,960,000 bonds of the Puget Sound outstanding; and, in addi- 
dition to this, there was $15,700,000 obligations outstanding for 
advances for construction and equipment. This makes a total 
of $170,660,000, which at 4 per cent. would call for an interest 
Payment of $6,800,000 in 1912, while the interest payment last 
year was but $4,920,000. In other words, if the St. Paul itself 
does no better in 1911 than it did in 1910, the Puget Sound 
would have to earn net over $4,000,000 more in 1912 than it did 
In 1911 to be able to show the 7 per cent. dividend on the St. 
Paul earned. 
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of $607,000. Removal of snow, sand and ice cost $598,000 in 
1910, and only $130,000 in 1911, a saving of $468,000 in that one 
item. Maintenance of equipment, transportation expenses and 
traffic expenses all increased during the year, as shown in the 
table at the end of these comments. The St. Paul charged but 
$82,300 for depreciation of passenger train cars, $213,000 for de- 
preciation of locomotives, and $433,000 for depreciation of freight 
train cars. These amounts do not seem very large. The St. Paul 
spent and charged to capital account $3,085,000 for additional 
equipment in 1911. 

The following table shows the principal figures for the opera- 
tion of the St. Paul and the Puget Sound in 1911 and 1910: 





St. Paul. Puget Sound. 
se mn A—_— pa 
1911. 1910. 1911. *1910. 

Average mileage operated.... 7,512 7,512 1,917 1,434 
Freight revenue........... $44,776,454 $44,909,137 $12,501,958 $9,582,570 
Passenger revenue ........ 14,077,757 14,786,744 1,603,596 995,422 
Total operating revenues.... 64,975,995 64,846,894 14,516,367 10,765,704 
Maint. of way and structures 7,865,401 8,472,825 964,932 459,048 
Maint. of equipment...... » 8,839,384 7,724,559 1,502,344 889,727 
Traffic .....sssssesceseees 1,264,272 1,122,711 363,826 314,777 

T ransportation ........... 27,965,953 26,347,283 5,278,859 3,488,837 
Total operating expenses.... 47,053,719 44,790,997 8,290,129 5,274,860 
Tax€S  ..csedccvccesscsscccs + 2,662,700 2,529,373 515,094 235,361 
Operating income 3.........+. 15,455,245 17,734,144 5,711,205 - -§,293,312 
Gross corporate income...... 27,335,031 25,493,587 7,790,617 5,943,950 
Net corporate income........ 16,358,314 18,681,784 2,772,197 2,196,206 
Dividends . 2... 0.0 euesseser's 16,231,453 16,231,453 5,000,000 ceeaanete 
CINE, oso sine 'a Be ore aca 6 Sa 126,861 2,450,331 72,227,803 2,255,440 


*For the 11 months ended June 30, 1910. 
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NEW YORK, NEW HAVEN & HARTFORD, 
HE New York, New Haven & Hartford policy of rapid 
extension, centrality and consolidation has been condemned 
on the one hand as rash, and on the other hand has been ex- 
tolled as progressive and enterprising. In particular, the policy 
of maintaining the 8 per cent. dividend during the years when the 
main property has shown an operating deficit has been sharply 
questioned. During the last eight years, the property has grown 
froni a system of moderate size to one the combined general 
balance sheet of which now amounts to $504,692,632, and this 
not including the controlled Boston & Maine and the New York, 
Ontario & Western. 

When President Mellen took the presidency of the company 
some eight years ago, he found its property “inefficient” to the 
highest degree. It never had owned a real “operating” head, 
and even President C. P. Clark, while active and ever ag- 
gressive as an absorber of lines, and the president who developed 
the Harlem terminal and built two additional tracks between 
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present and future strength of the system. In the annual re- 
port for the year ended June 30, 1911, the two for the first time 
are joined in a statement of income and expense, a balance sheet 
and other details, which in importance precede the regular state- 
ment of the parent corporation to be referred to later. The 
combination includes the New Haven proper and 13 other prop- 
erties, the most important being the Central New England, the 
Connecticut and Rhode Island trolleys systems, the Berkshire 
Street Railway, the New England Navigation Company, and 
the Hartford and New York and minor Sound steamship lines. 
It does not include the controlled New York, Ontario & West- 
ern, the Boston & Maine, the Maine Central and controlled 
roads; nor does it include—an important gap—some hundreds 
of miles of trolley lines focusing at Springfield and Worcester, 
controlled by a holding corporation, direct ownership of which is 
not acknowledged by the New Haven, owing to requirements of 
the Massachusetts statute. Obviously, no results on these legally 


fictionalized trolleys are obtainable from property report, but 
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The New York, New Haven & Hartford. 


New York and New Haven, was not an operator. The road- 
way and bridges which President Mellen inherited from Presi- 
dent Hall were not adapted to increased train load, and the 
company was deficient in rolling stock. The main part of the 
system and some of its branch lines had to be largely re- 
constructed, old engines and cars scrapped and the equipment 
modernized. This was a great task in itself, requiring time and 
money. But it was minor as compared with the problem of ex- 
tension. President Mellen found the system hedged in. It was 
threatened with diversions of business by outside railway in- 
terests, some of them even aiming at ultimate control of the 
property. Internally there was the menace of long distance 
electric parallels. The expansion policy has been pushed vigor- 
ously, but against the hardest of conditions. It has involved 
contests in the courts, contests in the Massachusetts legislature, 
individual and corporate resistance. Friction with labor unions 
has been almost incessant. Hitherto to a great extent, the 
parent company and its subsidiaries have been kept apart, al- 
though the subsidiaries have represented in great degree the 


they are understood to be a profitable asset of the New Haven 
company and rapidly developing their traffic. 

The combined statement excludes all intercompany trans- 
actions. The total revenue is $87,230,963, with freight receipts 
returned as $36,930,489, passenger receipts $42,393,409, and ex- 
press receipts $3,019,540. Operating expenses are $58,070,456, 
income over taxes ($4,682,384) is $25,876,461, which with in- 
come from other sources ($3,504,057) rises to $29,380,518. The 
major items for deductions from income are rentals, $5,063,855; 
interest on bonds, $2,884,379; interest on two sets of debentures, 
$8,012,430; and other rentals, $1,929,129; the total deductions 
being $18,807,116, leaving net income of $10,573,402, while actual 
dividends have called for $10,886,691, leaving a deficit of $313,288. 
This is the real dividend deficit of the New Haven system for 
the year. It shows the operation of the system as a whole and 
what would have been the deficit had the net surplus of the 
subsidiaries been used for dividends. Incidentally, by subtract- 
ing the $313,288 from the dividend. deficit of the main corpo- 
ration ($1,267,539) one obtains $954,254 as the net revenue over 
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all from the 13 subsidiary properties taken in their entirety, but, 
as stated, excluding any undivided surplus of the Massachusetts 
trolleys, except in the Berkshire lines. 

Turning from the results for the year of the combined prop- 
erties, one comes to the returns of the parent corporation, which 
are, as heretofore, given separately. Here the net over all shows 
the expected deficit, which has been anticipated by the Inter- 
state Commerce Commission returns. Gross earnings from 
operation were considerably the largest in the corporation’s his- 
tory ($62,153,434) and compare impressively with the $60,693,667, 
especially when depression in many New England industries, 
notably the textiles, is taken into account. Freight revenue for 
the year, as compared with 1910, increased from $30,110,588 
to $30,329,092, and passenger revenue, the size and growth of 
which is a striking feature of the New Haven’s returns, rose 
from $24,885,864 to $26,212,670. But the company was hard 
hit in operating expenses, which rose from $38,689,215 to $40,- 
898,632, with naturally, wages predominating, the item of con- 
ducting transportation rising from $22,942,674 to $24,526,959, 
and almost every operating item which has a large factor of 
labor in it showing some increase. For example, the pay of 
station employees increased to $4,708,031 from $4,478,827, train- 
men from $2,432,910 to $2,779,436, and road enginemen to 
$2,039,270 from $1,786,881. Last year the president’s forecast 
of the increase of wages was $1,757,506. It in -fact has not 
proved so high, being $1,521,513, showing presumably, savings 
by reducing the force; and, as the president points out, “if the 
same rate of wages had prevailed in 1911 as was paid in 1910, 
the ratio of operating expenses to revenue would have been 
63.35 per cent., a little less than the ratio for 1910, and the 
(dividend) deficit of $1,267,539, converted into a surplus of 
$253,973.” Taxes decreased from $3,983,377 to $3,578,363, pre- 
sumably due in part to lower state tax assessment based on 
market value of stock; and the steady increase of the returns 
from subsidiaries and other investments as a whole is in part 
indexed by the increase of income from other sources, from 
$6,737,146 to $9,178,928. Deductions from income show a de- 
crease from $17,524,095, to $17,067,848, partly accounted for by 
the conversion of about $18,500,000 of 314 debentures into stock. 
Increased stock forced the 8 per cent. dividend requirement 
for the year up to $12,454,852, as compared with $9,759,081 in 
1910, leaving the deficit of the parent company $1,267,539 on 
total net income of $11,187,312 over all, as compared with $10,- 
796,874 in 1910. 

Considerable attention is given in the report to the New 
York, Westchester & Boston lines, one of the many prospective 
assets which the New Haven is carrying, and at pretty high cost; 
during construction. While no exact figures on this point are 
at hand, it has already cost the New Haven about $25,000,000, 
and will cost some millions more before the opening from New 
York City to White Plains, N. Y., and the Connecticut state line; 
and beyond is the cost of extensions northeast to Danbury, 
Conn., and northwest to connect with the Poughkeepsie bridge 
route. After completion, it will have to be carried for some 
years at a pretty heavy cash charge. But it will gain three en- 
trances into New York City by subways and elevated lines; it 
will tap centrally the swiftly growing borough of the Bronx; it 
will shorten the line to the Berkshires and connect the Bronx, 
via the Poughkeepsie bridge, with the Ontario & Western 
and the coal fields; and, incidentally, it ought to reduce the 
Grand Central Station charges of the New Haven, besides 
developing considerable suburban business. Its future will 
be one of the most interesting as well as important phases of 
the New Haven’s general policy. But it will require a 
number of years to work out. 

The New Haven property is well maintained. Mainten- 
ance of way and structures, as compared with 1910, fell off 
slightly, from $7,132,375 to $6,980,036, but maintenance of 
equipment increased. In connection with equipment the re- 
ceipts from hire of it ($409,802 as compared with but $1,055 
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in 1910) is a suggestive item. Bearing on the same subject 
directly or indirectly is a large part of the $15,443,641 spent 
in additions and betterments, the latter including $5,987,555 
for new equipment and $308,698 for new bridges, while 
other betterments of plant amount to $9,456,085, including 
the western division double tracking, $1,025,373—extensive 
but relieving the New York division of freight congestion 
and the great cost of additional tracks on it. The extent 
of the various improvements is indicated by the fact that 
they number 234, besides 55 grade crossings eliminated. 

In the way of the larger financing of the company, there 
has been a net decrease of the outstanding indebtedness in 
the hands of the public of $3,867,713. There will mature, 
before October, 1912, $29,665,000, which the company has the 
resources on hand to meet, indicated, for one thing, by $28,164,985 
cash appearing in the general balance sheet, as well as mar- 
ketable securities of $42,045,414. A very striking feature in 
the New Haven’s financing is the large proportion of deben- 
tures in its debt. They amount to $151,593,200, as con- 
trasted with $60,961,000 of bonded debt, including bonds of 
merged roads assumed. It calls attention to the unique fact 
that the company has no bonded debt on its main line. On 
the other hand, however, it is to be remembered that a 
considerable part of its debentures carry a provision for 
sharing in a mortgage should it be issued against the “de- 
bentured” properties. A noteworthy and favorable feature 
of the report is the increase ($746,768) of the various insur- 
ance funds of the corporation, all charged to operating ex- 
pense. These funds are now large, the insurance fund 
amounting to $1,753,322 and the accident and casualty fund 
to $957,757. To the latter will be charged claims resulting 
from the Bridgeport wreck, and therefore no burden be 
imposed by it on operating expense during the current fiscal 
year or later. As to that wreck, President Mellen emphasized 
the company’s immunity from blame and might have justly 
accented also the exculpating finding of the federal investi- 
gation. 

During the last few months the policy of the corporation 
in maintaining the 8 per cent. dividend in the face of a deficit 
has been vigorously assailed, and the deficit has undoubtedly 
been the strongest force in playing on the fears of stockholders 
and reducing the market price of the stock. 

The New Haven property has been for years a property in 
swift transition and is so still, although its pace has slowed 
down. During its long transition period it has encountered and 
was bound to encounter times of business depression. It was 
so in 1908 and in minor degree it is so now. And, in addition, 
along with other railways, it has had to encounter the rise in 
wages, adverse governmental action and other like forces. As 
a sequel, expansion has outrun earning power for a time. Gross 
and net receipts have not kept pace with new capitalization in 
various forms. Excluding, as exceptional, the panic fiscal year 
1908, the dividend deficit for three years has been $683,360— 
small in itself and only suggestive as bearing on the future. 
The company has immense resources of a reserved and sus- 
pensive character in both capital, and, to a less degree, in net 
earning power. They are indicated by its return of $9,178,928 
“income from other sources”; by its “combined” profit and loss 
surplus of $19,600,015; by its combined holdings of securities of 
proprietary, affiliated and controlled companies of $46,455,237, 
saying nothing of treasury stocks; by miscellaneous investments 
of $3,506,310; and by “marketable securities” of $56,954,545. The 
last four schedules alone run up to $126,516,107. In the way of 
future net earning power, reference may be made to the steadily 
increased earnings of the 1,400 miles of trolley roads, reduction 
of expense due to writing off of antiquated properties and last 
year charged to the expense account, and increased revenues to 
come from the Central New England and other properties now 
ripening into profits. There is also a sentimental element. For 
half a century the property has paid its 10 and 8 per cent. divi- 
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dends. In proportion to numbers, its stockholders probably rep- 
resent the dependent class more than in any other large system. 
Its “widows and orphans” is a trite phrase, but it still has its 
meaning; and there is a certain sentimental equity pertaining to 
its stockholders who have taken up “rights” and subscribed for 
convertible bonds. 

Under such conditions, how long will the dividend be main- 
tained and how long ought it to be maintained to span a gap of 
business depression? The reply obviously depends on the length 
of that depression, with due regard to the fact that in such 
a region of intensive factory industries as that served by the 
New Haven, the reaction upward may come as quickly as did 
the reaction downward in December, 1907. 

The following are the comparative figures for operation of the 
New Haven for 1911 as compared with 1910. Next year com- 
parison can be made for the parent corporation and its sub- 
sidiaries combined: 


1911. 1910. 
Mileage operated (single track)...... 4,521 4,460 
Pe SO Cs cna sseceeness $30,329,092 $30,110,588 
Passenger revenue ............. 26,212,670 24,885,864 
Total operating revenue ............ 62,153,434 60,693,667 
Maint. of way and.structures.... 6,980,036 7,132,375 
Maint. of equipment............ 7,193,424 6,461,772 
rrr eee 351,999 350,943 
en ae re 24,526,959 22,942,674 
Total operating expenses ........... 40,898,632 38,689,215 
EMER eos Suse bE anes Ae Seek ieeree 3,578,363 3,983,377 
Net operating income .. .<..<.02500% 21,254,802 22,004,451 
Total income (less taxes)............ 28,255,160 28,320,969 
NI res ee cae ike Nibiek & 11,187,312 10,796,874 
Additions and betterments .......... 15,443,641 4,197,070 
OS Se err 12,454,852 9,579,081 
PE Decdepached ced ahees cease eees a 1,267,539 *1,037,793 
*Surplus. 





ATCHISON, TOPEKA & SANTA FE. 

N his testimony before the Interstate Commerce Commission, 
President Ripley said that in his estimation the Atchison, 
Topeka & Santa Fe should spend $30,000,000 a year in the next 
two or three years for additions and betterments. In the fiscal 
year ended June 30, 1911, the Santa Fe spent a total of $32,000,000, 
of which $25,900,000 was for additions and betterments, and 
$5,900,000 for construction, chargeable to capital account. The 
Santa Fe operated last year an average mileage of 10,350 miles, 
so that the company spent over $3,000 a mile in the improvement 
of the property over and above what was spent for maintenance 
and renewals. This on the face of it seems a very large expendi- 
ture, even when it is taken into consideration that this includes 
new equipment above renewals, repairs and depreciation. The 
condition of parts of the property, however, calls for it, and the 

earning power of the road justifies it. 

The Santa Fe operates over heavy grades on the lines west of 
Albuquerque and on the coast iines. Over the certain divides the 
grades run as high as 2.2 per cent., and the- accompanying 
map shows the territory through which it operates. Of course, 
there is probably not a road in the country which has the mis- 
fortune to have a superintendent who does not think that his di- 
vision merits certain improvement work; but on the Santa Fe, and 
especially on the coast lines and lines west of Albuquerque, opera- 
tion at certain times of the year is particularly difficult, and the 
operating officer is under a particularly heavy strain because he 
not only has to handle a heavy freight business over single track 
line with rather heavy grades, but also has to handle a very high 
class of fast passenger business, which has established for itself 
too high a reputation to allow delays. Add to this the fact that 
the Santa Fe has not been wholly successful in its experiments 
in motive power and rolling stock repair system, and the diffi- 
culties of operation are made manifest. 

In 1911 the Santa Fe handled 20,090,000 tons of freight, with 
an average haul of 347 miles per ton. In 1910 the company 
handled 19,450,000 tons, with an average haul of 361 miles per 
ton. The average revenue per ton per mile was 1.028 cents in 


1911, and 1.015 cents in 1910. Total freight revenue amounted to 
$71,790,000 in 1911, and to $71,190,000 in 1910. 

The company carried 14,100,000 passengers last year, with an 
The year before the 


average journey of 90 miles per passenger. 
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company carried 13,680,000 passengers, with an average journey 
of 90.45 miles per passenger. The average revenue per passenger 
per mile was 2.144 cents in 1911, and 2.056 cents in 1910. Total 
passenger revenue last year amounted to $27,000,000, as com- 
pared with $25,440,000 the year before. 

The increase of 2.60 per cent. in passenger business, on a mile- 
age basis, was handled with an increasé of 4.91 per cent. in 
passenger car mileage, and 7.19 per cent. in passenger train 
mileage. It appears that the company has increased its service 
to the public in rather greater proportion than the increase in 
business. There is very keen competition for transcontinental 
passenger business, and, while this passenger business yields a 
high average revenue per mile, it is expensive to handle. The 
Santa Fe has to meet the competition of the Southern Pacific’s 
New Orleans route in winter, and the Rock Island-Southern 
Pacific competition and the North Western-Union Pacific- 
Southern Pacific competition in both winter and summer. Never- 
theless, the Atchison’s California Limited often has to be taken 
through in two, and sometimes three sections in the winter 
months. 

The freight business, which decreased 2.63 per cent., on a mile- 
age basis, was handled with a decrease in freight car mileage of 
1.30 per cent. and a decrease in freight train mileage of 5.44 per 
cent. Car loading was not quite so heavy in 1911 as in 1910, the 
average tonnage per loaded car mile being 18.92 tons last year, 
and 19.08 tons the year before. Train loading, on the other hand, 
was better in 1911 thanin 1910. The average revenue and company 
train load last year was 400 tons, as against 389 tons the year before. 
Of the total 20,090,000 tons of revenue freight carried, 5,700,000 
tons, or 28.36 per cent., was furnished by products of mines last 
year. In 1910, of the total 19,450,000 tons of freight carried, almost 
exactly the same tonnage was furnished by products of mines, 
but this formed 29.28 per cent. of the total tonnage; while, on 
the other hand, products of agriculture furnished 4,490,000 tons, 
or 22.33 per cent. of the total last year, as against 4,020,000 tons, 
or 20.68 per cent. of the total, the year before. This increase in 
the tonnage of agricultural products carried reflects a particularly 
good crop year, and the high proportion of this tonnage justifies 
calling the Santa Fe a granger road. Grain and fruit move east, 
and last year the loaded car mileage east was 236,000,000, with an 
empty car mileage of 99,000,000, while in 1910 the loaded car mile- 
age east was 228,000,000, and the empty car mileage 111,000,000. 

In 1911 the company had the largest net corporate income, after 
the payment of expenses and fixed charges, of any year in its 
history, namely, $21,371,000. This compares with $20,430,000 the 
year before, and with $21,170,000 in 1907, the best year previous 
to 1911. While total operating revenues increased last year by 
$2,570,000, totaling $107,570,000, operating expenses increased by 
but $1,000,000, totaling $70,770,000. The increase of $1,360,000 
in transportation expenses is only what we find on most roads 
during the past year, but a decrease of $1,750,000 in maintenance 
of way expenses is not all necessarily a permanent economy. The 
company showed an increase of $1,130,000 in the cost of mainte- 
nance of equipment. 

The condition of the Santa Fe’s equipment on the lines that 
compete directly with the Southern Pacific is probably not as 
good as that of the S. P. When the Interstate Commerce Com- 
mission’s classification of operating expenses was first put into 
effect, the Santa Fe showed a considerable increase in the cost of 
maintenance of equipment and ascribed this increase to the 
charges for depreciation made necessary by the Interstate Com- 
merce Commission’s requirements. Since it has been left to the 
roads themselves to say at what rate they will figure depreciation, 
this appears to be a confession that heretofore depreciation had 
not been figured at a high enough rate. In 1911, however, 
$810,000 was charged for depreciation of locomotives and $1,230,- 
000 for depreciation of freight train cars, in both cases a larger 
charge for depreciation than was made the year before. This 
depreciation in the case of locomotives was a little over 10 per 
cent. of the cost of repairs for the year, and in the case of freight 
train cars was about 34 per cent. of the cost of repairs. 
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The Santa Fe has made experiments in “scientific manage- 
ment” of its shops, a discussion of which can form no part of 
these comments. Nevertheless, these experiments, together with 
a leaning toward a departmental form of organization, has led to 
a certain distrust of the motive power department by the operat- 
ing department which, if it were allowed to continue, might 
result in a lower general efficiency of the whole transportation 
plant. 

The Atchison, Topeka & Santa Fe, the Southern Pacific and the 
Union Pacific will be presumably directly benefitted in their pas- 
senger business when the Panama Exposition is held in San 
Francisco. The Union Pacific last year announced its intention 
of double-tracking its lines from Omaha to Ogden, and the 
Southern Pacific is apparently in a position to handle a con- 
siderably larger business than it does now with its present 
facilities. The Atchison, Topeka & Santa Fe will probably have 
to build considerable double track. During the past year $3,700,- 
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inating at Galveston, or brought by water to Galveston, and 
destined for the Pacific coast to be routed over a line somewhat 
longer, but not prohibitively so, than the Southern Pacific’s 
Thus the Santa Fe will be in a position to compete not only with 
the Harriman Jines from Chicago to the Pacific coast, but also 
with these lines from the Gulf to the Coast. 

The following table shows the figures for operation in 1911 as 
compared with 1910: 
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1911. 1910. 
Average mileage operated........... 10,350 9,916 
Preight TEVENUE 2 occ cciccecsces $71,787,201 $71,194,056 
Passenger revenue .....6...00% 27,204,868 25,437,182 
Total operating revenues............ 107,565,116 104,993,195 
Maint. of way and structures.... 16,059,787 17,807,136 
Maint. of equipment ........... 16,686,145 15,560,047 
Traffic ...cccsesccceccceccccess 2,249,899 2,114,260 
EPOMEDOUBHON: 6k ce ccaiccicecece 33,183,520 31,821,825 
Total operating expenses............ 70,768,252 69,761,820 
TR anita caw Aaaloary asiaeae en 3,474,607 4,006,419 
CDOERTINE INCOME 6:6 cciccewweas des 33,322,257 31,224,956 
Greases COrperatée INCOME «....600000. 35,529,623 33,775,011 
Net COPPGFSte INCOME 62.6 cc cvieenses 21,371,068 20,425,784 
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The Atchison, Topeka & Santa Fe. 


000 was spent for additional main track, and $640,000 for sidings 
and spur tracks. There is now in process of construction 89 
miles of second track; in addition, second-track work has been 
authorized on the lines west of Albuquerque for about 40 miles, 
and extensive grade reductions and changes of line have been 
authorized preparatory to additional second-track work between 
Albuquerque and Gallup. It is expected to complete most of this 
work in the present fiscal year, and then the company will have 
in operation 816 miles of double track line. 

As to the future, the company’s preparations have been far- 
sighted and aggressive, both from the point of view of providing 
itself with additional capital and of making a bid for greater 
trafic. Since the close of the fiscal year, the company has 
authorized the issue of $100,000,000 convertible bonds and has 
increased its authorized stock to provide for the conversion of 
these bonds. Although none of the bonds have as yet been sold, 
the directors have authority to sell them when an opportunity 
offers and whenever addition and betterment work requires it. 
The company’s line running from Texico, by way of Coleman, to 
Temple has been almost completed, and when this line is finished 
the Santa Fe will be in a position to make a bid for traffic orig- 


GMO cro dccicndute ec as nome ates 15,641,150 15,356,720 
Appropriated for fuel reserve fund.. 414,140 703,218 
Appropriated for additions and better- 

WIOHOG Me ade cdtiel Sar ceend aaele ques 5,000,000 4,000,000 


THE AMERICAN LOCOMOTIVE COMPANY. 
N spite of the adverse conditions in the equipment market 
the report of the American Locomotive Company, New 
York, for the fiscal year ended June 30, 1911, shows that the 
gross earnings were $40,649,385, as compared with $32,203,392 in 
1910 and $49,515,486 in 1907, the company’s banner year. But 
although the gross earnings for 1911 showed a considerable 
increase over those for 1910, the company starts the present 
fiscal year with fewer orders received. At the beginning of the 
fiscal year 1910 the unfilled orders on the company’s books were 
$6,150,000; they were $17,550,000 at the beginning of the fiscal 
year of 1911, and only $6,015,000 on July 1, 1911. An index of 
the present operations of the company upon which too much 
stress should not be laid, as an indication of its operations 
throughout the year is the contract work in course of construc- 
tion at the end of the fiscal year. This was $740,550 in 1911, 
$2,218,812 in 1910 and $4,195,943 in 1907. 
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Manufacturing, maintenance and administrative costs and de- 
preciation charges were $36,526,515 in 1911, $29,605,443 in 1910 
and $42,744,381 in 1907. In 1911, $1,056,417 was charged to de- 
preciation. Net earnings were $4,122,870 in 1911, $2,597,949 in 
1910 and $6,771,105 in 1907. The surplus after the preferred div- 
idends were paid were $1,815,562, or 7.26 per cent., in 1911, 
$334,758, or 1.34 per cent., in 1910 and $4,608,207, or 18.43 per 
cent., in 1907. The surplus credited to profit and loss, after all 
fixed charges had been paid, was $1,515,562 in 1911, $334,758 in 
1910 and $1,358,207 in 1907. In 1911, $300,000 was placed in 
reserve for extraordinary additions and betterments, in 1910 
nothing was held in reserve, but in 1907, $2,000,000 was credited 
to the reserve fund. In 1907 and 1908 dividends of 5 per cent., 
or $1,250,000, were paid on the common stock, but since then the 
directors have thought it wise to put back into the company as 
large a surplus as possible, the dividends on the common were 
passed. 

Production varied during the year from a maximum of 80 per 
cent. of the capacity of the plants to a minimum of 38 per cent., 
and in only one month in the year did the receipt of orders rep- 
resent work for more than one-half of the company’s capacity. 
Several of the smaller plants were therefore closed and orders 
were confined to the larger plants with a resultant economy in 
the cost of plants operations as a whole. In the annual report of 
1909 it was said that plans had been prepared and contracts made 
for extensive improvements at the larger works which are lo- 
cated at Schenectady, N. Y., Dunkirk, N. Y., Pittsburgh, Pa., and 
Richmond, Va. These improvements are now almost completed 
and the capacity of the company is now twice as great as it was 
at the time of its formation in 1901, being capable of an output 
worth about $60,000,000. In addition to these expenditures, the 
company has, during the year, spent on its plants for miscella- 
neous betterments $402,316 of the extraordinary additions and 
betterments fund. During the past ten years the company has 
spent on maintenance and betterments $11,256,787, all of which 
has been charged against income as a part of current expenses. 

When it is realized that the fiscal year corresponds exactly 
with a year in which the railways felt the pinch of high wages 
and low rates and were forced to economy and retrenchment in 
order to pay their dividends, the showing of the American Loco- 
motive Company is a good one. 

It will be seen from the table below that current liabilities are 
kept down to about 50 per cent. of the value of the quick assets, 
showing the strong position of the company. Gold coupon 
notes now outstanding amount to $6,000,000, but $1,000,000 of 
these were paid off on October 1, 1911. During the year the 
Dickson Works, Scranton, Pa., were closed and dismantled, a 
contract was entered into for the sale of the real estate, and 
arrangements were made to retire during the ensuing year the 
bonds outstanding against the property, which amount to 
$562,500. 

The quick assets and current liabilities as of June 30, 1911, 
June 30, 1910, and June 30, 1907, are as follows: 


Quick ASSETS 


1911. 1910. 1907. 





NC ee Dei Se oethiskw eee ie $2,865,851 $1,702,269 $2,654,230 
Accounts collectible ................ 6,860,437 9,698,073 10,399,961 
ED ck nunc ane eke hkbeen 993,343 817,508 923,205 
i i caw cue bate 4,744 3.515 17,440 
Material and supplies .............. 5,282,728 5,375,901 4,161,128 
Contract work in course of construction 740,550 2,218,812 4,195,943 
Steam shovels, contractors’ locomo- 
tives and automobiles manufactured 
PP cccshekeds'sincnans nde ean 925,360 286,390 
Advances to American Locomotive 
NEED GODS bnicnsckcancat cout 1,772,260 
$17,673,013 $20,103,468 $24,124,167 
Current LIABILITIES. 
1911. 1910. 1907. 
Ee ee $6,000,000 $6,911,000 $5,000,000 
ER IED 55 cncksssnavanncbse 1,852,069 3,337,709 4,516,740 
OE Te re 110,271 121,867 98,604 
eee eS ee eee ee 1,025 1,587 2,237 
Dividend of preferred stock payable 
FONG BE nw vwsnccessenvecaceccocess 437,500 437,500 437,500 
Dividend on common stock payable 
SE Ok FEN 6 sss pone vekacaesns 312,500 





$8,400,865 $10,809,663 $10,637,581 
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“BACK TO THE RAIL.” 








PirtsBuRGH, Pa., September 9, 1911. 
To THE Epitor OF THE RarLway AGE GAZETTE: 

I have been reading with much interest Major Hine’s letters 
which have been appearing in your paper. His “Back to the 
Rail” call is a warning which railways cannot safely fail to heed. 
Railway organizations are an organized system of shirking re- 
sponsibility from the officers to the men in the ranks, and this 
inclination to throw the details onto somebody else has raised 
up many classes of aristocracy: the official aristocracy; the train- 
master aristocracy; and the chief clerk aristocracy; the worst of 
which is the chief clerk aristocracy. There was a time in 
the history of railways when superintendents were active, actual 
superintendent; when they were close to the men, close to the 
cars and close to the rails. Between them and actual railway 
operations there was but one other active agent, the yardmaster. 
Now a superintendent must have a trainmaster and several as- 
sistant trainmasters, a chief clerk of transportation, a chief 
clerk of maintenance of way, a chief clerk of motive power, 
a division engineer, a master mechanic and several yardmasters ; 
and each and all of these must, in turn, have chief clerks and 
junior clerks; as a matter of fact railways today are governed 
by chief clerks. We see a bright young man enter a general 
telegraph office as a telegraph operator; thence he is transferred 
to a position as a clerk in a general superintendent’s office; 
thence to a car distributor of a grand division; see him make 
himself invaluable as an encyclopedia of the number of cars in 
the various yards at certain hours of the day, of the size of the 
car movement, of what was done last year and the year before. 
We see him get a grip on all the details of operation and 
gather around him a robe of authority; he is in name a chief 
clerk: in power a general superintendent. Then he must have 
a chief clerk and an office force, for, with the semblance of 
power, comes that inclination to put the details on somebody else. 

There being no defined line of promotion for clerks, their only 
opportunity for greater authority and compensation is in making 
themselves indispensable to their superior officers. This is ac- 
complished by relieving their superiors of all the details, mak- 
ing red ink statements of statistics showing, in attractive form, 
performance, cost, earnings, etc. That a trainmaster or a 
superintendent may have before him each morning a picture of 
the previous day’s work as compared with the work of the same 
period the year before, in neat and attractive figures, is to 
such trainmaster or superintendent undoubtedly a labor saver 
and a convenience; but the evil of such a practice is that these 
officers’ time becomes exclusively devoted to examining and re- 
viewing statistics. Moving cars is not a bookkeeping affair to 
anyone but the car accountant, but under the present system 
everybody is a car accountant and statistician. 

Twenty years ago the superintendent’s office force consisted 
of a chief clerk, and possibly a few junior clerks. Today each 
of these clerks is the head of a department in many instances 
larger than the superintendent’s force was a few years ago. The 
forces of the trainmaster, division engineer, master mechanic, 
etc., have increased in the same ratio, and many new and sub- 
departments have been added. Everything is specialization run 
mad. What is the result? That everybody on a railway is 
running a correspondence and statistical bureau composed of at- 
tack and defense. The general superintendent attacks the super- 
intendent, and he defends; the superintendent attacks the train- 
master, and he defends; the trainmaster attacks the yardmaster, 
and he defends; the yardmaster attacks the conductor, and in- 
stead of moving cars he is busy writing a defense. Railway 
transportation consists of getting cars to destination, not in 
writing letters and making records. Yesterday’s work is ancient 
history and to get efficient service we should be on the job to- 
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day and see for ourselves how the work is being done. We 
have grown to depend too much on these statistics in spite of 
the fact that we all know how unreliable they are on account 
of the*many details that figures do not show. For instance: 
the human element is the all important factor in efficient or in- 
efficient service and a comparative statement of car movement 
and cars in yards will not show Jack’s work was 90 per cent. 
efficient, and John’s only 40 per cent.; it will not show that the 
men eat on the company’s time and sleep during the regular 
meal hour; that it takes five to fifteen minutes to wake up and 
get on the job when lunch hour is up; that when one shifter 
is held by another the men lie down or wander away and it 
takes five to ten minutes to get them back on the job and mov- 
ing again. 

Statistics as history and guides are valuable and necessary, 
but actual operations must be directed on the ground and not 
by boards of strategy where orders are based on statistics that 
are too far from the actual operations to govern the solution 
of problems, the proper decision of which is contingent upon 
accurate and close knowledge of exact and constantly changing 
conditions, and it is impossible, where statistics cover a large 
area, to be in such close touch with the actual operation that the 
situation and requirements can be clearly seen and controlled. 

The correspondence evil has grown until personal intercourse 
even between the subordinate officials and the men is practically 
a thing of the past.. Everything has to be in writing, and unless 
a man is fairly well educated, and few men in the laboring 
service are, he is unable to state his case clearly. He gets 
around the question by having the grievance committee tell his 
troubles for him. 

Reviewing this mass of statistics and correspondence, and 
keeping posted on the new regulation laws and labor grievances 
is taking so much of the superintendent’s and trainmaster’s 
time that an occasional trip over the division in a special train 
is about as near as they now get to the actual operation. The 
unit organization would always give you a responsible man in 
the office, and several constantly on the ground to observe the 
actual operation. This would bring them in personal contact 
with the men. The officials would get the men’s point of view 
and vice versa, which would greatly decrease the activities of the 
grievance committee. 

The solution of the question of personal supervision is by a 
cycle form of organization, or as Major Hine terms it “unit 
organization.” In the actual operation there should be three 
cycles exclusive of the executive. First: General manager, in 
charge of all departments for the entire road. Second: 
Superintendent, in charge of all departments for each divi- 
sion. Third: Yardmaster, in charge of operation only, at 
each terminal or yard, but he should have complete authority 
over all factors affecting the operation. Each cycle should be a 
complete unit, in other words a complete organization within 
itself, each officer having absolute authority over all direct fac- 
tors in his zone of responsibility. This lack of on-the-ground 
authority is largely responsible for the poor control of the men 
in the train service. As the superintendent got farther away 
from the actual direction of operations the authority went with 
the position, leaving only the responsibility. 

YARDMASTER. 





The African Midland Railway, by late reports, had construc- 
tion trains running to a point 400 miles west of its eastern 
terminus at Dar-es-Salem, and it was expected that by Septem- 
ber 40 miles more would be opened, to Tura, leaving 93 miles 
to be built to reach Tabora, which is 160 miles due south of 
Lake Victoria, and as far as construction has been provided for. 
The colonial interests hope to have aid from the Reichstag for 
a further extension which is projected westward about 200 miles 
to Ujiji, on Lake Tanganigika. This would. give the line a 


total length of nearly 700 miles from the Indian ocean west- 
ward, 
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CONSTRUCTION WORK ON THE CLEVELAND SHORT 
LINE. 





The Cleveland Short Line is a new built railway, being built 
by the Lake Shore & Michigan Southern around the city of 
Cleveland, Ohio, to provide facilities for interchange of traffic 
between all of the roads entering the city and for moving through 
freight around the city. In addition to connecting with the Lake 
Shore at Collinwood on the east and Rockport on the west, the 
new road will connect directly with the Cleveland, Cincinnati, 
Chicago & St. Louis, a branch of the Baltimore & Ohio, the 
C. & P. division of the Pennsylvania Lines, the Erie, the New 
York, Chicago & St. Louis, and the Newburgh & South Shore, 
through the latter road connecting with the Wheeling & Lake 
Erie. 

The building of the new road will greatly facilitate the Lake 
Shore’s operation through Cleveland, and open up a new indus- 
trial territory. It will provide a double track freight line to 
carry through freight around the city, and will have sufficient 
switching facilities and connections with intersecting roads to en- 
able it to perform its functions of a belt interchange line, as 
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well as to care for industrial business. The present line of the 
Lake Shore through a considerable part of Cleveland is on or 
closely adjacent to the water front, and is closely built up to 
industries, making track extensions very expensive. It is a four- 
track line through the city at present, with the exception of the 
crossing of the Cuyahoga river, which is made on a single track 
gauntleted bridge, which pending other developments in this ter- 
ritory it is not thought advisable to rebuild. The new belt line 
will relieve this territory of the through freight traffic, leaving it 
free for passenger and local business. 

The proposition of building a belt line around the city of Cleve- 
land has been considered for many years, the first record of the 
proposition dating back as far as 1873. Various engineers have 
since then run location lines for such a road, and in 1900 Samuel 
Rockwell, now chief engineer, and at that time principal assistant 
engineer of the Lake Shore, ran a line approximately the same 
as the one on which the road is being built, but the estimates 
of cost based on this survey caused the project to be abandoned 
for a time, and it was not again seriously considered until W. R. 
Hopkins, without much financial backing, had quietly made sur- 
veys and secured options on property along a similar route and 
was endeavoring to finance the proposition. Before his plans 
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is 10 miles east of Rockport, and is the northern terminus of 
the Lake Erie & Pittsburgh, a new low grade line affording 


the Lake Shore and the Pennsylvania a direct line to Pittsburgh 
from both the Cleveland and the Lorain districts. 
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construction work on this westerly section was described in the 
Railway Age of December 20, 1907, page 875. 

In September, 1909, the construction work was started east of 
Mill Creek Junction and extended about a mile, covering the 
tunnel territory hereafter described; construction work on the 
remaining portion of the line, east of the tunnels, was begun 
in April, 1910. The section from Rockport to Mill Creek Junc- 
tion was placed in service early in 1910, and it is expected that 
the remainder will be in service in the spring of 1912. 

The relation of the new line to the other roads and the city is 
shown on the general map reproduced herewith. From Rock- 
port, about 9% miles west of Cleveland, it runs almost directly 
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curves at the Collinwood and Rockport connections with the 
Lake Shore. The connection at Collinwood is made on the 
north side of the Lake Shore tracks, to connect with the yard 
which is located north of the passenger tracks. Leaving the 
yard, the Short Line tracks run up between concrete retaining 
walls and over the Lake Shore tracks on through plate girders 
on concrete abutments, the Lake Shore tracks having been low- 
ered about 7 ft. under this crossing to provide necessary 
clearance. 

The section from Collinwood to the Nickel Plate contains 
nothing unusual in construction features, the principal structures 
being the reinforced concrete arches over Lake Front avenue and 
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east to Mill Creek Junction, and from this point turns north- 
east extending to the crossing over the Nickel Plate, which is 
then paralleled for about two miles, both lines being built on 
the same four-track roadbed, using similar construction. From 
the north end of this joint section the Short Line runs almost 
directly north to a connection with the Lake Shore just west of 
the Collinwood yard. The total length of the line, including the 
Nickel Plate section, is about 20 miles, and with the exception 
of about 2% miles between the Collinwood connection and the 
Nickel Plate the maximum grade is 0.3 per cent. This 2% 
miles is largely on a 0.74 per cent. grade, making a pusher grade, 
the intention being to use yard engines for the pushing service. 
The curvature is limited to 3 deg., except for one 4-deg. curve at 
the south approach to the Nickel Plate grade and line at 6-deg. 


Eddy road. Eddy rcad was relocated to cross the new line at 
right angles, it having formerly crossed at a sharp angle. This is 
an arch with an 81 ft. span and a maximum clearance over the 
roadway of 20 ft. 11% in. The arch barrel is 58 ft. 6 in. long 
between spandrel walls, and is designed for four tracks. The 
arch crown is 3 ft. 4 in. thick, reinforced with 34-in. square cor- 
rugated bars parallel with the center line of the arch spaced 
2 ft. center to center, in both the upper and lower reinforcing 
planes, and similar bars, perpendicular to the center line of the 
arch, are spaced 4 in. center to center in both planes. The abut- 
ments are benched 3 ft. into solid rock. The entire extrados 
of the arch ring is waterproofed with Tartex waterproofing felt. 
The spandrel walls are ornamental in design, and are surmounted 
by a parapet cast in place after the completion of the structure. 
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Cedar Avenue Subway and Doan Brook Crossing; Cleveland Short Line. 
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A 1:2:4 concrete mixture was used in the arch ring and orna- 
mental work, and 1:2%4:5 in the rest of the structure. The ex- 
posed surfaces are dense and smooth and all exposed edges 
chamfered. It is the intention to bush-hammer the exposed sur- 
faces of this structure. 

Through the section in which the Nickel Plate and Short Line 
are built on one roadbed, and for some distance either way, a 
total of about four miles, the Nickel Plate is separating railway 
and street grades. On the joint section, which is between 105th 
street and Superior avenue, the roadbed and structures carry four 
tracks, two for each company. This section is through a resi- 
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grade, crossing over the Nickel Plate on a through girder, and 
then crosses a number of streets within a short distance. Similar 
designs were adopted for all of these subways, the one illus- 
trated in the accompanying cuts being typical. Through plate 
girders with reinforced concrete floors are carried on concrete 
abutments and steel columns. The abutments are built for four 
tracks, are paneled on the street side and include short parapets 
above the bridge seat to hide the ends of the girders. The abut- 
ments of the bridge illustrated require 1,364 yds. of concrete. 
South of these subways and extending as far as Mill Creek 
Junction, the road runs under the cross streets. At one of these, 
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dential portion of the city and crosses a number of fine boule- 
-vards. The structures over these boulevards were very care- 
fully designed, to secure pleasing effects. The bridge over the 
East boulevard is a through plate girder, with a false concrete 
arch side elevation and concrete spandrel walls. The facing con- 
crete in this structure is red, this color having been secured by 
using red granite screenings and iron oxide. The line crosses 
Cedar avenue and Doan brook with one harmonious structure, 
consisting of a long arch for the avenue with a shorter span 
for the stream, illustrated herewith. 

At the south end of the joint line the Nickel Plate dips on a 
0.5 per cent. grade and the Short Line raises on a 0.3 per cent. 





Kinsman road, a special design was adopted for the crossing. 
This is a prominent highway, crossing the line at an angle of 
65 deg., and a 38 ft. roadway with double street car line and 
two 8 ft. sidewalks are provided. The structure has a clear 
span over the tracks of 87 ft. 6 in., providing for six tracks, which 
it is expected will be required at this point. The roadway is 
supported between steel arch ribs encased in concrete resting 
on concrete abutments, carried down to solid rock. The details 
of the abutments are shown herewith; also a photograph of the 
east abutment before the erection of the arch ring. Five steel 
hangers hung from each of the steel arch ribs and encased in 
concrete support the floor. The floor beams are built-up sections 
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encased in concrete. The floor slabs are continuous, encasing 
steel stringers. They have a maximum thickness of 1 ft. 4 in. 
under the street car tracks and 9 in. under the roadway. The 
reinforcement in the floor slab under the track consists of % 
in. longitudinal bars spaced 9 in. center to center in both the 
upper and lower reinforced planes. In the remainder of the slab 
a single set of % in. longitudinal bars is spaced 12 in. center to 
center, and a single set of transverse bars of the same size, bent 
as shown in the detailed drawing herewith, are spaced 6 in. cen- 
ter to center, and in addition %-in. bars set on 6-in. centers, are 
looped around each stringer. The railing is of ornamental con- 
crete with paneled faces. The lower surface of the concrete over 
each track is protected from locomotive gases by 34-in. cast iron 
smoke plates 2 ft. 6 in. wide. The steel arch was 3-hinged, with 
pins at the shoe plates and at the crown. Concrete in the arch 
ribs are placed between A and B first, then between B and C, 
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of the line used high concrete distributing towers with good 
results. 

At some points the vertical drop was as great as 40 ft. An open 
chute, supported on cables which also served as guys for the 
towers, carried the concrete to the forms. The pitch of these 
chutes was not less than 3% to 12, as it was found that the con- 
crete did not run freely on a flatter slope. For work close to 
the tower where the drop from the main trough would have 
been too high, an opening was made in the chute beyond the 
form and a second chute with the fall at right angles to the main 
chute carried the concrete to the desired location and elevation. 

In excavating at Aetna road a good grade of gravel was found, 
and to utilize this a gravel washing plant was installed. The 
excavated gravel was dumped onto the platform of the washing 
plant from a clam shell bucket, and after washing it was elevated 
to 1 in. and 3-in. screens at the proper inclination. A gravel 
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Abutment and Skewback for Kinsman Road Arch. 


and after the erection of the closing angles at the center hinge, 
between A and A. 

The Short Line at this point parallels the tracks of the Penn- 
sylvania Company, and when the street was elevated over that 
company’s tracks several years ago, the retaining wall on the 
south side of the street between the Pennsylvania and the then 
proposed belt line was designed to provide for an additional 
height to carry the street when it became necessary to raise 
it over the Short Line tracks. This wall connects with the south 
end of the west abutment. It is probable that in the future a 
yard will be built adjoining the line on the west between Kins- 
inan road and tunnel No. 2, and to provide for that probability 
the west abutments of all street crossings in that section were 
designed to be used as piers in case the street bridges are 
lengthened. 

The contractors for the concrete work on the eastern section 


storage of 50 yds. and sand storage of 30 yds. was provided. The 
storage bins discharged to the level of the mixer-feeding plat- 
form, which also was connected with a cement car. A %4-yd. 
Smith mixer produced 15 yds. per hour under these conditions. 
From Aetna road south to beyond the Pennsylvania tracks the 
road runs through a deep cut, with a maximum depth of about 
55 ft., and at the points where it is necessary to carry existing 
streets or railway tracks over this cut concrete tunnel sections 
were built and were then back-filled to the original grade. The 
northerly tunnel, known as No. 2, is the longest, being 773 ft. 
The Erie, the Wheeling & Lake Erie and the Newburgh and 
South Shore, a switching road of the American Steel & Wire 
Company, all run over this tunnel, and the problem of caring for 
these railways during construction was difficult. The north 
portal is just north of the Erie crossing, and it was found ad- 
visable to shift the tracks of that company about 50 ft. north to 














allow the tunnel work to be completed nearly to the portal and 
then to shift the tracks back over the completed section of 
the tunnel while the portal was built. The crossings of the 


other railways were maintained on deck girder spans resting on 
































South Abutment of Kinsman Road Arch Bridge. 


pile bents driven on each side of the cut as the work progressed. 
The girders thus used were the ones provided for the second 
track of the Cuyahoga river viaduct, and after they have served 
for these temporary crossings they will be erected in that struc- 
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Half esiunten and Half Elevation of Kinsman Road Arch. 





ture. The opening of this cut blocked pedestrian travel in such 
a way that it was necessary to provide a temporary foot bridge 
south of the Wheeling & Lake Erie tracks to care for this travel. 
The location required a 240-ft. span, and to avoid driving piles 
in the slope, thus obstructing steam shovel and concrete work, a 
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suspension bridge was decided on. This bridge is a good example 
of the incidental problems which must constantly be met and 
solved in connection with construction work of this character. 
It is of substantial frame construction suspended from two 134-in. 
cables, anchored in pits containing 50 tons of pig iron on old 
bridge ties. The cables are 7 ft. 4 in. center to center, the clear 
space between timber trusses being 6 ft. 
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LIGHT SECTION OF TUNNEL 
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Cross Sections of Tunnel No. 2. 


The material encountered in tunnel No. 2 cut was gravel and 
fine water-bearing sand. The excavation was handled by steam 
shovel down to about the elevation of sub-grade and by a small 
Thew shovel below sub-grade for the tunnel invert. Some of 
the material was removed in scale boxes carried on narrow gage 
cars and used for back-filling over tunnel No. 1 and the Harvard 
avenue arch. 

The concrete in the tunnel section was placed in three separate 
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Plan of Kinsman Road Arch; Cleveland’ Short Line. 
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stages; first, the invert; second, the side wall up to the springing 
line; and third, the arch ring. Concrete was supplied by a 
storage and mixing plant on the original ground elevation located 
a short distance east of the work, this location being well adapted 
to bringing in the concrete materials shipped in over the W. & 
L. E. The material was hauled in cars to the mixer, which was 
located midway between the ends of the tunnel at the top of 
the east slope of the excavation. The concrete was handled from 
the mixer into small cars hauled on a narrow gage track in the 
bottom of the excavated section. The invert was placed direct 
from these cars. For placing the side walls the buckets were 
lifted from the car trucks by a locomotive crane and dumped into 
the wall forms. In placing the arch the car bodies were picked 
up in the same manner and the concrete dumped into small push 
cars running on a narrow gage track over the arch forms on the 
center line of the tunnel. The arch forms were supported on 
8-in. wedges set between the wall plates, so that, when a section 
of concrete had set, the wedges could be drawn, the form dropped 
on rollers running on the lower wall plate, and 75-ft. sections of 
the arch form moved ahead by a donkey engine. 

Two cross sections were used in tunnel No. 2, the lighter sec- 
tion being 222 ft. long, located at the south end, where the fill is 
about 10 ft. shallower than for the remainder of the distance. 
Both sections are reinforced with 34-in. square bars. Longi- 
tudinal bars are placed in the end sections only, spaced about 
2 ft. center to center in the inner reinforcing plane. The lateral 
bars are spaced 6 in. center to center in both the upper and the 
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CROSS SECTION 


iower planes. Drainage is provided by two 18-in. vitrified pipes 
outside of the side walls and two 12-in. pipes inside the section, 
approximately at sub-grade level. Expansion joints are spaced 
about 50 ft. apart. 

Tunnel No. 1 is 343 ft. long and extends under Broadway and 
the C. & P. tracks. Between these tunnels there are three streets 








Tunnel No. 2, Showing Forms for Concrete Arch... 
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Retaining Wall and Short Tunnel Under Street. 


which are carried over arched sections similar to the tunnels. 
Cannon and Booth streets which have foundation conditions like 
tunnel No. 2, have sections identical with it. Tunnel No. 1 is 
considerably modified from the plan of No. 2, because rock level 
at that point is about at the same elevation as the springing line, 
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SECTION ON & 
Section of Tunnel No. 1; Cleveland Short Line. 


a 
permitting the section of the tunnel below that point to be con- 
siderably lightened. No invert is provided and the side walls 
are not reinforced. The section of the arch ring is spread at the 
springing line to secure ample bearing on the rock. The arch 
construction at Harvard avenue is similar to that of tunnel No. 1, 
except that the foundation of the skewbacks runs down to sub- 
grade elevation, at which point solid rock was encountered. 

A large amount of water flows from the water-bearing 
material surrounding tunnel No. 2, and the space intervening 
between No. 2 and No. 1, to care for which one 24-in. pipe is 
laid along each side of tunnel No. 1 below sub-grade. Four-inch 
cast iron weepers are placed every 15 ft. just above sub-grade, 
and also at the springing line of the arch. Eight 4-in. wrought 
iron pipe telegraph and signal wire conduits are carried from end 
to end in the arch ring masonry of all these tunnel sections. The 
sewer in Broadway at the north end of tunnel No. 1 was so low 
that it encroached on the limits of the tunnel section, and a special 
design had to be made to care for it. Steel trusses each side of 
the sewer take the weight, and the entire construction was 
encased in concrete. 

A short distance west of tunel No. 1 the line crosses Mill creek 
on a 60-ft. fill and the stream is carried under this fill with a 
45-ft. arch; 1,500 ft. further west a second crossing of this same 
stream is made on an 85-ft. fill with a 50-ft. arch for the stream 
anda box subway for a branch track of the B. & O. On account 
of the height this fill was made in two lifts, the first lift being 
carried up half the height by laying a construction track on a 
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switch-back around the point of the hill, shown in the left of the 
photograph. A second trestle was built on this fill and material 
dumped from it to bring the grade to the desired level. The 
Mill creek arch and the method of making this fill are shown in 
an accompanying photograph. 

From Mill Creek Junction west, which is the point of connec- 


tion with the L. E. & P., the line is now in operation. There was 
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Signal Company all-electric interlocking plant with upper quad- 
rant indications. The illustration shows the plant at the B. & O. 
crossing. The interlocking tower of white toeage’ blocks is 
typical of the construction which the L. S. & M. S. has used 
extensively for this purpose in the last two years. 

At the westerly connection of the Short Line with the Lake 
Shore at Rockport, the west bound track is depressed under the 
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Details of Suspension Foot Bridge. 


considerable heavy earth work on this section, and the principal 
structure is a high steel viaduct over the Cuyahoga river, the 
Ohio canal and the C. T. & V. branch of the B. & O. This via- 
duct is 1,988 ft. with a maximum height of about 160 ft. 
Between the viaduct and the connection at Rockport the Big 
Four and the C. L. & W. branch of the B. & O. 


grade, American 


long, 


are crossed at 


Each crossing is protected with an Railway 


Lake Shore tracks, which were raised about 15 ft. to allow this 
connection to be made without a grade crossing. This elevation 
of the Lake Shore tracks also involved the separation of grades 
with a country highway. 

A great deal of granulated slag was used in the filling for this 
line and for the present this material is also used as ballast. The 
standard track construction is 80-ib. rail on 6 in. x 8 in. x 8 ft. ties. 
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Mill Creek Fill, Showina Switchback Used in Construction. 


One of the standard through girder highway crossings on the 
westerly section of the line is shown herewith, which also shows a 
portion of a concrete flume built to carry a small stream under the 
highway and under the track, where, on account of the very scant 
under-clearance, it was necessary to get an absolutely smooth 
waterway to insure proper flow. 

The contractors on the section of the line now under construe- 
tion are H. FE. Culbertson & Company, J. C. Cariand & Company, 
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CROSS SECTION 


Special Construction in Tunnel No. 1 to Care for Crossing of 


Sewer; Cleveland Short Line. 


and the Robert Grace Contracting Company. The work is being 
done under the direction of Samuel. Rockwell, chief engineer of 
the L. S. & M.S. and the lines directly operated and controlled 
by it, and under the personal supervision of J. H. Roach, division 
both of indebted for the above 


engineer, to whom we 


info: 


are 


mation, 
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LETTERS FROM AN OLD RAILWAY OFFICIAL TO HIS 
SON, A GENERAL MANAGER.* 


Tucson, Ariz., August 19, 1911. 

My Dear Boy:—Do yeu think it logical and just to pay a 
train (including engine) crew the same wages for going over 
the freight district with a light caboose as with 50 or 75 cars? 
Be careful how you answer. 

As I understand it, the train-mile was adopted as a unit of 
compensation for employees on the theory that piece work re- 
wards the deserving and promotes efficiency. Whatever the 
merits or demerits of the piece work theory, I have never been 
able to reconcile its applicability to train service. A man oper- 
ating a machine in a shop can stop or start his individual ma- 
steam electric current without seri- 
ously inconveniencing his fellow workers or the general opera- 
A railway train cannot move regardless of 
the 
will cause either a criminal collision or an expensive blockade. 
A train must, therefore, move according to a time-table and 


chine, can save power or 
tion of the plant. 


all other trains on read. Such independence of function 


orders. The space occupied by a train, unlike a stationary ma- 
chine, is so variable that time becomes the essence of the propo- 
The train crew cannot be allowed that freedom of ac- 
Too many arbitrary cendi- 


sition. 
tion which permits of piece work. 
tions are necessarily imposed to warrant a very extended appli- 
cation of a practical bonus system. One delayed train will upset 
the whole day's combination. On the other hand, the task im- 
posed upon a train crew is extremely definite and easy to meas- 
ure, When the equation can be solved for all the variables. 

So fallacious a unit of compensation as the train-mile breeds 
numerous illogical practices. We penalize ourselves every time 
we run a train without full tonnage. 
demand quick movement regardless of tonnage. 


Conditions of trafhe may 
When business 
is heavy terminals are congested and empty equipment is scarce. 
We all know that the way to relieve congested terminals is to 
run light, fast trains. This serves a double purpose, relieving 
the terminals and increasing the earning power of the equip- 
ment. Unfortunately our fundamental conception is so dis- 
torted that we mulct ourselves in money by doing that which is 
an obvious necessity. Why not so arrange our methods that we 
can be rewarded for quick judgment and prompt action? 

A shop workman sups, sleeps and breakfasts at his own home. 
A train crew must have increased expenses when away from the 
home terminal. <A train crew would really be ahead of the game 
as far as expenses are concerned if a round trip could be made 
within the sixteen hour limit and the away-from-home terminal 
We say that demurrage is imposed primarily 
We claim that normally we 


expenses avoided. 
to hasten the release of equipment. 
would rather have the cars than the dollars of demurrage. If 
cars are so valuable, how much should we charge curselves for 
the hire of the fifty cars which are twelve or fifteen hours get- 
ting over the district ? 

We can work out by a mathematical formula the most econom- 
ical scheme for fuel consumption and maximum tractive ef- 
fert. It is more difficult to devise a formula to express the 
effect of drastic Attempting to 
club converging live stock runs in big trains has caused, in some 


laws caused by poor service. 


states, legislation covering the movement of stock. Perhaps this 
is offset by the claims save for missing the market with delayed 
stock. Is it not a sad commentary to think that legislation is 
necessary to make us do what is for our own best interests ? 
There can be no doubt that for a heavy and regular movement 
of low grade commodities on two or four track roads the big 
train is logical and economical. Most of the prairie roads 
single track. Most of the distances between the prairie cities are 
Stock, perishable freight and merchandise must 


are 


relatively long. 
have rapid movement. Is it wise under such a disparity of con- 


“Copyrighted, 1911, by The Railroad Gazette. 
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ditions to make the train-mile rigid and sacred? Why not pay 
men by the hour, with a monthly guarantee, and run trains some- 
times light and sometimes heavy, sometimes fast and sometimes 
slow, to meet actual controlling conditions of traffic? When 
business happened to be light, equipment plentiful, and terminals 
open we would penalize ourselves in wages for slower movement, 
but would save in fuel, in engine house expense, etc. Just where 
the economical limit would be, just how it would all work out, 
I do not pretend to say. I do say, however, that the old methods 
can be improved when we start from proper basic conceptions. 1 
do not believe that we yet understand the relation between in- 
creased cost of maintenance of equipment and decreased wages 
for train crews. 

Perhaps because I had the honor of braking on a way freight 
I have never outgrown the idea of the practical trainman that a 
local freight is a traveling switch engine and a peddler of 
L. C. L. merchandise. Whatever may be the showing as to per- 
centage of tractive power utilized I am unable to see the wisdom 
of a way freight dragging in and out of passing tracks all day 
with a lot of through cars. The claim is often made that a few 
big trains can be easily handled by the despatcher, because the 
number of meeting points is decreased. My own opinion is that 
this seeming advantage is often more than offset by the unwieldi- 
ness of the big train. Fear of censure for delaying some im- 
portant train makes the conductor “leary” about starting and the 
despatcher timid about directing a prompt movement. When we 
begin wrong, how not-to-do-it methods always follow. The chief 
despatcher will let freight be delayed in a yard for a full train 
with power needed at the other end, if he can start a light caboose 
without its being included in the average train load showing. 
How much better, and how much easier, to run two fractional 
trains in the direction of unbalanced traffic than one light caboose 
and another dreary drag! The shipper, only a hard-headed busi- 
ness man, takes the same view. He becomes skeptical of all our 
statements, before commissions or elsewhere, because of our fre- 
quent seeming lack of judgment. 

Let us not spend too much time in discussion as to theoretical 
possibilities. My assertions can be either proved or disproved 
by actual demonstration. In the next labor agreements you make 
include a stipulation for experiment on some division. My pre- 
diction is that if you can convince the labor leaders of your fair- 
ness they will give the scheme a trial for the sake of more pos- 
sible time at home. With a full trial the results will speak for 
themselves. Success in such matters is made possible only by en- 
listing the most intelligent efforts of all concerned. Let your 
officials and employees understand that you do not claim to 
know it all, that you believe in their practical intelligence as well 
as in your own, that ideas are greater than men, and that right 
wrongs no man. 

Railways have grown so fast that our conceptions of working 
units have sometimes outstripped practical possibilities in per- 
formance. Too frequently we make the unit too large. There 
must be a practical limit beyond which the train becomes too long 
for an economical unit of movement. The fact that we should 
have elasticity rather than rigidity in the size of our economical 
train emphasizes the necessity for defining the elastic limit. Prac- 
tical experience and sound judgment must aid in interpreting and 
applying not only the laws of matter and physical nature, but 
the laws of sociology and human nature as well. After the 
lading for the trip is discharged, the car can not be sold or 
abandoned, as was the flat boat which Abraham Lincoln helped 
to float down the Mississippi river to New Orleans. Have you 
not seen cars pulled to pieces in big trains, have you not 
seen freight delayed in a manner to suggest to an innocent by- 
stander that the road was perhaps running its last train and giv- 
ing its cars their last load? 

The inevitable tendency of the big train is to hold back and 
combine in large lots cars destined to the same point and to the 
same consignee. When a whole train can be unloaded at the 
sl ip’s side at tidewater, or at a large consuming plant, the sys- 
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tem is ideal. The trouble begins with the small consignee. In- 
stead of giving him a regular, systematic delivery of the five or 
ten cars which he can unload each day, our tendency is to bring 
in twenty-five or fifty cars every five days or so, and then ex- 
press our horrified astonishment at his failure to release promptly. 
No, we should not run special trains of five or ten cars for each 
consignee. What we should do is to watch the matter so care- 
fully that we can feel certain we are considering all the factors 
of expense as well as that of seeming light tonnage. It may, 
under given conditions, be cheaper to run light trains than to 
put on expensive switch engines, to relieve unnecessary conges- 
tion in receiving terminals than to increase overtime and demor- 
alize the road by pulling out drawbars when sawing by at short 
passing tracks. Sometimes money can be saved by balancing 
motive power as between steep and level territory. 

As a good soldier and a faithful hired hand you must build 
up for yourself and your superiors the best possible record for 
train load. Carry out the policy consistently and loyally. At the 
same time study the subject. Do not have to flag in, but be 
prepared to run as a section of a better unit of comparison 
when the train mile loses its first class running rights. 

Speaking of running in sections, you have doubtless thought 
how inconsistent and almost criminally dangerous is the method 
of displaying signals. We drill our men to watch the rear of the 
train for the presence of something, the markers, a positive in- 
dication. When the markers are seen, the train is complete and 
the opposing train can proceed in safety. If the train happens 
to be complete without displaying markers, or the markers are 
overlooked, the opposing train declines to proceed. An avoid- 
able delay occurs, but the error is on the side of safety and away 
from a collision. At the head end, however, we tell our men to 
watch for the absence of something, the classification signals, a 
negative condition. When classification signals are not seen 
the train schedule is complete and the opposing train proceeds in 
fancied safety. If the train happens to be incomplete without 
displaying signals or the signals are overlooked, the opposing 
train proceeds just the same. No delay occurs, but probably a 
collision, for the error is on the side of danger and toward a 
collision. The practice should be reversed. The last or only sec- 
tion should display classification signals. A positive indication 
should replace a negative. Can the train rules committee of the 
ladylike American Railway Association beat the Interstate Com- 
merce Commission to this unprotected draw? Cases of such 
avoidable collisions can be cited, even though “we never had one 
on our road.” 

Some roads prefer special schedules and extra trains to move- 
ment in sections. On the good old Big Four we handled every- 
thing possible in sections. I think this latter method the better. 
Theoretically yardmen, section men, tower men and all cthers 
should be always prepared for extra trains. Practically, the more 
information that can be disseminated among intelligent men 
the more effectively can they co-operate in preventing disaster or 
delay. There are fewer unlocked switches and fewer unspiked 
rails when information is not Iccked in the despatcher’s office 
and not spiked down by too many train orders. 

Affectionately, your own, 
D. A. D. 





The new railway from the Bay of Caraquez, Ecuador, to Quito, 
which is being constructed by a French company, is making rapid 
progress. In the early part of 1911 trains were in operation as 
far as Calceta, a distance of 34 miles. The total length of this 
line from the coast to Quito is 186 miles, being much less than 
that traversed by the older railway from Guayaquil. The route 
passes through a fertile region, capable of being developed so that 
immense quantities of cocoa and other valuable agricultural prod- 
ucts can be grown with a minimum outlay ‘of capital and labor. 
A branch from Calceta to Ricauarte via Canuto and Chone has 
been authorized, also another branch which is to run along the 
Daule river and terminate at Guayaquil. 
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ELECTRIC RAILWAY CONVENTION. 





The annual convention of the American Electric Railway 
Association was held in Atlantic City, October 10-13. The fol- 
lowing abstracts of committee reports and discussions cover such 
of the subjects as are of the most interest to our readers. 


BLOCK SIGNALS FOR ELECTRIC RAILWAYS. 

The committee, acting on instructions from the two associa- 
tions named, held meetings in New York in January, Chicago in 
March, and Pittsburgh in June; and conferences were had with 
manufacturers of apparatus and also with steam railway men. 
The report begins with a definition of the block system and a 
few brief historical paragraphs. The committee secured informa- 
tion by circulars from such electric railways as are using the 
space-interval system and from a list of 50 such roads it appears 
that 10 use automatic signals with continuous track circuits. 
Signals made by the Union Switch & Signal Company are in 
use on the Auburn & Northern, the Boston Elevated, the Hudson 
& Manhattan, the Illinois Traction, the Interborough Rapid Tran- 
sit, the Philadelphia Rapid Transit and the Syracuse, Lake Shore 
& Northern. Signals made by the General Electric Company are 
used on the Aurora, Elgin & Chicago. Signals made by the Gen- 
eral Railway Signal Company are used on the Hudson & Man- 
hattan and the Washington Water Power Company’s lines. 

The Boston & Worcester Street Railway, operating 48 miles of 
line, of which 60 per cent. is double-track, uses the O’Bryan sys- 
tem, made by the railway company. This system is automatic, 
but without continuous track circuits. 

Nineteen companies use some kind of automatic apparatus 
actuated by a trolley contact device, the principal makers repre- 
sented being the United States Electric Signal Company, the 
Nachod Signal Company and the Eureka Automatic Block Sig- 
nal Company. Sixteen companies use light signals controlled by 
hand levers operated by the conductor or motorman. The To- 
ronto & York Radial Railway uses the Simmen despatching sys- 
tem. Three companies use the Blake signal (not a block signal), 
and three use the Stromberg-Carlson. Seventeen companies re- 
port trolley contact and hand-operated signals as having been in 
use five years or more; a few of them nine or ten years. 

The report contains a copy of the bill to make block signal- 
ing compulsory, which was sent to congress by the Interstate 
Commerce Commission in 1903, with extracts from the commis- 
sion’s report on this subject. (This bill is still before Congress. ) 
The committee also presents a transcript of the law of Wiscon- 
sin, passed this year, empowering the railway commission of 
that state to require the use of the block system “or other safety 
device or measure as may be necessary to render operation 
reasonably safe.” The similar action of Indiana, which goes into 
effect next January, is also noticed; and it is said that the Pub- 
lic Service Commissions appear to have authority to require 
the installation of block signals in Maryland, Massachusetts, 
Minnesota, New York, Nevada, Oklahoma, Oregon and South 


Dakota. No mandatory order has been promulgated in any of 
these states. The Indiana Commission is actively studying the 
subject. 


Twenty companies have reported to the committee their plans 
for new signaling to be installed this year or in the immediate 
future. The principal items under this head are as follows: 

Public Service Corporation, Newark, N. J.; 121 additional 
blocks; U. S. Electric. 

Hudson Valley, Glens Falls, N. Y.; 5 miles additional; U. S. 
i‘lectric. 

Wheeling Traction, Wheeling, W. Va.; 45 miles trolley con- 

ict; is trying the Nachod and the U. S. 

Worcester Consolidated, Worcester, Mass.; 25 miles; U. S. 

olley contact. 

Chattanooga R. & L., Chattanooga, Tenn.; 4 miles; Nachod. 

Elmira & Seneca Lake, Elmira, N. Y.; one additional block; 
U. & 

‘ludson & Manhattan, New York City; additional electro- 
preumatic; one mile. 
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Boston Elevated, Boston, Mass.; additional electro-pneumatic ; 
3 miles. 

Syracuse L. S. & N., Syracuse, N. Y.; 10.5 miles additional 
(single track) ; Union S. & S. Co.; also on Rochester S. & E.; 
16.5 miles; same type. 

Boston & Worcester, Boston, Mass.; 31.5 miles additional; 
O’Bryan system. These signals are mostly isolated sections on 
curves. 

Ohio & Southern Traction, Columbus, Ohio; 7.5 miles; Strom- 
berg-Carlson. 

Oregon Electric, Portland, Ore.; 7 miles; automatic, continu- 
ous track circuit. 

Washington & Rockville, Washington, D. C.; 3 miles controlled 
manual; Ramsey system. 

Lehigh Valley Transit Company, Allentown, Pa.; plans being 
made by General Railway Signal Company for two block sec- 
tions; signaling of 60 miles contemplated. 

Waterloo, C. F. & N., Waterloo, Iowa, will install signals at 
ten curves. 

Cedar Rapids & Iowa City, Cedar Rapids, Iowa; intends to 
signal 25 miles. 

Roanoke R. & L., Roanoke, Va.; plans to signal ten miles. 

This concludes the report proper. The committee deems it 
unwise to formulate definite conclusions because of the constant 
development going on in the art of signaling, but thinks that, 
perhaps, it may be practicable to make recommendations a year 
hence. The committee believes it desirable to divide electric rail- 
ways for signaling purposes into five classes, namely: single 
track suburban, low speed; single track interurban, higher speed; 
single track interurban, highest speed, with long time intervals; 
same with more frequent trains; double track, with very fre- 
quent trains. 

The appendices make up five-sixths of the pamphlet contain- 
ing the report. These contain carefully prepared and elementary 
descriptions of track circuit systems and control circuits, most 
of the material having been furnished by the General Railway 
Signal Company and the Union Switch & Signal Company ; light 
signals, as used on the lines of the Pennsylvania Terminal, New 
York City; relays and semaphore signal mechanisms; illustrated 
descriptions of recent installations on the Illinois Traction Sys- 
tem and the Washington Water Power Company’s line; Kins- 
man block system, with a counting-in and counting-out appa- 
ratus; the Nachod signal; the Blake despatchers’ apparatus; the 
General Railway Signal Company’s and the Western Electric 
Company’s selectors; the Baird and the Stromberg-Carlson sys- 
tems; the Sandwich selector; the United States Electric Com- 
pany’s the Gill selector and the Simmen 
despatching system. Prentice’s wireless automatic train stop in- 
stalled on the Canadian Pacific at Toronto, is mentioned, but 
only briefly described, reference being made to the illustrated 
account of the system which was published in the Railway Age 
Gasette, June 23, 1911. 


selector system; 


EXPRESS AND FREIGHT TRAFFIC. 


The committee on express and freight traffic gathered informa- 
tion from 110 companies concerning the way in which they deal 
with merchandise traffic and the success that has attended the 
operation of that department. The data is summarized in three 
tables: One for the north Atlantic states, one for the south At- 
lantic states and one for the northern central states. Of the 110 
companies reporting 92 do either express or freight business. 
Only four companies report any restrictions in connection with 
their franchises. The 92 companies do merchandise business in 
917 cities and towns. Twenty-seven companies employ solicitors 
and 37 do not; the rest do not answer as to this point. Eighty- 
one companies carry newspapers, 18 of which use express cars in 
addition to carrying papers on passenger cars; 26 companies do 
this work free and many others at very low rates. Most of the 
eastern roads carry baggage in express cars, but most of those 
in the West carry it largely on passenger cars. Of 30 com- 
panies in the Atlantic states reporting as to baggage, only 5 
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check it without charge, but in the West half the companies 
check baggage free. Sixty-three companies carry milk, the rate 
in nearly all cases being about 114 cents a gallon. On most of 
the roads freight and express business has been established since 
the year 1900. Twenty-four companies report that it is profitable 
to carry freight at steam road rates, in motor cars, running 
singly, and 20 say that it is not. Twenty-two companies assist 
shippers by finding a market for their farm produce, six of them 
making a charge for the service. Forty-four companies carry 
carload freight. 

The committee finds a great diversity of methods in operation 
in accounting and in equipment, but concludes that all of the 
different methods are in the main satisfactory, the differences 
having been necessitated by local conditions. But the time has 
come when standardization of methods is important. Electric 
lines now isolated are likely to be connected and through service 
will demand uniformity. Agreement should be had on uniform 
standard, for comparison, of car hours, car miles or ton miles. 
The express and freight business having proved profitable, al! 
possible energy should be put forth towards its extension, and 
the association should promote study of the subject. Solicitors 
should be engaged; shippers and their interests should be studied, 
and the establishment of new industries should be fostered. 


QUESTION BOX. 


The Engineering Association issues a report each year called 
the Question Box, in which there are a large number of ques- 
tions and answers bearing on the practical results obtained in 
street railway service. A number of the questions have a bear- 
ing on all railway operations. 

Poles and Crossarms.—It has been the experience of the street 
railway men that crossarms or timber exposed to the air and 
not in contact with the ground should not be painted until thor- 
oughly dry; because the paint, if prematurely applied, imprisons 
the sap and causes it to sour and so bring about rot. Some roads 
paint their crossarms as soon as they are received from the 
maker, “because they have no time to wait,” and take the con- 
sequences, though it is recommended that it would be better to 
put them up as they are, if time is of value, and then paint them 
later when they have dried. This does not apply to the paint, 
which should in any event be applied to the surfaces in contact 
between any two pieces so as to keep moisture away from these 
surfaces. There is a difference of opinion, however, as to the 
value of creosoting crossarms. That it protects the wood and 
is economical from the standpoint of durability there is no doubt, 
but it is held that the painted arm is so much stronger than the 
creosoted that it is preferable on that account. As to the treat- 
ment of poies and arms best adapted to successfully withstand 
the ravages of an arid country, there were but two replies. One 
gave “avanarius carbolinium,” and the other “none.” There was 
comparatively little data produced regarding the relative life of 
treated and untreated chestnut and cedar to poles. The life of 
either in Pennsylvania average from 12 to 15 years when they are 
not treated; as to what they would be when treated there was 
no information. Westinghouse, Church, Kerr & Company said 
that cedar poles are benefited more by treatment than chestnut 
and that the treating of green chestnut poles adds but very little 
to their life. As for the substitution of concrete for wooden 
poles, it has been found to be “satisfactory but costly.” 

High Tension Voltage-—A peculiar condition of affairs is re- 
vealed by the question, “What do you call high tension? Why?” 
In every case but one the “why” was based purely on local con- 
ditions. That one was the case of the Canadian Board of Rail- 
way Commissioners, who specify as “high tension” conductors 
those having a potential of 10,000 volts or over, though the Cana- 
dian railway official making the report said that it is “our prac- 
tice to call all transmission and distributing lines with a voltage 
of 6,600, or over, high tension lines for no particular reason 
except to distinguish transmission and feeder systems from the 
distributing systems of lower voltage.” One said 11,000 volts 
was high tension because it is the only one “we have that cannot 
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be handled while working.” One called 33,000 a. c. high tension 
because it was a short way to distinguish it from d. c. Another 
took 13,000 volts because that was the only voltage in use on 
that road, where the linemen are not allowed to work with the 
current on. Some simply took the highest voltage in use and 
called that “high,” whether it was 1,000 or 60,000 volts, while 
one dropped as low as 750 volts because anything above that is 


‘dangerous. In short, the term “high voltage” is merely a local 


technicality and is meaningless unless one knows the conditions 
governing its application. 

Ballast—In interurban work 8 in. is regarded as the proper 
depth of ballast to have beneath the tie, though some think that 
6 in. is enough. This presumably relates to broken stone and 
gravel, though it is not always so stated. One reply puts it at 
8 in. for broken stone, 15 in. for gravel and 18 in. for cinders. 

Steel Ties—It seems evident from the replies that steel ties 
are coming into favor, though experience with them has not yet 
been of sufficient duration to firmly establish them as an eco- 
nomical proposition. 

Culverts——The question hinged on the use of corrugated meta} 
culverts, as compared with the smooth bore. The replies indi- 
cate that the use of such culverts has been satisfactory even up 
to a diameter of 72 in. It was suggested in one reply that it 
would be well to reinforce all corrugated culverts of 2 ft. and 
more in diameter where the depth of the fill is more than 10 ft. 
As for the small diameters, it is thought that the corrugations 
offer considerable obstruction to the passage of “water and trash” 
where the diameter is less than 24 in., which was, therefore, rec- 
ommended by one road for the minimum diameter. From the 
replies received it apparently is not common practice to divide a 
culvert into a number of separate sections to prevent cracking, 
due to unequal settlement or poor foundations. Expansion 
joints are used to some extent whether the foundation be good 
or bad; and, where it is poor, poles, piles and timbering are used 
to stiffen it, but other than giving the culvert an ample bearing 
when built.on a poor foundation no special provision is ordi- 
narily made to prevent cracking. 

Fuel.—The reports on the cost of unloading coal and delivering 
it to the boiler form a forceful commentary on the value of coal 
handling apparatus, especially where large quantities are to be 
moved. The best figures given for taking coal from cars, dump- 
ing into concrete pits and delivering to the hoppers above the 
boilers was 3 cents per ton. In this case the work was done 
with belt conveyors, but there is no statement as to whether this 
cost includes interest and depreciation charges or not. In an- 
other case, where the coal was unloaded from scows and was 
passed through a breaker and weighing machine, the cost was 5 
cents, while the same company reported a cost of 22 cents per 
ton, where the work was done by hand and a wheelbarrow was 
the method -.of conveyance. With a grab bucket the cost was 
from 15 to 20 cents. The reason for burning wet coal seems to 
be, for the most part, that it is more easily handled and will 
not fail through the grates as readily as when it is dry. The 
opinion is expressed that this saving just about compensates 
for the extra amount of heat required to evaporate the water 
used. This saving in coal is estimated at 10 per cent., and the 
water is applied in the bunker, where, in one case where a mix- 
ture of pea and slack coal is used, it is given all the water it 
will hold. Such coal as this reaches the stoker carrying about 
4 per cent. of moisture. It is considered that probably the great- 
est saving in burning pea and slack wet is in the labor. The 
damp coal mats and does not fall through the grate as badly as 
dry coai, thus lessening the handling cost. There is also, no 
doubt, a small saving due to the more even texture of the full 
bed, due to this matting cutting off the excess air and thus rais- 
ing the percentage of carbonic acid gas. But when the cost in 
heat units of evaporating the moisture is taken into considera- 
tion, there is probably little gain outside the labor. Where 
bituminous coal is used it is considered better to burn it dry, as 
wet coal is unprofitable. There is no difference of opinion as 
to the effect of wet coal on the maintenance charges of the fur- 
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nace and stoker. While the use of a moderate amount of water 
has not, in one case, caused any excessive deterioration of the 
grate, it is generally conceded that the use of too much water on 
the coal is bad. For then the result is that the water will carry 
sulphuric acid from the coal with it, which, when coming in 
contact with the cast and wrought iron of the grate, will corrode 
it badly and in the course of time cémpletely destroy the grates 
and stoker. The maintenance of the stoker will be greatly in- 
creased if the coal is burned too wet. The coal should never be 
wet enough to drip. As for the alternate wet and dry method 
of burning, there seems to have been no experience. 

Center Plates——-Opinions as to the advantages of ball bearing 
center plates for trucks varies from the statement that they 
“have practically no advantage over well-lubricated oil bearing 
plates” and that they are “indispensable.”~ The advantages cited 
for the ball bearings are that they lessen the flange wear of the 
wheels and make the cars ride more easily on curves. With de- 
creased flange wear comes also a decrease in rail wear on curves. 
The disadvantage is that they may produce an objectionable 
swinging motion of the car, especially on the older types of 
trucks and particularly where the truck joints are somewhat out 
of surface. The ordinary lubricated center plate should be pro- 
vided with a reservoir, which gives very satisfactory results as 
long as the oil remains. As for grease, it will not stay between 
the bearing surfaces of the center plates for more than one day’s 
operation, and for this reason an oil must be used which will 
not change to grease in the winter. Machine fitted plates are 
recommended bécause they hold the car more steadily in the 
matter of longitudinal vibration than the ball or roller bearings, 
thus providing a better riding car. That the frictional resistance 
of the center piate has a decided influence on the flange wear is 
cenceded, and it is therefore well to have the center plates thor- 
oughly lubricated, because excessive friction will increase the 
flange wear. This applies especially to the steel wheel, one road 
saying that no difference in the wear of cast iron wheels could 
be detected. It is also necessary that the weights should be 
evenly distributed on the two sides of the truck. In one case, 
where this was not done, the flange wear was excessive, but it 
was almost entirely done away with by merely shifting the appur- 
tenances on the car so that it was evenly balanced on its longi- 
tudinal axis. The heavy weight on one side produced an ex- 
cessive side bearing wear, which prevented the truck from having 
a liberal lateral play, causing a lag on that side, resulting in 
excessive flange wear. ‘This same rule holds good to some extent 
relative to producing an undue amount of friction in the center 
plates. 

Wheels and Axles —There seems to be some difficulty experi- 
enced in removing solid steel wheels from the axle. This is 
attributed, in part, to an improper fitting of the wheel to the 
axle, for which it is suggested that the axle should be highly 
finished at the wheel seat and the wheel center rough bored 
within 0.002 in. of the pressing fit and then taken to size with a 
smooth finish. White lead mixed with machine oil should be 
used. When these precautions are taken most of the difficulty 
will disappear. Still, it seems toc be a common state of affairs 
that a pressure of 150 tons will have to be used to remove a 
wheel put on with 40 tons; and that, even then, heating or 
striking with a sledge may be needed to start it. The turning 
of steel wheels is governed, for the most part, by the flange and 
not by the tread wear. If they wear so that there is a variation 
f ¥% in. in the circumference of wheels on the same axle they 
siould be turned, but ordinarily they are run until the flange 
is cut, it being the aim to wear out 2 in. of tread with but one 
tirning. The mileage of steel wheels on surface tracks is given 
at from 90,000 to 150,000 miles for a wear of 2 in. (radial) on 
the tread. On elevated service the Brooklyn Rapid Transit re- 
ports 200,000 miles for 2-in. radial wear. The difference in inter- 
urban and city service is shown by the statement that wheels 
will run 40 per cent. farther on the T-rail than on the girder 
rails. The rolled steel wheel has given a good account of itself 
in the matter of loose wheels, for there is an entire agreement 
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of experience to the effect that, if properly fitted, they will not 
become loose. As for the built-up wheel, there seems to have 
been considerable trouble with bolts, nuts and tires working loose. 
It is pretty well agreed, too, that flanged brakeshoes are desirable 
and even necessary, especially on narrow tread wheels. It is 
claimed, in the first place, that a flanged shoe increases the brak- 
ing effort fully 25 per cent., besides holding the shoe in its proper 
place on the wheel. Further than this, they wear down the wheel 
flange with the tread and, it is thought, eliminate the chatter. It 
has an advantage also at the start in that it adjusts itself nicely 
to the contour. of the flange and tread and has a tendency to 
wear off the sharp edges of the flange. Slack adjusters are con- 
sidered to have an important influence in increasing wheel and 
brakeshoe wear, and the estimates of this increase run from 10 
to 15 per cent. Finally, it is recommended that axles on high 
speed cars be limited to a mileage of not over 300,000 miles, 
though one road recommends 200,000. When this mileage has 
been obtained the axle should be scrapped in order to safeguard 
against breakage. 


EDUCATION OF APPRENTICES. 


The committee made what was largely a progress report, and 
put forward some suggestions for a code of apprenticeship 
rules. The reason for the report was the need for well-trained 
men and the impossibility of obtaining them under existing 
conditions. 

The discussion of the report brought out some interesting 
points. As matters stand, it is necessary to put up with in- 
competent workmen, men who want a job who are not really 
fitted for anything beyond the tasks of an ordinary laborer. 
The same condition holds, to a great extent, in the employ- 
ment of apprentices. ‘Through some personal influence a boy is 
put upcn the apprentice force, not because he is anxious to 
learn a trade and make himself fit, but because he wants a job, 
and, having secured that, his interest is at an end. 

It was urged that, in order for the apprentice to be of the 
greatest value afterwards, he should be given a somewhat 
broader training than that limited by the mere learning of his 
trade; that he should serve a part of his time in the power 
house, on the maintenance of way, and on line work, and that 
he should be given some experience in the offices, so that he 
may be somewhat conversant with the executive work and ap- 
preciate the relation existing between his own and the other 
departments. Then, too, he should be given some classroom 
work, taken in the company’s time, so that he should know not 
only the “how,” but the “why” of what he does. It was urged 
that theory was necessary to back up the practical, in order that 
he may do his work intelligently and to the best advantage. It 
is simply a case of teaching a boy to think, in order that he 
may work most efficiently. As an example of this method of 
training, it was urged that the system in use on the Atchison, 
Topeka & Santa Fe should be followed. 

Speakers who had no system of classroom work to assist 
them, gave preference, in the selection of candidates for appren- 
ticeship, to boys who had had the training afforded by manual 
training schools and the Young Men’s Christian Association, 
because they had this necessary theoretical education. 

The application of the course of apprenticeship, advocated by 
the committee, to power house work was opposed, because it 
has been found that theoretical and technical training is abso- 
lutely essential to a proper comprehension of the work. Here 
the training is carried to the point where the’ men are com- 
petent to fill supervising positions. 

It was pointed out that in the last analysis the development 
of the man rested with the man and not with the course. And, 
for that reason, it was urged that the correspondence schools 
should be encouraged. With them the initiative and the ad- 
vancement of the individual rests on the individual and not on 
some bolstering up he received from the outside. 

Speaking for Boston, Mr. Winsor called attention to the 


many opportunities existing there for a man who wishes to 
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acquire a technical education, some of the night schools giving a 
training fully equal to the best technical schools of the coun- 
try. Here then the need was for some system that would train 
men in a trade, and train men who would be willing to follow 
that trade when it was once learned. 

Of course it was recognized that a strong specialist cannot be 
developed unless there is a broad general training back of it. 
3ut it is not specialists, but mechanics that are wanted. 


BUILDINGS AND STRUCTURES. 


The greater part of this report was applicable only to electric 
railway practice. Two of the subjects treated in appendices, 
however, are of broader application. These are: floor systems 
and fire protection. 

Proper floor construction has an important bearing on the 
economical maintenance of permanent buildings. Concrete 
floors, with cement finish, probably come first for desirable con- 
struction. A cement floor properly installed hardly requires any 
maintenance and has proved very satisfactory. Some engineers 
go further than this, advocating cement floors for offices and 
men’s rooms. It is doubtful, however, if the cement floor will 
be a satisfactory substitute for wood floor for the latter purpose. 
For portions of the machine shop, such as the wheel room and 
the smith shop, which are subject to excessive wear, the 
creosoted wood block on a concrete foundation is preferable. 
The wood block will wear better and is more easily repaired. 
On account of the difficulty of satisfactorily repairing cement 
floors, it is important that the installation be carefully made. 
It is recommended when the floor is laid on an earth bottom, 
generally to excavate first to a depth of 14 in., fill in 9 in. with 
good steam ashes, wet down and thoroughly tamp; over the 
steam ashes pour stone concrete 1-3-6, mix with 34 in. broken 
stone, to a thickness of 4 in., and cut into blocks not larger than 
6 ft. square. Before the concrete is set, the top, or wearing sur- 


face, is applied, which is composed of one part of Portland 


cement and two parts of clean, sharp sand, cut into blocks the 
same as the concrete underneath. Only as much concrete should 
be laid at a time as can be covered that day. The wearing sur- 
face should be thoroughly mixed dry, water added to give the 
consistency of plastic mortar, applied with a wooden float, and 
trowelled to a hard finish. The top, or wearing surface, should 
be made 1% in. thick. To get a permanent floor adjacent to 
the track it is necessary to lay the track in a substantial man- 
ner, with a good foundation, thus reducing the movement of the 
rail to a minimum. In 1905 the writer supervised 60,000 sq. ft. 
of cement floors installed as above described, and now, after 
seven years of hard usage, the floor is practically as good as 
when it was laid. Moreover, there is no breakage adjacent to 
the rail. Cancrete floors improperly laid, especially when ad- 
jacent to unstable track, will rapidly break up, and are a very 
poor investment. A good substitute for the cement floor is 34 
in. broken stone, rolled down with screenings and ashes on 4 
in. of good steam ashes, wet and rolled down. This will give 
good service. The rolled stone, or the ash floors are very satis- 
factory for small suburban waiting rcoms, where loading plat- 
forms are wholly, or partly, exposed to the elements. It is 
surprising how dry these floors will be shortly after heavy rains. 
As already stated, wood block on concrete foundations makes 
the best floor for the heaviest service. Recently a treated cork 
block or brick, on a concrete base, has been advocated for heavy 
service floors. The principal advantage of this floor seems to be 
in weight, which, of course, would not be considered in a single 
story building. Wood or plank floors should be avoided where- 
ever possible except for offices. They are the most costly type 
to maintain, are a bad fire risk, and deteriorate rapidly. 

Two systems of fire protection in yards are described. The 
first is by standpipes fitted with Monitor nozzle, mounted at a 
level higher than the car roofs. This is used by the Cleveland 
Railway in its Woodhill yards. 

The Interborough Rapid Transit has an open yard sprinkler 
equipment at the elevated car yards at 159th street and Harlem 
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river, New York City. The yard consists of 33 parallel tracks, 
having a total length of 26,510 lineal feet, and a storage capacity 
of about 560 cars. About 75 per cent. of the tracks are dn an 
elevated trestle and 25 per cent. on an ash fill, About 80 per 
cent. of this trestle is built of steel, the remaining 20 per cent. 
of timber, and this timber trestle is about to be replaced with a 
steel trestle. 

Lines of aisle sprinklers have been placed between all tracks 
with 14 in. open sprinkler heads spaced about 10 ft. apart and 
located about 4 in. below the bottom of the top sash rail of the 
car windows. The total number of open sprinkler heads installed 
is 2,804. 

The sprinkler piping is sub-divided into 45 sprinkler sections; 
each section is in general intended to protect three tracks for a 
length of about 200 ft. On an average there are 8&4 open sprinkler 
heads in each section. The sprinkler sections are supplied with 
water from a system of underground water mains. The water 
is supplied into the system from two sources, a steel tank, lo- 
cated at an elevation of 170 ft. above the tracks, and two three- 
stage vertical turbine pumps, each having a capacity of 1,500 gal. 
per minute at a pressure of 150 lbs. per sq. in. 

The supply of water to each sprinkler section is controlled by 
electrically operated hydrant valves, operated from a_ switch- 
board in a watch tower 50 ft. above the tracks, from which 
there is a clear and unobstructed view of the whole yard. These 
valves can also be operated by a hand wheel on the spindle. 


STANDARD COUPLERS FOR INTERURBAN SERVICE. 


This is one of the subjects taken up by the committee on 
equipment. 

The subject of standard couplers for’ interchange with steam 
railway equipment was suggested by the Central Electric Rail- 
way Association. This association recently adopted as standard 
a coupler of the M. C. B. type, but equipped with certain auxil- 
iary features not applied to steam equipment cars, and the ques- 
tion was presented whether the adoption of this coupler be 
recommended. 

The committee feels that some form of automatic coupler will 
probably be required. The handling of steam road equipment 
by electric roads is a matter already prominently before certain 
companies. Any automatic coupler adopted as standard by the 
Electric Railway Association for interurban cars should be of the 
vertical plane M. C. B. type. The height of center line of stand- 
ard couplers should conform to the Interstate Commerce Com- 
mission requirements and to steam railway practice. 

Many roads have adopted couplers of standard M. C. B. con- 
tour, or, in lieu thereof, couplers embodying in their construc- 
tion the essential features of the M. C. B. coupler, but contain- 
ing certain additional parts not found in steam railway practice. 
The need for these additions is felt by certain roads that are 
required at times to operate trains consisting of two or more 
cars coupled together over tracks in which there are sharp de- 
grees of curvature and sudden changes in grade. 

The use of a vertical plane coupler of the M. C. B. type with 
radial drawbar also introduces consideration of resistance against 
lateral buckling under heavy pushing strains, or under sudden 
brake applications where there is a variation in the braking 
effect on cars in the same train. The practice followed by dif- 
ferent electric roads using M. C. B. type couplers in providing 
special attachments on their couplers to safeguard them against 
vertical uncoupling and lateral buckling is not, however, uni- 
form, some roads having equipped their cars with couplers hav- 
ing such attachments, while others have considered them un- 
necessary and have either not provided them at all, or, after trial, 
have discontinued their use. 

The committee feels that this question has become:so acute on 
many of the interurban roads that an early adoption of a stand- 
ard coupler is urgently needed. It presented a list of require- 
ments essential to the coupler to-be finally adopted as standard 
for interurban use. 
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HEAVY ELECTRIC TRACTION, 


The committee presented for adoption as a standard a diagram 
of clearance lines for third rail structures and rolling equipment, 
after conferring with committees of the American Railway Asso- 
ciation and the American Railway Engineering Association. 

The committee also presented a diagram suggesting a standard 
location for automatic stops. This diagram conforms to the 
present practice of the Pennsylvania and the Long Island rail- 
ways in New York City, and of the Hudson & Manhattan. In 
the third rail clearance diagram the distance from the gage line 
of the running rail to the nearest fixed structure at the side of 
the road is 1934 in. For an automatic stop arm fixed on a sleeper 
at the side of the track, the committee proposes to allow a 
space 3% in. wide, the center of which space is 12% in. from the 
gage side of the running rail. It is assumed that the stop arm 
will be 2% in. wide. The proposed standard location for the 
third rail is 26 in. from the running rail (gage line to gage line) ; 
so that the automatic stop arm in the position proposed, would 
be 13% in. from the third rail. Specifications for heat-treated 
carbon steel axles, shafts and eurecy parts were also presented. 
These are, in part: 

A sufficient amount of discard must be made from each ingot 
to insure freedom from piping and undue segregation. 

The steel shall conform to the following limits in chemical 
composition : 


GOT, CR ee ae eens ner ener Not over 0.60 per cent. 
Nod isis co 09S eke 0.40 to 0.80 per cent. 

PPROSDROTUG .i5)6 600g odie ee seeds Not over 0.05 per cent. 
ee .. Not over 0.05 per cent. 


Drillings shall be taken from the crop end of one axle, shaft, 
. or similar part from each melt represented, parallel to the axis 
on any radius one-half the distance from the center to circum- 
ference, to determine whether the chemical composition of the 
heat is within the limits specified. 

In addition to the complete analysis, the purchaser has a right 
to call for a phosphorus determination, to be made from turn- 
ings from each tensile test specimen, and the phosphorus must 
show within the limits called for. 

The steel shell conform to the following physical properties: 


Ultimate strength, lb. per sq. in............. 85,000 
Etpatic Tait, 1. Ser eg. ih: .. oc... ccc co peees 50,000 
Elongation in Z in., per cent... ...........0- 22 
Reduction of area, per cent............... 45 


The elastic limit shall be determined by extensometer. Above 
40,000 Ib. per sq. in., each increment of load shall not be more 
than 1,000 Ib. per sq. in. 

The test specimen used to determine the physical properties as 
specified above shall be taken from the crop end of one axle, 
shaft, or similar part, from each treating-plant heat, if more 
than one open-hearth heat is represented in a treating-plant heat, 
a test shall be taken from each open-hearth heat represented. A 
full-size prolongation shall be left on each axle, shaft or sim- 
ilar part. 

A cold bend test shall be made from the crop end of one axle, 
shait, or similar part, from each treating-plant heat; if more than 
One open-hearth heat is represented in a treating-plant heat, a 
test shall be taken from each open-hearth heat represented. The 
test shall be made with a % in. square specimen, not exceeding 
6 in. in length, around a flat mandrel with edges of %4 in. radius, 
and the specimen shall bend, without fracture, 18U deg. around 
the said mandrel. 

Specimens for tensile test and cold bend test shall be taken 
Para'lel to the axis of the axle or shaft and on atiy radius one- 
half «he distance from the center to the circumference. 


Each axle, shaft, or similar part shall be allowed to cool after 
shall then be re-heated to the proper temperature, 
quenched -in some medium, allowed to cool, and‘ then re-heated © 
to the proper temperature for annealing. 

There was no real discussion regarding the first portions of 


forging, 
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the report. It was urged that the recommendations be referred 
to the committee on standards, so that the matter of third rail 
location and clearances might be put to letter ballot and decided 
before the convention of the American Railway Engineering 
Association. 

As for the specifications for the heat treated axle, there was 
a decided difference of opinion regarding it. It was asserted 
and deemed that it would be quite possible to obtain all of the 
physical qualities called for in the specifications with ordinary 
steel of the chemical composition required. It was urged that, 
in the matter of the discard, identification marks and heat num- 
bers should be stamped on each billet and axle. As for the 
tensile test specimen it was suggested that to take it from the 
crop end would be to take it from a point too near the place 
where the heat treatment had the greatest effect, for it to repre- 
sent average conditions. In reply to this it was shown that the 
end of the test piece, taken from this point, was farther from the 
surface than it would be, were it taken from the center of the 
wheel seat. 

The high phosphorus and sulphur contents ot .05 per cent. 
were criticised and it was suggested that the manutacturers could 
easily meet an .04 specification. To this the committee replied, 
that the .05 per cent. was used because some consumers. used 
acid and some basic steel in their axles, and that while an .04 
content could be easily met in the basic steel, it would be a hard- 
ship to require it of the acid steel makers. 

In answer to the criticisms that the parargraph on heat treat- 
ment was very indefinite, and that it really tells nothing the com- 
mittee said that it was left in that condition purposely. Every 
manufacturer has his own idea as to what the heat treatment 
should be, and it was considered best to leave him a free hand 
and simply state the physical requirements of the finished prod- 
uct and allow those requirements to be met by whatsoever pro- 
cess might seem best. 

The committee further explained that the object of this speci- 
fication was not to limit the association to the use of heat treated 
axles, but merely to furnish a guide for those members, who, for 
any reason, might need to use a better axle than could be pro- 
duced in the ordinary way. 

On closure the whole report was referred favorably to the 
committee on standards. 


EXHIBITS, 


Allis-Chalmers Company, Milwaukee, Wis.—Steam turbine model, straight 
and automatic air-brake equipment, standard and interpole railway 
motors, self-cooled transformer, portable air compressor, section of 


brake cylinder showing Acco expander ring, sectional engineers’ vz alve, 
sectional governor, repair parts for compressors and air-brake equip- 
ment, photographs of various apparatus and installations. 

American Abrasive Metals Company, New York, N. Y.—Car step treads, 
floor plates, fire resistance surfaces, stair treads. 


American Brake Company, St. Louis, Mo.—American automatic slack 
adjuster. 

American Brake Shoe & Foundry Company, Mahwah, N. J.—Brake shoes 
and brake heads. 


American Mason Safety Tread Company, 
and safety treads. 
American 


Boston, Mass.—Karbolith flooring 





Railway Supply Company, New York, N. Y.—Time checks, 
conductors’ badges, buttons, souvenirs, etc. 

American Steel & Wire Company, New York, N. Y.—Rail bands and 
appliances for installing electrical wires and cables, right of way 
fencing, concrete reinforcement. 

Anglo-American Varnish, Company, Newark, N. J.—Reception booth. 

Atlas Railway Supply Company, Chicago, Ill.—Atlas rail joints, compro- 


mise joints, special joints and one-piece —* tie-plates and braces. 

Automatic Ventilator Company, New York, N. Y.—Samples and models 
of the Automatic car ventilator. 

Badger Fire Extinguisher Company, Boston, Mass.—Chemical engines both 
for buildings and outdoor use, hand chemical extinguishers for 
buildings and cars and a new small one-quart capacity extinguisher 
for use around electrical machinery. 

Baldwin Locomotive Works, Philadelphia, Pa.—Motor and trailer trucks. 

Berry Brothers, Detroit, Mich.—Railway varnishes, 

& Manufacturing Company, Boston, Mass.—Despatchers’ 
selective sempahore signals, soldering flux and wire specialties. 

Brill Company, J. G., Philadelphia, Pa.—Semi-convertible prepayment car, 
trucks of various types, springs, fare boxes, car seats and seating 
material. 

Cambria Steel Company, Johnstown, Pa.—Coffin process and heat-treated 
axles, 100 per cent. joints, Morrison guard rails, wire products, rails. 

Carnegie Steel Company, Pittsburgh, Pa.—Schoen and slick wheels, slick 
rolled steel gear blanks, rolled steel car wheels, forged and heat-treated 
axles, steel sheet piling, steel hoops for slack barrel cooperage, 
Duquesne rail joints, steel cross ties, sections of track showing steel 
cross ties in concrete construction, vanadium steel axles, springs aad 
bars. 

Chicago Pneumatic Tool Company, Chicago, Ill.—Portable electric track 
drills, grinders and spike drivers, pneumatic hammers, drills. 
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Chicago Varnish Company, Chicago, II].—Ce-Ve and varnishing 
process. 

Chicago Railway Equipment Company, Chicago, Ill.—Creco brake beams and 
side bearings. 

Cleveland Frog and Crossing Company, Cleveland, Ohio.—Tongue switches, 
mates, frogs, crossings, switch stands, split switches, Kerwin portable 


crossover and other kinds of steam and electric railway special work. 


painting 


Coe Manufacturing Company, W. H., Providence, R. I.—Ribbon goid 
and silver leaf, gilding wheels, bronzing powders and _ liquid. 

Consolidated Car Heating Company, Albany, N ’.—Car heaters, heat 
deflectors, thermostat for heat control, car signal system, switches and 
fuse boxes, ventilating stove. 

Curtain Supply Company, Chicago, I1].—Curtain fixtures, “Rex” all- 
metal rollers, ‘‘Rex’’ steel sash balance. 

D. & W. Fuse Company, Providence, R. I.—Inclosed fuses, insulating 
materials, field and armature coils, magnetic chucks for grinding and 


milling machines and planers. 


Dearborn Drug & Chemical Company, Chicago, Ill.—Reception booth. 


Detroit Steel Products Company, Detroit, Mich.—‘‘Detroit-Fenestra’’ solid 
steel window sash, Critall casement windows. 
Dixon Crucible Company, Joseph, Jersey City, N, J.—Graphite lubricants, 


silica-graphite paint, belt dressings, dynamo and motor brushes, graphite 


wood grease and crucibles. 

Drouvé Company, G., Bridgeport, Conn.—Anti-Pluvius puttyless steel 
constructed skylight for carhouses and Straight-Push sash operator 
for controlling long lines of sash from one point. 

Duff Manufacturing Company, Pittsburgh, Pa.—Barrett track and car 
jacks, Barrett armature lifts, Duff ball-bearing screw jacks and Duff- 
Bethlehem hydraulic jacks. 


Syracuse, N. Y.—Window fixtures, all-metal 
steel filing cabinets and furniture. 


Edwards Company, O. M., 
shade rollers, metal trap doors, 


Electric Railway Equipment Company, Cincinnati, Ohio.—Tubular poles 
and pole fittings. 

Electric Service Supplies Company, Philadelphia, Pa.—Keystone block 
signals, highway crossing signal, flag station signal, track drills, pneu- 
matic gong ringers, lightning arrestors and other specialties adaptable 
to electric railway equipment. 

Flood & Conklin Company, Newark, N. J.—Varnishes and surfacers of 
the Simplex system. 

Flood Concrete Tie Company, Bridgeport, Conn.—Reinforced concrete 


insulated ties and rail fastenings. 

Lrothers Company, Chicago, Ill.—Pressed-steel doors, 

window sash, weather strips, sash locks, pressed-steel step lad- 

carline posts, unit-section side formations, deck sash operating 
devices, including ratchets, models of draft gear, buffing device, draw- 
bar centering device. 

Galena Signal Oil Company, Franklin, Pa.—Reception booth. 

General Electric Company, Schenectady, N. —Motors, portable air com- 
pressors, control equipment, air brake equipment, gears and pinions, 
rail bonds, headlights, transformer, oil dryer and purifier, high-pressure 
turbine, gas-electric car, fan motors, etc. 

General Railway Signal Company, Rochester, N. Y.—The absolute per- 
missive system of automatic block signals is shown by a_ working 
model. The miniature signals used are in circuit, with full-sized uni- 
versal signals; reactance bonds, semaphores, relaye, light signals, switch 
box, signal transformers, switch indicators, selective system for use 
with either automatic signal systems or train despatching systems. 

Goldschmidt Thermit Company, New York, N. Y.—Appliances for weld- 

ing by the Thermit process, moving pictures showing process ot 

welding locomotive frames and rails. 
Car Heating & Lighting Company, New 

and Cyclone ventilators. 

Griffin Wheel Company, Chicago, IIl.—F, C. S. chilled-iron car wheels. 

fale & Kilburn Company, Philadelphia, Pa. Walkover seats in iron 
pressed steel designs, steel interior finish, steel sash, steel doors, 
seats, fittings, canvas-lined rattan seat covering. 

Heywood Bros. & Wakefield Company, Wakefield, 
seats. 

Home Rubber Company, Trenton, 
pressure, tubular gaskets. 

Hunt Company, C. West New 
ash-handling machinery, bucket 
ohetographs of installations, 

Interlocking Nut & Bolt Company, Pittsburgh, Pa.—The 

Jenkins Brothers, New York.—Valves, packing, water 
accessories. 

Johns-Manville Company, H. W., New York.—J-M fibre conduit for under- 
ground use, car fuses and boxes, Linolite system of lighting, over- 
head line fittings, asbestos wood and friction tapes and splicing com- 
pounds 

Jones & Laughlin Steel Company, 
products, cold rolled steel 
cold rolled shapes, spikes, etc. 


ties, 
Forsyth 

steel 

der, 


brass and 


Gold York.—Electric car heaters 


and 

steel 
Mass.- 
J.—Packings for 


N. Y.—Models of 
valves, industrial 


Universal car 


N. high and low- 


and 
and 


coal 
cars 


Brighton, 

conveyor, 
Clark 

gages 


nut lock. 
and other 


Pa.—Steel sheet piling, wire 
structural shapes, pulleys. 


Pittsburgh, 
axles, chains, 


Kerite Insulated Wire & Cable Company, New York, N. Y.—Rece tion 
booth and sampies of various types of signal wires and cables. 

Lackawanna Steel Company, Buffalo, N. Abbott rail joint both with 
and without insulation, solid steel piling and other steel products. 

Lobdell Car Wheel Company, Wilmington, Del.—Steel and chilled-iron car 
wheels, chilled-iron plungers for boiler feed pumps. 

Lorain Steel Company, Johnstown, Pa.—Rails, special track work and 


joints. 
New 


electrically welded 


Lubricating Metal Company, York, N. Y.—Babbitt metal and bearings. 


McCabe, J. J., New York, N. Y.—Motor-driven lathes. 
McCord Manufacturing Company, Chicago, Il.—Universal car window 
fixtures. 


McConway & Pittsburgh, radial coupler 
equipment. 
MecGuire-Cummings 
booth, 
Massachusett 

insulating 
Matthews-Davis 


boring tools 


Torley Company, Pa.—Janney 


Manufacturing Company, Chicago,  I1ll.—Reception 


Chemical Company, Walpole, Mass.—Rubber and _ liquid 


materials. 
lool Company, St. Louis, Mo. 
and Davis expansion tools for 








wheel 
work. 


Davis expansion car 
general machine shoy 


Matthews & Brothers, W. N., St. Louis, Mo.—Matthews money-saving 
specialties, Matthews fuse switch, Matthews hold-fast lamp guards, 
bholtless guy clamps. 

May & Turner Company, Atlanta, Ga.—Burroughs’ railway nut lock. 

Midvale Steel Company, Philadelphia, Pa.—Rolled steel and built-up wheels, 
axles. 

Murphy Iron Works, Detroit, Mich.—Murphy futomatic smokeless 
furnace. 

Nachod Signal Company, Philadelphia, Pa.—Automatic signals for electric 


railways operated by miniature track and signal accessories 


National Brake Company. Buffalo, N. Y.—Models of Peacock brakes, 
Ackley adjustable brake, and the improved Peacock brake for steam 
railway car service. 
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Naticnal Brake &. Electric Company, Milwaukee, Wis.—Interurban -air- 
brake equipments, compressurs and governors, samples of steel, 
castings. 


National Carbon Company, Poel p00 Ohio.—High-grade carbon products. 

Nat:onal Lead Company, New York. —Babbitt metal, anti-friction metal, 
bar and wire solder, bearing metal. 

National. Lock Washer Company, Newark, N. J.—Car curtains and fixtures, 


Naticnal lock washers. __ ; ‘ uy 
National iube Company, Pittsburgh, Pa.-—Tubular poles, pipe, Shelby 
and Spellerized steel] boiler tubes, cast and malleable fittings, valves 


and cocks, Kewanee specialties. 
Nelson valve Company, Philadelphia, 
ated valves of all types. 

York Swith & Crossing Company, 
manganese tongue switch and mate, 9-inch 
tongue switch, T-rail hard-center anti-stradale 
and crossings. 

-antasote Company, New York.—Pantasote 
etc., and Agasote headlining. 
Pennsylvania Steel Company, Steelton, Pa., and Maryland Steel Company, 
Sparrows Point, Md.—Switch points, switches, frogs, crossings, 
up Manard hard center and solid Manard construction track work. 
Perfectol Company, Philadelphia, Pa.—VDPerfectoi car cleaner. 
Pittsburgh Steel Company, Pittsburgh, Pa.—Mechanical and boiler 
standard railway fencing, wire nails, galvanized barbed wire. 


Pa.—Hand and electrically 
Hoboken, N. 
rail hard-center 
tongue switch, 


New 


material for seats, 





oper- 
J.—Anti-straddle 
combination 
frogs 


curtains, 
built 


tubes, 


Positive Clutch & Pulley Works, Buffalo, N. Y.—Positive combined jaw and 


friction clutch models. 

Pressed Prism Plate Glass Company, 
glass designs for railway cars. 
Pyrene Manufacturing Company, New York, 

ing guns and Pyrene liquid. 
Rail Joint Company, New York.—Continuous, 


Chicago, Il].—Special 


. Y.—Pyrene fire extinguish 


Weber and W annie rai 


ornamental 


] 


joints. 
Stallions Age Gazette, New Paste —Reception both and copies of the Rail-. 
way Age Gazette, The Signal Engineer, the Railway Signal Dictionary 


and other books. 


Railway Motor Car Corporation, Philadelphia, Pa.—Reception booth witl 


literature on self-propelled passenger cars. 

Ramapo Iron Works, Hillburn, N. Y.—Automatic switch stands and 
manganese track work. ; 

Roebling’s Sons Company, John A., Trenton, N. J.—Insulated wire and 
cables, wire, wire rope and fittings. B 

St. Louis Steel Foundry, St. Louis, Mo.—Solid manganese steel crossings, 
frogs, mates. 

Samson Cordage Works, Boston, Mass.—Cord. 

Sangamo Electric Company, Springfield, I1].—Indicating wattmeters and 
ampere hour meters, street railway meters. 

Sherwin Williams Company, Cleveland, Ohio.—Passenger coach finishes, 
railway varnishes, insulating varnishes, rattan seat, enamel paint ani 
varnish specialties. 

Tite Signal Engineer, Chicago.—See the Railway Age Gasette. 

Standard Coupler Company, New York, N. Y.—Shim slack adjuster. 

Standard Leather Packing Company, Boston, Mass.—Packing. 

Standard Paint Company, New York, N. Y.—TInsulating varnishes, com 
pounds and tape. 

Standard Underground Cable Company, Pittsburgh, Pa.—Lead-covered ani 


armored power cables, bare and insulated wires, 
wire, Davis open air and station terminals, manhole 
cable jointing materials. 

Steel Tie Specialty Company, Cleveland, 
tening steel rails to steel ties. 

Sterling Varnish Company, Pittsburgh, Pa.—Reception booth. 

Stromberg-Carlson Telephone Manufacturing Company, Rochester, N. Y. 
Despatcher’s signal system, iron clad magnetos and jack boxes, 
ringing signal bells connecting poles and magneto switchboard. 

Symington Company, T. H., Bal.imore, Md.—Journal boxes, 
ball-bearing center plates and roller side bearings. 

Taylor Stoker Company, Providence, R. I.—Built-up stoker 


junction 


Ohio.—Kohlmeyer clips for fas 





Templeton, Kenly & Company, Chicago, Ill.—Track and car jacks. 

Tool Steel Gear & Pinion Company, Cincinwati, Ohio.—Gears and pinions. 

Transportation Utilities Company, New York, N -Acme vestibule curtain 
and revolving shield, Acme _ vestibule diaphragms, Perfection sash 
balance and screen, National steel trap door, roofing, Flexolith com- 
position flooring, Eclipse deck sash ratchet, Tuco curtain and rack 
fixtures, Resisto insulation and inlecnitiaaose devices. 


Union Switch & Signal Company, Swissvale., Pa. 
the pier 
operated by miniature cars: a model 
full-size semaphore and light signals in operation; 
and relays; impendence bonds; electric train staff system 


“Style B” electric semaphore signal. On the Columbia 


demonstrating curve protection: 


and 
hotel, 1, 
ft. 
clearness of 
a Union “Style 
electric sign on the 
of light signals. ; 
United States Electric Signal Company, West Newton, Mass. slock ol 
recording block signals, crossing signals and spacing signals. 
U. S. Metal & Manufacturing Company, ee fork, N. Y -—Reception booth 


away, 
lar: 


Aquarium, 300 ft. 
operation ana on aA 
facing north is another 


signals. Alongside the 
B” signal in constant 
outside of the pier, 


the 


is 





U. S. Wood Preserving Company, New York, N. Y.—Wood Paving blocks. 

Universal Audit Com yany, New York, N. Y.—Charts showing an aralys 
of a standard and complete commercial organization, books, ete. 

Universal Safety Tread Company, Boston, Mass.—Safety treads for ca: 
steps, sti itions and platforms. 

U. S. Light & Heating Company, Niagara lalls, N. Y.—National stora- 
batteries. 

Van Dori Company, W. Chicago, Il.—M. B. drawbars complete, wit 


draft gear and Bee Se casting and M. C. B. couplings. 


Yan Dorn & Dutton Company, Cleveland, Ohio.—Railway motor gears a1 
pinions, portable drills and reamers. ; : 
Vixen Tool Company, Philadelphia, Pa.—Vixen two-man rail plaincr 


Vixon files. 

Watson, Stillman Company, New York, N. Y.—Rail bender, 30-ton labor: 
tory press, 35-ton hydraulic rail bond compressor, Universal 
punch, telescopic motor lift, hydraulic jacks and turbine pump. ; 

Western Electric et. Chicago, Ill.—Telephone  train-despatchii 
equipment; Blue Bell battery; Rotophone; overhead railway materia 
Electrose third rail insulators; Crouse-Hinds headlights; Schwar 
railway crossing gong; Samson cord, and conductors’ punches, etc. 

Westinghouse Electric & Manufacturing Company, East Pittsburgh, Pa 
Railway motors induction motors, controllers, 
breakers, relays overhead line material, arresters 

Westinghouse Lamp Company, Bloomfield, N. J.— 
lamps. 

Westinghouse Machine Company, 
of the impulse re-entry type. 


and parts. 


Railway 


repair 
incandesc¢ 


. . . hei 
East Pittsburgh, Pa.—Several turbn 


1 


Colonial copper clad 
boxes, 


loud 


dust guards, 


In the regular booth on 
are shown three working models of automatic block signals 


track transformers 
Union 
200 


from the pier booth light signals are installed to demonstrate the 


e 


znals 


set 


( 


bean 


unit switch control circuit 
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Westinghouse Traction Brake Company, Wilmerding, Pa.—Electro-preu- 
matic brake, A. M. M. automatic brakes, S. M. E. brake equipment, 
electric compressor governors. 

.Wharton, Jr., & Company, Wm., Philadelohia, Pa.—Switches, mates and 
frogs of manganese steel construction new and used, spring boxes, 
models, blue prints and pictures of the company’s work. 

Wheel Truing Brake Shoe Company, Detroit, Mich.—Abrasive brake shoes. 





Whipple Supply Company, New York, N, Y.—Anti-climbers, gears and 
pinions; Universal safety treads. 
Wilson Remover Company, New York, N. Y.—Paint and varrish removers. 





RAILWAY SIGNAL ASSOCIATION. 


Committee No. 1 of the Railway Signal Association (A. H. 
Rudd, chairman), in its report presented at the annual meeting 
at Colorado Springs, October.11, recommended a revised scheme 
of signal aspects; or, rather, two schemes, one for roads desiring 
to get along as cheaply as possible and the other a complete 
scheme of indications. The conclusions presented by the com- 
inittee this year are based on its consideration of reports on this 
subject made at previous meetings, during the past five years, and 
on the. recommendations of the Committee on Transportation of 
the American Railway Association and considered at the meeting 
_of the A. R. A. last April (though not adopted by that associa- 
tion.) It will be recalled that the A. R. A. committee, acting on 
requests of the American Railway Engineering and the Railway 
Signal associations formulated a declaration as to requisites, 
holding that the fundamental and essential signal indications 
are (1) stop; (2) proceed with caution; (3) proceed; and that 
“proceed with caution” may Be used with the same aspect to 
govern any cautionary movement; for example, as an ordinary 
distant signal or as a permissive indication at the home signal. 
Two additional indications were approved; namely: (4) pro- 
ceed at low speed and (5) proceed at medium speed. 

To provide a system corresponding to these declarations of the 
A. R. A. committee, the R. S. A. committee makes the following 
recommendations. 


Simple Aspects. aay 


/. Stop 


2 Proceed with cavtion 


3 Proceed 





“Having in view, and not desiring to depart from, the estab- 
lished practice of indicating diverging routes and incidentally 
low and medium speeds, your committee recommends that the 
medium and low-speed indications be given by an additional arm 
or arms. The simplest method (although incapable of expan- 
sion to provide additional aspects or even combinations of the 
fundamentals and supplementaries) is to use a second arm for 
hoth of these indications. The [A. R. A.] committee on Trans- 
portation rules that the fundamental, “Proceed with caution,” 
inay be used to govern any cautionary movement. Therefore, 
for those roads which desire to operate under this plan and deem 
the five indications entirely sufficient, two additional aspects are 
necessary. 
om 
4 Proceed at low speed <P 


OR 


+ 


= 
1] 


°. Proceed at medium speed 
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“At interlocking plants which are also block stations it may be 
desirable, even on such roads, to give passenger trains caution 
signals for diverging movements but not for entering occupied 
block stations; this would, with the system outlined above, require 
a separate signal beyond the interlocked switches. It may fre- 
quently also be desirable to display the fundamiental, “Proceed 
with caution,” on the medium-speed route, and to logically and 
consistently apply the fundamental aspects for “Proceed with 
caution” and “Proceed” to those signals indicating medium-speed 
and low-speed, the 45 deg. position should be used for caution and 
the vertical for proceed. 

“Again, as the Committee on Transportation merely makes 
optional the combination of various indications under caution, 
and as several roads have found it desirable to differentiate be- 
tween such indications, the committee recommends for such roads 
a low arm as a low-speed arm and a middle arm where the 
indication of medium speed is desired. 

“The Committee on Transportation states that ‘stop signals 
operated under automatic block system rules should be designated 
by some distinctive mark to be determined by each road in accord- 
ance with local requirements.’ The instructions to this com- 
mittee are to design a uniform system, which end is defeated if 
“ach road uses a different method of designating the automatic 
home signal. Therefore, the committee recommends as follows: 


“Conclusion No. I. 


“On roads desiring to operate with the three fundamentals and 
the two additional indications without expansion or combination 
of these indications the following aspects may be used: 


Scheme No./. 


Fundamentals. -_ 
/. Stop 
re. 
2. Froceed with cavtion = 


a, 


." 


U 


Froceed 





a 
9 
>» 

L 

} 


Supplementary Indications. 





SU 


4. Proceed at low speed 


= ie 
"S 


& 


. Froceed at medium speed 





L 
t 


“Conclusion No, 2. 

“On those roads desiring combinations of the fundamentals and 
supplementary indications and different aspects for the various 
caution indications, permissible under the ruling of the commit- 
tee on transportation, the following aspects should be used: 


Scheme No.2. 
Ee a eee 


Fundamentals. 


UU 


1. Stop 


ai 


a P 


| of Por 


KP kK? 


2 Proceed, prepare to stop at next signal 











OR 


SB wie BP OM ek di he 4S 2B LAD ATE MOD me 


Bind 


ee 












Ow 








3 Froceed 


9 
d 





U 


Supplementary Indications. 








UU 





4. Proceed at low speed, prepare fo stop 











£& Proceed at medivin speed 








TE 'S 





n 





Conclusion No. 3. 


When it 1s desired to indicate 
“Proceed at medium speed, 
Frepare to stop at next signal,” 





a : 


Aspect \ rowld be used 







“U 


he 





Conclusion No.4. 





U 





When itis desired fo indicate 
“Proceed at low speed,” 





Aspect or I should be used 


should be vsed 


should be used. 


36" SSF 





Conclusion No.§. 





When it 1s desired to indicate 
“Proceed prepare to pass 
next signal at medium speed," Aspect 


L 


Conclusion No.6. 





Where, in manual block territory, 
/t 18 desired to indicate . 
“Proceed mith caution, block occupied, "Aspect 


fe 












“Conclusion No, 7. 

“That the arms of automatic signals be pointed and the arms 
of other signals giving the stop indication have square ends; 
that, on roads using Scheme No. 1, a number plate be added on 
the automatic signal and, on roads using Scheme No. 2, a red 
marker light below and to the left of the active light be provided.” 

MINORITY REPORT. 

Four members of the association disapproved the more com- 
prehensive scheme of the majority of the committee and pre- 
sented in a minority report the following indications recommend- 
ing them for adoption as all-sufficient. 















Fundamental. Supplemental. 
ae 
© Disinvestment /, Sfop_-.--- 






2. Proceed with cavtion_.-=--+-----+--- 







3. Proceed__ 


4. Proceed at a 


5. Proceed atmedivin speed....------- a 








2. Proceed with re, 









The objections of the minority to the other aspects recom- 
mended by the majority are set forth under ten heads. These 
are substantially the same as those presented by Mr. Clausen in 









a number of serious and fatal accidents in the past few years 
show the correctness of their position; but none of these acci- 
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ballot. 


a paper read at Montreal, which was published in the Railway: 
Age Gazetie of March 30 last. In addition the minority say that ‘ « 
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dents are named. The report is signed by W. B. Scott, Harriman 
Lines; T. S. Stevens, Santa Fe; J. C. Young, Union Pacific; L. R. 


Clausen, C. M. & St. Paul. 


ACTION OF THE CONVENTION, 

The meeting on Wednesday at noon adopted the majority re- 
port by a vote of 40 to 22, and ordered it to be sent to letter 
This was after a very lively and interesting discussion 
which lasted three hours. 









CAPITALIZATION AND DIVIDENDS OF THE RAILWAYS 
OF TEXAS.* 





In this study, prepared by request, it has been the purpose 
to ascertain the capitalization of the railways of Texas, their 
dividends, and the proportion of non-dividend-paying stock, 
and to make a comparison in these respects with the railways 
of the United States as a whole, and with those of other sec- 
tions of the United States. 

The study is for the fiscal year ending June 30, 1900, the 
latest year for which requisite statistics are available. The 
data has been obtained from the annual report of the Railroad 
Commission of Texas and the statistical report of the Inter- 
state Commerce Commission. 

From the table which is printed hereafter with explanatory 
comment, it will be perceived that the capitalization of the 
Texas roads per mile is $32,070, or less than half the average 
for the whole United States, which is $73,829. It is of interest 
to compare this further with Interstate Commerce Commission 
Group V, which has the lowest capitalization per mile,t $46,364, 
and with Group II, which has the highest capitalization per 
mile, $147,300. It should be noted that these amounts repre- 
sent the gross capitalization per mile, in which are included 
duplications due to intercorporate ownership. The net capi- 
talization of the railways of the United States as a whole, that 
is, the gross capitalization less deductions due to the owner- 
ship of the securities of one railway by another, and less de- 
duction of securities covering property other than railway 
property, is $59,259 per mile. The net capitalization of the 
railways in each group or in each state is not ascertainable. 
It has therefore been necessary in this comparison to use the 
figure of gross capitalization. While it is likely that the net 
capitalization of the railways of Texas, if it were ascertainable, 
would not show the same relative reduction from the gross as 
that of the United States as a whole, it is significant that the 
gross capitalization per mile-of the Texas lines is 45 per. cent. 
less than the net capitalization per mile of the railways of the 
country as a whole. 

On the same basis of comparison of gross figures, the table 
shows that the amount of stock per mile is $9,839 in Texas, 
$32,450 for the United States as a whole, $15,495 in the lowest 
group (Group V), and $65,456 in the highest group (Group II). 
The amount of bonds per mile is $22,231 for Texas, $41,380 for 
the United States, $30,869 for Group V, and $81,844 for 
Group II. 

The average rate of dividend on railway stock is lower in 
Texas than elsewhere. The average dividend paid in 1909 on 
the aggregate of dividend-paying and non-dividend-paying 
stock was less than three-tenths of one per cent. On the simi- 
lar aggregate of stock for the entire United States, the divi- 
dend rate averaged 4.2 per cent. In the lowest group (Group 
IV) this dividend rate averaged 1.6 per cent., and in the high- 
est group (Group VII) 6.8 per cent. That is, the average divi- 
dend rate on the total railway stock of the United States was 
more than seventeen times as high as that of Texas; in Group 
IV it was over six times as high, and in Group VII twenty- 
eight times as high. ; 





*From. Bulletin 18 of the Bureau of: Railway Economics, Washington,,D. C. 

+In the -comparisons of Texas with; the. various groups, Group IX_ is 
omitted from consideration, because the staté of Texas comprises’ the major 
part of Group 1X and largely determines its character. 
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The low dividend rate: on Texas stock would lead one to 
expect that the proportion of railway stock paying no divi- 
dends would be higher in Texas than in the country as a whole. 
This proves to be the fact to an extraordinary degree. The 
ratio that the stock of non-dividend-paying railways bore to 
the stock of all railways was 95.8 per cent. in Texas, in the 
United States as a whole, 29 per cent., in the group with the 
highest ratio (Group IV) 58.7 per cent.; and in the group with 
the lowest ratio (Group I) 6.7 per cent. It should be noted 
that, for reasons given later in the discussion of the table, this 
comparison of the proportion of stock not paying dividends is 
based on the total stock of dividend paying roads compared 
with the total stock of non-dividend-paying roads, and not on 
the issues of stock paying dividends compared with the issues 
of stock that paid no dividends. 

Certain discrepancies exist between the data published by 
the Texas commission and that published by the Interstate 
Commerce Commission. If the higher figures given by the 
Interstate Commerce Commission had been used as the basis 
for the foregoing comparison, instead of the lower figures of 
the Texas commission, the amounts entering into the com- 
parison would have been but little changed, and the relation 
between the status in Texas and that in other parts of the 





CAPITALIZATION AND DivipEND RETURNS OF THE RAILWAYS OF TEXAS, OF THE UNITED STATES AS A WHOLE, AND OF THE SEVERAL GROUPS: 
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information of the capitalization of railways paying no divi- 
dends whatever on their capital stock. 

Switching and terminal companies have not been included in 
the statistical reports of the Interstate Commerce Commis- 
sion since 1907. In order to make the statistics comparable, 
these companies have been omitted from the Texas figures. 

Certain differences exist between the returns of the Inter- 
state Commerce Commission when computed for the state of 
Texas and those of the Texas commission. These differences 
fall into three main groups—differences due to variations in 
classification, differences arising out of the failure of roads te 
file reports, and differences in methods used in apportioning 
capital to those portions of interstate railways that lie within 
the state of Texas. Among the differences due to varying 
classification may be mentioned the inclusion of notes, de- 
bentures, pledged bonds, and miscellaneous obligations with 
funded debt, and the inclusion of branches and spurs with 
miles of line. For all the roads failing to file operating state- 
ments with the Interstate Commerce Commission, mileage 
figures are reported by that commission, but nothing more. 
Differences due to methods of capital assignment are as fol- 
lows: Where a railway lies in more than one group, the In- 
terstate Commerce Commission usually apportions the cap- 


YesR ENDING 


June 30, 1909. 


_— States and Group figures from Statistical Report of the Interstate Commerce Commission for 1909; 
Texas figures from 1909 report of the Texas Railroad Commission).a 


Total Stock of Railways 














Stock. Bonds. ’ Total Railway Dividends Declared which Paid No Dividends 
oe Capitalization. in 1909. in 1909. 
=a r x f= on = = 

Le a Avg. Rate. “= cent. of 

Mileage . : Based on Total Stock 
Group. Owned. Amount. Per Mile. Amount. Per Mile. Amount. Per Mile. Amount. _ Total Amount. of All 

é - Ry. Stock Railways 
of Group. of Group. 

Pye 13,079.41 $128,686,677 $9,839  $290,768,626b $22,231 $419,455,303b $32,070 $307,750 0.24 $123,337,265 95.8 
United Syn . 236,868.53 7,686,278,545 32,450  9,801,590,390 41,380 17,487,868,935 73,829 321,071,626 4.2  2,227,650,417c 29.0 
Group I..... 7,950.14 324,754,673 40,849 445,333,910 56,016 770,088,583 96,865 19,575,320 6.0 21,739,094 6.7 
pss II.... 23,236.94  1,520,991,520 65,456  1,901,806,200 81,844 3,422,797,720 147,300 71,484,423 4.7 420,996,237 27.7 
° Iil.. 24,880.48 997,639,248 40,097 = 1,310,905,552 52,688 2,308,544,800 92,785 35,153,385 3.5 368,252,631 36.9 
‘8 wy + 14,880.97 396,395,222 26,638 553,027,315 37,163 949,422,537 63,801 6,471,801 1.6 232,639,792 58.7 
Vines 28,377.26 439,709,547 15,495 875,969,066 30,869 1,315,678,613 46,364 9,251,150 2.1 253,874,556 57.7 
jem 50,190.75  1,398,398,631 27,862  1,594,510,949 31,769. 2,992,909,580 = 559,631 67,187,584 = 4.8 241,928,577 17.3 
si VII. 13,638.76 407,959,786 29,912 - 426,517,621 31,272 834,477,407. 61,184 27,793,005 6.8 28,166,800 6.9 
ae Vill 32,450.48 883,554,572 27,228 1,297,095,370 39,971 2,180,649,942 67,199 25,029,670 2.8 232,382,171 26.3 
” IX... 18,162.90 318,121,840 17,515 448,028,456 24,667 766,150,296 42,182 4,681,471 £5 211,028,138 66.3 
di X..... 23,099.85 998,753,506 43, 236 948,395,951 41,056 1,947,149,457 84,293 54,443,817 5.5 216,642,421 21.7 


a The figures exclude switching and terminal companies. 
biIncludes equipment trust obligations amounting to $7, 956,426 


cIncludes $25,666,134 held in treasury, pledged as collateral security, held in sinking and other funds, etc. Amounts assigned to groups are as follows: 


$29,749 Group III.... 
he | ae are 8,327,444 SE BV gine 


$9,152,575 
1,948,900 


weve $744,720 


Group V... 
OO" Viseccse G03,280 eo WBE 3.0% 


Group VII..... $1,500 Group ae $155,675 


2,486,386 Sestaigncn 2,215,900 








country, not at all. Therefore it has not seemed necessary to 
present these discrepancies in the summary. 

The amount given in the table as representing the stock of 
all American railways on which no dividend was declared in 
1909 is. $2,227,650,417, or 29 per cent. of the total stock out- 
standing. This amount is ascertained by adding together the 
total outstanding stocks of all railways that declared no divi- 
dends in 1909. The corresponding item in the Interstate Com- 
merce Commission’s statistical report for 1909, page 57, is 
$2,766,104,427, and the corresponding percentage 35.99 per cent. 
The discrepancy between these two sets of figures is due to 
the fact that the Interstate Commerce Commission added to- 
gether all isswes of stock on which no dividends were paid, in- 
stead of the total stocks of all railways declaring no dividends. 
Thus the Interstate Commerce Commission’s total includes a 
considerable amount of common stock of railways that paid a 
dividend on their preferred, but not on their common issues. 
it has proved impossible to secure from the Interstate Com- 

nerce Commission or from its reports a statement of non- 

lividend. -paying stocks in each group corresponding to the 
«mount reported by the commission for the United States, 
which has*made it necessatyto: make-up the item. in the way 
cescribed. For comparative ‘purposes this data is ‘as valuable 


as that of the Interstate Commerce:-Commission, for it giyes. 





italization of such road among the several groups in the pro- 
portion of the mileage lying within the respective groups. The 
Texas commission, however, apportions the capitalization of 
each railway entering or passing through the state on its 
own merits; that is, on the basis of what it considers to be 
the proper valuation of that part of the railway lying in Texas. 
As the tendency of the Texas commission is always toward a 
low valuation, it is not strange that it assigns a lower capitali- 
zation to the Texas portion of the interstate railways than 
does the Interstate Commerce Commission. 

This study, the method of which was determined in the re- 
quest for its preparation, was based, as already shown, upon 
the Texas commission’s figures. Yet the discrepancies be- 
tween the Texas commission figures and the Interstate Com- 
merce Commission figures, the reasons for which have already 
been explained, are not sufficient to vitiate in any respect the 
conclusions of this study. It does not therefore seem worth 
while to present in detailed tables the statistical variations in 
the two reports. 





Tenders have been invited by the coal exchanges in behalf of 
the Egyptian State Railways for 40,000 tons of American :coal. 
This is intended as an experiment to determine whether Amer- 
ican coal is a suitable substitute for the Welsh coal now used, 
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G@eneral News Section. 





The Texas & Pacific is equipping all its passenger cars with 
steel tired wheels. It is probable that this company will also 
convert the greater part of its coal burning locomotives to oil 
burning. 


President Taft, in addressing the people of Bellingham, Wash., 
on Monday of this week, said that unless there should be un- 
expected delays, the Panama Canal could and probably would be 
opened for traffic July 1, 1913. 


The educational department of the Railroad Y. M. C. A., at 
St. Louis, had last year a course of instruction in freight rates, 
which was so successful and attracted so much favorable com- 
ment that the course is being repeated this year. 


A press despatch from San Francisco says that on Thursday 
of last week messages were exchanged by wireless telegraph di- 
rect between that city and a station in Japan—on Hokushu Island 
in the northern part of the Japanese archipeligo—a distance of 
about six thousand miles. 


On Sunday last 800 men from the Renovo car shops of the 
Pennsylvania Railroad went to Austin, Pa., and assisted in clear- 
ing up the great masses of rubbish deposited by the recent flood 
in that town, the railway company carrying them in a special 
train. The men carried their own food. They propose to con- 
tribute one dollar each to the fund for the relief of the people 
of Austin. 


Postmaster General Hitchcock, in his estimates for the next 
fiscal year, which were given out last week, includes a proposal 
to appropriate $50,000 for the preliminary expenses of estab- 
lishing a parcels post on rural mail routes and a similar amount 
for an experimental parcels-post test in cities. A further sum 
of $50,000 is asked for to provide for an investigation as to the 
propriety of establishing a general parcels-post. 


The school for the education of young men in railway work, 
which is maintained by the Chicago Great Western at Oelwein, 
was noticed in the Railway Age Gazette, October 6, page 681. 
In connection with this enterprise, General Manager Slifer not 
only has given a general notice that young men will be encour- 
aged to apply to the school, but has issued a circular to station 
agents, asking them to “get next to” promising young men in 
their several towns, and when they find those who are capable 
and willing, to submit their names to the division superintendent. 
The circular to agents says: There are undoubtedly a number 
of young men who might be interested in railroading, if the 
matter were brought to their attention in the proper light and 
by a person in whom they have confidence, men of this character, 
who live along the line and have family ties in the vicinity, and 
whose circle of friends reside in the territory adjoining the line, 
will in the long run make more suitable employees than many 
of those who have not such ties. It is desired that each agent 
study the young men in his particular locality and pick out the 
most promising ones. 


General Manager S. C. Long of the Pennsylvania Railroad 
last week awarded the usual annual prizes to supervisors and 
assistant supervisors, based on the result of the monthly inspec- 
tions. In the final inspection Mr. Long had with him a party 
of 200 operating officers, and the prizes were awarded on the 
arrival of this party at Pittsburgh. The total amount of the 
prizes was $5,400. The first prize, amounting to $800 for the 
supervisor and $400 for the assistant, was given to C. M. Wisman, 
supervisor, and William F. Miller, assistant supervisor, who have 
charge of the track between Tullytown, Pa., and Deans, N. J., 
25 miles. Four premiums of $800 ($600 for the supervisor and 
$200 for the assistant), for the best line and surface on a main 
line superintendent’s division between New York and Pittsburgh 
and Philadelphia and Washington were awarded to John Schim- 
mel, Jr., and H. A. Gass; D. T. Easby and R. S. Stewart; 
George Ehrenfeld and G. W. Curtiss; George Goldie, Jr., and 
N. D. Vernon. A special improvement premium of $1,000 ($700 
to the supervisor and $300 to the assistant) for the greatest im- 
provement made in the line and in the surface of a supervisor’s 
section of track was awarded to F. W. L. Schneider and 
F. M. Robb. 


Strikes. 


No important change has taken place in the strike situation 
on the Harriman Lines and the Illinois Central. Officers of the 
railways report that the strikers are quieter, that passenger and 
freight traffic is being handled without interruption, and that they 
are having no difficulty in securing men to take the places of the 
strikers. At a conference which took place at Jackson, Miss., 
on October 9, and which was arranged for by Governor Noel 
of that state, President C. H. Markham of the Illinois Central 
discussed the situation with Senator Williams of Mississippi, 
Mayor Crowder of Jackson and the union leaders, but no agree- 
ment was reached. Governor Noel announced that he would ask 
the governors of other states affected by the strike on the Illinois 
Central to meet in joint conference with representatives of the 
road and striking employees. Strikers in the south are trying 
to get business men to use their influence in bringing about a 
settlement. Injunctions were secured by the Southern Pacific 
on October 5, at New Orleans, and at Houston, restraining the 
strikers and others from interfering with the affairs of the road. 

Acts of violence on the Harriman Lines were reported at 
Portland, Oregon., and on October 6 a mob of strikers attacked 
strikebreakers brought to work in the Southern Pacific shops at 
Algiers, La. 

Boilermakers and machinists on the Grand Trunk Pacific from 
the lakes to the Rocky mountains went on a strike on October 9. 
They demand a nine-hour day and 45% cents an hour. 

Work has been resumed in the shops of the Missouri, Kansas 
& Texas at Sedalia, Mo., on a reduced scale. 





Elimination of Grade Crossings. 


Following the appropriation of $350,000, which was made by the 
legislature of 1911 for the elimination of grade crossings in New 
York state outside of Greater New York, the New York Public 
Service Commission, Second district, has selected 21 cases which 
provide for the elimination of 30 crossings, considered most 
dangerous. The estimate of the cost of this work is $1,200,000, 
of which the state will pay one-quarter, the municipalities one- 
quarter, and the railways one-half. The crossings proposed to 
be eliminated are: On the New York Central & Hudson River, at 
Pearl and Van Woert streets, in Albany; at South William street, 
Kemp street, Renwick street and South Water streets in New- 
burgh; at Front street in Corning; at West Somerset avenue in 
the town of Newfane; at Bolts crossing in Reading, and at 
Aldrich road crossings in the towns of Phelps and Junius, in On- 
tario and Seneca counties. On the Erie Railroad, at First and 
Columbia streets in Corning; at two crossings in Mt. Hope, 
known as Caldwell crossing and the crossing of a road leading 
to Bloomingburgh; at Nyack turnpike crossing in Clarkstown, 
and at Main street crossing in Tusten. On the Long Island Rail- 
road, at the South Country road and East Tiana road crossings, 
and Goodales crossing in Southampton. On the New York, On- 
tario & Western, at Otters crossing in Hamptonburgh; at Dennis- 
ton road crossing in New Windsor; at Railroad street in Stock- 
bridge, and at Munn’s crossing in Stockbridge. On the Delaware, 
Lackawanna & Western, at Pleasant street crossing in Utica; at 
Robinson street crossing in Binghamton, and at three crossings 
in Lafayette. On the Delaware & Hudson, at the crossing at 
Slingerland station. On the Boston & Maine, at Middleburgh 
street crossing in Troy. In addition there are pending in the 
office of the commission, 20 petitions for the elimination of cross- 
ings. This work cannot be done, because the commission has no 
authority to make orders eliminating crossings without having an 
appropriation which will cover the state’s proportion of the cost. 
The estimated cost of eliminating the twenty crossings is ap- 
proximately $1,600,000, of which the state’s proportion would be 
$400,000. The last report of the commission shows there are in 
the state outside of Greater New York, 8,632 places where public 
highways cross steam railway tracks at grade, of which 6,563 
are absolutely unprotected, and 2,069 are protected by gates, 
flagmen or electric bells. In Greater New York there are re- 
ported 433 crossings at grade, of which 282 are protected and 151 
unprotected, making a total of 9,065 highway crossings at grade 
in the entire state. 





Octoser 13, 1911. 


A Heart-Rending Appeal. 


The following is a translation of a circular anonymously dis- 
tributed last May in Changsha, China, while the negotiations for 
the railway loan were under way. ‘The translation is literal, 
preserving the astonishing grammar and metaphor of the Chinese 
original. The circular was headed: ‘To Inform Our Country- 
men of the Distressing Railway.” 

“Also; The death of our people of our whole Hunan province 
istohand. The old and the young of our whole providence should 
hasten to devise a plan to save our lives. The plan is to unite 
all our Hunan people to fight desperately against the traitorous 
thief who sold our Hunan Railway to the foreigners. We re- 
member that ten years ago, the Hunan people lost their railway. 
lt was sold to the United States by Zian Sien Way and it was 
through our ‘lose our lives and die’ Hunan people that the rail- 
way was claimed back. The amount of money spent for the 
reclaiming of the railway was over seven million taels 
| $4,200,000], and this whole amount was from the poor and hard- 
working Hunan people, who subscribed this amount of money 
simply on the question of life and death. 

“We beg to quote below the distresses resulting from the con- 
trol of railways in China by the foreigners. 

“Our Yunan railway is constructed by the Frenchmen. At 
the places along the railway, forts are built and are manned with 
foreign soldiers. They capture the Yunan people, force them 
to do hard labor and exert every barbarous act, which to de- 
scribe it adequately would mean gnashing of everybody's teeth. 

“Our Manchurian railways are constructed by the Russians. 
They forced us to give our Manchurian land, burnt the people’s 
houses and robbed their money. One day, Russian soldiers hap- 
pened to be out and they threw a number of living men into a 
lake. Is it not pitiful to think of this? 

“Now, do the traitorous railway thief take any care of people's 
life and death? We, Hunan people, knowing these above-men- 
tioned distresses are sure that railways built by the foreigners 
are not good. Every one of us is therefore willing to take out 
his money, to claim back the railway and to build it ourselves. 
The money we have had from the shares cannot be said as little, 
and we are thinking in every way to get more money. Thus 
you can readily see that the step our Hunan people take in the 
matter of selling the shares is exhaustive. We do this for we 
know that when our railway is lost, not only will our land be 
lost, but our people’s lives and property will also be in the 
tiger’s mouth. Every one has kept this in mind, so the people 
of the whole Hunan province can get aproximately an amount 
of $5,000,000 [Mexican; about $2,500,000 gold] yearly as the 
money for the purchase of railways, and in five or six years’ 
tine the Hunan Railway of about 1,500 miles could be built. 

“The traitorous railway thief, only thinking of the 5 per cent. 
commission do not care of the future life and death of the 
Hunan people. He secretly proposes an agreement for a loan 
from the German, English, French and American people, with- 
out letting the Hunan people know of it. 

“Our railway was sanctioned by the late Emperor Kwany Hsu 
to be built by the people. In the spring of last year, four repre- 
sentatives were chosen by the Provincial Assembly to proceed 
to Peking and a petition written with blood was also forwarded 
to the Board of Posts and Communications. The request was 
granted and the railway was again sanction by the Board of 
Posts. and Communications that the Hunan Railway was to be 
built by the Hunan people. Thus the railway has been sanc- 
tioned by the late Emperor and the present. Cannot this be 
considered an ‘iron’ [a sound] case? 

“Today the change is again made by that Zian Sien Way and 
we heard that the agreement for a loan from four countries has 
already been signed with the likin [tax] as pledge, in spite of 
the sanctions given by the late Emperor, This is the same as to 
Present the railway to the foreigners. 

“We, Hunan people, have spent ten years’ time and used 
several million dollars, and the railway which can be completed 
in a fixed day is to fall into the foreigner’s hands. Henceforth, 
everybody’s life and family will be in danger. If we Hunan 
people do not unite into one and fight with all our effort against 
this, the day would not be far when we will see swords hanging 
just over our neck. But we have our ways. Firstly, to ask 
everyone to take out more money to build the railway at once; 
one foot built is one foot of the railway; ten feet built is ten 
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feet of the railway. Secondly, we want our governor to send 
petition to the Waiwupu for immediate cancellation of the Hunan 
Loan Agreement. When a piece of meat is in the traitorous rail- 
way thief’s mouth, it is hard to take it out. We can only have 
one idea; to build the railway ourselves. If he loans the for- 
eigners’ money, we do not care of him, nor do we wan him to 
care of us. If we build our railway, who will press us down by 
force? We, the people, being in every respect having no hope 
of life, ought to have a desperate fight. Let the students leave 
the school, merchants stop their business, tax be not paid by 
the whole Hunan people, and see what he will do to our Hunan 
people.” 


Railway Signal Association. 

The sixteenth annual meeting of this association was opened 
at the Antlers, Colorado Springs, on Tuesday morning of this 
week, with President C. E. Denney (L. S. & M. S.) in the chair. 
Mr. Denney, in his address, commended especially the work of 
committees Nos. 10 and No. 12. He also emphasized the value 
of a good manual of standards. He proposed that the associa- 
tion co-operate even more fully than in the past with the Electric 
Railway Association. The Board of Direction has recommended 
the appointment of a special committee of four signal engineers 
to report on technical signaling features to the Committee on 
the Relations of Railway Operation to Legislation, of which 
F. O. Melcher (C. R. I. & P.) is chairman. 

The secretary-treasurer reported the membership of the asso- 
ciation on September 30 as 1,378, an increase during the past 
year of 141. The assets of the association exceed the liabilities 
by $4,847, a large increase over the preceding year. 

The subject of most general interest discussed at this meeting 
was that of signal aspects. This was reported on by Committee 
No. 1, and this report, with the action of the association cn it, 
will be found in another column. 

An account of the rest of thé proceedings of the meeting must 
be deferred to a future issue. 


American Railway Bridge and Building Association. 


The twenty-first annual convention of the American Railway 
Bridge and Building Association will be held at the Planteis 
Hotel, St. Louis, Mo., October 17-19. The reports of 11 stand- 
ing committees will be presented for discussion. The convention 
will adjourn on October 19 at ncon, and the afternoon will be 
devoted to short trips about the city. The Committee on Ar- 
rangements has planned several side trips, which will be an- 
nounced at the convention. The Bridge & Building Supply Men’s 
Association will meet at the same place in connection with this 
conventicn, and there will be an exhibit of the various types of 
equipment of interest to members of the association. Besides the 
reports of committees on the morning of October 17, there will 
be an address by the mayor of St. Louis, an address by the presi- 
dent of the association, and the appointment of committees. On 
the afternoon of October 17 there will be committee reports and 
a discussion of last year’s commitee reports. On October 18 
there will be committee reports and discussions on the same. 
On the morning of October 19 there will be committee reports, 
the election of officers, and the selection of location for the 1912 
convention, followed by adjournment. 





Car Service Officers. 


The Central & Western Association of Car Service Officers 
will hold its semi-annual meeting at Indianapolis, Ind., Thurs- 
day, October 19. The members will remain over until Friday, 
and take a trip around the Indianapolis terminals, the Belt Rail- 
way and the stock yards. 





MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake Assocration.—F. M. Nellis, 53 State St., Boston, Mass. 

AMERICAN ASSOCIATION OF DEMURRAGE OFfFicers.—A. G. Thomason, Scran- 
ton, Pa. 

AMERICAN ASSOCIATION OF GENERAL PASSENGER AND ‘Ticket AGEeNts.—C. M. 
3urt, Boston, Mass. 

AMERICAN ASSOCIATION OF FrEIGHT AGEeNTS.—R. O. Wells, East St. Louis, 
Ill. 


AMERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 
Carew building, Cincinnati, Ohio; 3d Friday of March and September. 
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American Etectric Rartway Association.—H. C. Donecker, 29 W. 39th 
St., New York 
AMERICAN RAILWAY Assoctation.—W. F. Allen, 75 Church St., New York; 
November 15, Chicago. 
American Raitway Bripce AND Burtpine Association.—C, A, Lichty, C. & 
N. ., Chicago; Oct. 17-19, 1911, St. Louis, Mo. 
AMERICAN RatLway ENGINEERING ASSOCIATION. —E. H. Fritch, Monadnock 
Block, Chicago; annual convention, March 19-21, 1912, Chicago. 
AMERICAN Rattway Master Mecuanics’ Association.—J. W. Taylor, Old 
Colony building, Chicago. 
AMERICAN Rartway Toot ForeMeEn’s Association.—O. T. Harroun, Bloom- 
ington, Il. 
AMERICAN SocIeTY FoR TesTING Materiats.—Prof. E. Marburg, University 
of Pennsylvania, Philadelphia, Pa. 
AMERICAN Society oF Civis. Encineers.—C. W. Hunt, 220 W. 57th St., 
New York; ist and 3d Wed., except June and August, New York. 
AMERICAN SOCIETY OF ENGINEERING CONTRACTORS.—D. Haner, 13 Park 
Row, New York; 3d Tuesday of each month, New Yor 
American Society oF MecuanicaL ENGINEERS.—Calvin W. Rice, 29 W. 
39th St., New York. 
Association OF AMERICAN RarLway AccounTING OFFicers.—C. G. Phil- 
lips, 143 Dearborn St., Chicago; anna, , "eee 26, 1912, Quebec, Que. 
AssociaTION OF RarLway CLAIM AGENTS. —jJ. R. McSherry, C&eE. L., Chi- 
cago; annual convention, May 22, foue: Los Angeles, Cal. 
ASSOCIATION OF RarLway ELECTRICAL ENGINEERS. —Jos. A. Andreucetti, C. & 
N. W. Ry., Chicago; annual, November 6-10, Chicago. 
ASSOCIATION OF RAILWay TELEGRAPH SuPERINTENDENTS.—P. W. Drew, 135 
Adams St., Chicago; ‘annual, June 24, 1912, New York. 
ASSOCIATION OF TRANSPORTATION AND CAR AccountING OFFicers.—G. P. 
Conard, 75 Church St., New York; December 12-13, Louisville, Ky. 
CANADIAN RAILWAY Cius.—James Powell, Grand Trunk’ Ry., Montreal, 
Que.; 2d Tuesday in month, except Tune, July and Aug., Montreal. 
CANADIAN Society oF CivrL ENGINEERS.—Clement H. McLeod, 413 Dor- 
chester St., Montreal, Que.; Thursdays, Montreal. 
Car ForeMEN’s ASSOCIATION OF Cuicaco.—Aaron Kline, 841 North 50th 
Court, Chicago; 2d Monday in month, Chicago. 
CENTRAL RAILWAY C.ius.—H. D. Vought, 95 Liberty St., New York; 2d 
Thurs. in Jan. and 2d Fri. in March, May, Sept., Nov., Buffalo, N. Y. 
Civit ENGINEERS’ Society oF St. PauLt.—D Jurgensen, 116 Winter ee 
St. Paul, Minn.; 2d Monday, except June; July and Aug., St. Paui. 
ENGINEERS’ SOCIETY OF PENNSYLVANIA.— R. Dasher, Box 704, Harris- 
burg, Pa.; 1st Monday after 2d Saturday, Harrisburg, Pa. 
EnGineers’ SocreTy OF WESTERN PENNSYLVANIA.—E. K. Hiles, 803 Fulton 
building, Pittsburgh; lst and 3d Tuesday, Pittsburgh, Pa. 
Freicut CLAIM Assocration.—Warren P. Taylor, Richmond, Va.; annual 
Buffalo, N. Y 
GENERAL SUPERINTENDENTS’ ASSOCIATION OF Cuicaco.—E. S. Koller, 226 
dams St., Chicago; Wed. preceding 3d Thurs., Chicago. 
INTERNATIONAL RarLway CoNnGRESS.—Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 
INTERNATIONAL RatLway Fuet Assocration.—D. B. Sebastian, La Salle 
St. Station, Chicago. 
INTERNATIONAL RAILWAY GENERAL ForEMEN’s AssociaTion.—L. H. Bryan, 
D. & R. Ry., Two Harbors, Minn. 
INTERNATIONAL RarLrcaD MASTER BLACKSMITHS’ 
: worth, Lima, Ohio. 

Iowa Raitway CLus.—W. B. Harrison, Union Station, Des Moines, Ia.; 
2d Friday in month, except July and August, Des Moines. 
—" mene perpen ASSOCIATION -—Harry D. Vought, 95 Liberty St., 

ew York. 
MASTER ew Buitpers’ AssociaTion.—J. W. Taylor, Old Colony building, 
cago. 

Master Car AND Locomotive Painters’ ASSOCIATION, OF (jNirzp STATES 
anp Canapa.—A. P. Dane, B. & M., Reading, Mass. 

New Enctanp Ratroap Cius.—G. He Frazier, 10 Oliver St., Boston, Mass. ; 
2d Tuesday in- month, except June, Jui y, Aug. and Se t., Boston - 

New York Rarrroap Cus. = ought, 95 Liberty St., New York; 3d 
Friday in month, except June, July and. August, New York. 

NorTHERN RartLway Cius.—c, L: Kennedy, CH M. & St. P., Duluth, Minn; 
4th Saturday, Duluth. 


Association.—A. L. Wood- 


Omana Rartway Cius.—H. H. Maulick, Barker Block, Omaha, Neb.; 
second Wednesday. 
RarLroap CLusB oF Kansas Crty.—C. Manlove, 1008 Walnut St., Kansas 


City, Mo.; 3d Friday in month,. Kansas City. 

Rartway Cius oF PirrseurcH.—C. W. Alleman, P. E., Pittsburgh, 
Pa.; 4th Friday in month, except Juneaduly ade Fg Pittsburgh. 

Raitway INDUSTRIAL AssociaTION.—G. ewart, St. L. S. W. Ry., St. 
Louis, Mo.; annual, May 12, 1912, Kansas City, Mo. 

Rattway S1GNaL AssociaTion.—C. C. Rosenberg, Bethlehem, Pa, . ; 

eS See AssociaTION.—J. P. Murphy, Box C, Collinwood, 

io. 

RicuMonp Rartroap Cius.—F. O. Robinson, Richmond, Va.; 2d Monday, 
except yuan, Fay and August. 

ROADMASTERS’ AND MAINTENANCE OF Way AssociaTion.—L. C. Ryan, C. & 

Sterling; Sept. 10, ie Buffalo, N. Y. 
Sr. Lous RAILWway Ciup.—B. W. Frauenthal, Union Station, St. Louis, 
; 2d Friday in month, except June, july and Aug., St. Louis. 

cent” ‘OF Rattway FINANCIAL OFFICERS.—C. Nyquist, La Salle St. Sta- 
tion, Chicago. 

SouTHERN AssociaTION OF Car Service Orricers.—E. W. Sandwich, A. & 

; Ry., Montgomery, Ala.; annual, We ai 20, Atlanta, Ga. 

SouTHERN & SouTHWESTERN Rartway Cius.—A. Merrill, rant bldg., 
Atlanta, Ga.; 3d Thurs., Jan., March, May, Tay Sept., Nov., Atlanta. 

ToLepO TRANSPORTATION CLUB. —J. G. Macomber, oolson Spice’ Co., To- 
ledo, Ohio; Ist Saturday, Toledo. 

TraFFic CLus oF CHICAGO.— uy S.’ McCabe, La Salle Hotel, 


meetings monthly, ee 
A. Swope, 290 Broadway, New York; last 


TraFFic CLus oF New Yorx.—C. 
Tuesday in month, except June, on and August, New York. 
ls, Erie, Pittsburgh, Pa.; *meet- 


TraFFic CLUB OF PittspurGH.—D. 
ings monthly, Pittsburgh. 

TRAIN DESPATCHERS’ ASSOCIATION OF AMERICA.—J. F. Mackie, 7042 Stewart 
Ave., Chicago; annual, June 18, 1912, Louisville, Ky. 

TRANSPORTATION CLUB OF BuFrato.—}. ’ Sells, Buffalo: first Saturday 
after first Wednesday. 

TRANSPORTATION CLUB OF Detroit.—W. R. Hurley, L. S. & M. S., Detroit, 

ich. ; meetings monthly. 

TRAVELING ENGINEERS’ AssocIATION.—W. O. Thompson, N. Y. C. & H. R., 
East Buffalo, N. Y. 

W. er * Compa Rartway Cius.—W. H. Rosevear, P. O. Box 1707, Win- 

. nipeg, Man.; 2d — i. pm t June, duly and August,> Winnipeg. 

Ww ESTERN Rartway Civus.—J. W. Tayh or, Old olony building, Chicago; 3d 


Chicago; 


Tuesday of eath month, except June, July and Au 
W ae. SociETY OF La see Warder, 1735 ait Block, 
icago; 
Woop Preservers’ AssocraTion.—F. i 
annual, 


lst Wednesday in #3 except July, an and August, Chicago. 
Angier, , Baltimore, Md.; 


January 16-18, Chicago. 
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Graffic News, 


The Judson Freight Forwarding Company, with offices at Chi- 
cago, New York, Boston and St. Louis, has been appointed joint 
contracting and forwarding freight agents of the Pacific Mail 
Steamship Company and the Toyo Kisen Kaisha. 





Referring to the recent revisions of rates and ratings made by 
the Western Classification Committee on various commodities, the 
Missouri Railway Commission has given notice that any in- 
creases proposed will not be approved or allowed to become 
effective in that state on intrastate business until the commission 
has had time to investigate the changes and hold a formal hear- 
ing on them if that is considered necessary. 


The State Agricultural College of Oklahoma has arranged with 
the St. Louis & San Francisco to run a lecturing train throughout 
the lines of that company, in the western part of the state, for 
about four weeks in November. The train will carry ten lec- 
turers, and will stop a half day in each place visited. Besides the 
usual exhibits there will be a car of pure bred, live stock and 
poultry. The college has received an invitation to make a similar 
trip over the Missouri, Kansas & Texas. 


Through the efforts of the Railway Ticket Protective Bureau 
ticket scalping in Colorado has been practically suppressed. An 
anti-scalping law was passed on August 6, after it was shown 
that a petition formuiated by the ticket brokers to defeat the 
law bore several thousand alleged signatures of persons either fic- 
titious or not legally entitled to vote. The newspapers of Denver 
were prevailed upon to decline to advertise the ticket brokers 
and many of the scalpers have now abandoned the business. All 
of the roads belonging to the Transcontinental Passenger Asso- 
ciation, except the Chicago, Milwaukee & St. Paul, have decided 
to continue as members of the bureau. 


A new train to run twice weekly between New Orleans and 
the Pacific coast will be put on by the Sunset-Central lines of 
the Southern Pacific beginning December 4. Under the proposed 
schedules, which will reduce by 30 hours the running time 
between the places mentioned, and which provides for connec- 
tion with steamboats at other ends of the route, trains will leave 
New Orleans at 12:30 noon on Mondays and Thursdays of each 
week, arrive in Los Angeles at 9:15 p. m. Wednesdays and Satur- 
days, and reach San Francisco at 11 a. m. of the following days. 
Eastbound, trains will"leave San Francisco at 6:30 p.m: Tues- 
days and Saturdays, leave Los Angeles at 8:30.a. m. the following 
days, and arrive in New Orleans at 7:20%p. m. Fridays and Tues- 
days. The equipment will be of steel throughout and will con- 
sist of a dynamo and baggage car, dining car, three drawing 
room sleepers and an observation smoking car. The service will 
be of the highest order, and it is planned to charge $10 excess 
fare on this train. 


The Department of Agriculture acting on a request) from a 
fruit shippers’ association has taken measures to confiseate any 
shipments of unripe oranges or other fruit from Florida which 
may be found to violate the law. Any attempts to ship artificially 
ripened fruit out of Florida or to “process” unripe fruit ‘on its 
journey to the North will be frustrated. A shortage in citrus 
fruits has developed throughout the North, with accompanying 
high prices. Much of this shortage is due, it is claimed, to. the 
enforcement of the Florida state law prohibiting the shipment 
of unripe fruit and the federal pure food decision, which pro- 
hibits the transportation of artificially ripened or colored fruit. 
Dr. Harvey W. Wiley, chief of the Bureau of Chemistry, says: 
“Fruit may be picked green and ripened by’ natural processes 
without running countér to the pure food regulation, but green 
fruit ripened by the ‘sweating process,’ without the aid of chemi- 
cals, or by transportation in steam heated cars, cannot be tratis- 
ported without violation of the pure food regulations.” 





Car Surpluses and Shortages. 


Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association in presenting 
statistical bulletin No. 103-A,.givigg,a summary of shortages and 
surpluses by groups from May 2 2 io, to September. 27, 1911, 
says. ...., 

“The total car surplus continues to decrease, decreasing from 
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OctTosBer 13, 1911. 


70,722 cars on September, 13, 1911, to 58,382 cars on September 
27, 1911, a decrease of 12,340 cars, or 36.29 per cent. The greater 
part of the decrease is in box and coal cars, box cars decreasing 
from 19,419 cars on September 13, 1911, to 12,372 cars on Sep- 
tember 27, 1911, and coal cars decreasing from 23,795 cars on 
September 13, 1911, to 19,543 cars on September 27, 1911. Mis- 
cellaneous cars show a decrease. of 1,638 cars, while flat cars in- 
creased 597 cars. The decrease in surplus cars is reported 
throughout the country, with the exception of groups 2 (New 
York, New Jersey, Delaware, Maryland and Eastern Pennsyl- 
vania) ; 4 (West Virginia, Virginia, North Carolina and South 
Carolina), and 5 (Kentucky, Tennessee, Mississippi, Alabama, 
Georgia and Florida), each of which reports a very small in- 
crease. 

There is an increase of 1,905 cars reported in the total short- 
age. Box car shortage increased from 3,452 cars on September 
13, 1911, to 6,632 cars on September 27, an increase of 3,180 cars 
or 92.12 per cent. Miscellaneous cars also show an increase of 
174 cars, while flat and coal cars decreased 755 cars and 694 
cars respectively.” 

The accompanying table gives the figures for the last period 
covered by the report and the chart shows total bi-weekly sur- 
pluses and shortages in 1907 to 1911. 
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National Association of Railway Commissioners. 

The National Association of Railway Commissioners began 
their twenty-third annual convention on Tuesday. 

Among other subjects to be considered on reports from sub- 
committees are the following: Grade crossings and trespassing 
on railways, railway taxes and plans for ascertaining valuation 
of railway property, simplification of tariff sheets, legislation, 
safety appliances, rates and rate making, railway capitalization, 
car service and demurrage, telephone and telegraph rates and 
service, express service and rates, etc. 

Following the address of Chairman Clements, which was of 
conservative character, President H. Burr, in the course of his 
address said: 

“There should be an act of congress to limit the powers of 
federal courts to enjoin proceedings of state railway commissions 
and providing that the federal courts should acquire jurisdiction 
only by appeal from the highest state court to the Supreme Court 
of the United States. I think that the National Association of 
Railway Commissioners should endorse a bill to this effect and 
see that it is made an issue in the next congressional elections 
and keep it up until we succeed.” 

Saying that for the past few years there has been a great 
migration of homeseekers from one section of the United States 








Car SURPLUSES AND SHORTAGES. 




















r Surpluses — 7 Shortages. ~ 
Coal, Coal, 

Date. No. of gondola Other gondola Other 
roads, Tox. Flat. and hopper. kinds. Total. Box. Flat. and hopper. kinds, Total. 
Group *1.—September 27, 1911........... 7 447 592 422 185 1,646 285 90 0 0 375 
2.— * 3) 9 Er 23 1,103 77 5,893 2,337 9,410 228 4 91 27 350 
- 3.— - Sis BONE ae tsi ee aes 25 1,250 252 6,904 1,920 10,326 329 a 50 89 472 
ie 4. — - BE, MOR cakinen aes ee 10 111 146 553 1,346 2,156 1,138 6 700 0 1,844 
i 5.— e EFS) WONG ssa ne 16 411 14 1,263 1,021 2,709 667 110 20 15 812 
~ 6.— ia 2 Pe |.) Hr 24 6,100 783 1,505 4,733 13,421 180 2 64 6 252 
rf 7.— 4 x Ia.) | Pare eee 3 se 30 0 233 295 0 0 30 0 30 
“ 8.— “ =) fae |) |) Leek rs oer 16 1,677 474 1,115 3,088 6,354 95 0 0 0 95 
9.— ag 7): RG 2) Us RI area 11 610 384 460 829 2,283 30 0 0 0 30 
* 10.— ' Die TOWN osc eaies ss 20 499 997 1,341 6,197 9,034 1,610 | 0 0 150 1,760 
“  11L— es oh fie |: |) I rarer ce 5 132 95 87 734 1,048 2,070 151 0 103 2,324 
(US EOS Sree SAGE arr tree 160 12,372 3,844 19,543 22,623 58,382 6,632 367 955 390 8,344 





*Group 1 is composed. of New England lines; Group 2—New York, New Jersey, Delaware, Maryland and Eastern Pennsylvania lines; Group 3—Ohio 
Indiana, Michigan and Western Pennsylvania lines; Group 4—West Virginia, Virginia, North and South Carclina lines; Group 5—Kentucky, Tennessee, 
Mississippi, Alabama, Georgia and Florida lines; Group 6—Iowa, Illinois, Wisconsin, Minnesota and the Dakotas lines; Group 7—Montana, Wyoming and 
Nebraska lines; Group 8—Kansas, Colorado, Missouri, Arkansas and Oklahoma lines; Group 9—Texas, Louisiana and New Mexico lines; Group 10—Ore- 


gon, Idaho, California and Arizona lines; Group 11—Canadian lines. 
1907 
Feb. 6 


Apr_io 
May 4s 


Jun. 
a 


109.000 200,000 
- 2S A Cors. 


Shor 


100000". » 209000 300.000 


. ae AU Cars 


Car Surpluses and Shortages in 1907 to 1911. 


Shortage| 19/1 


100,000 200,000 
GE 80x Cars. 















728 





to another, President Burr, who comes from Florida, said that 
liousehold gocds seem to be one class of freight in the handling 
of which carriers invariably make errors. These errors are a 
source of great annoyance and inconvenience, as well as causing 
unnecessary expense to the owners of the goods. He recom- 
inended legislation for the recovery by the party aggrieved of a 
penalty of $250 and attorney's fees for the misquotation of rate 
or the dropping of prepay from billing, to be collected in an ac- 
tion against the initial carrier. 

Continuing he said: “I believe the express business of the 
country should be conducted as a department of the railway busi- 
ness. I see no sound reason for the existence of a separate and 
distinct express company as a means of transportation. It is 
one of the factors of the transportation business which should 
properly belong to the railway companies and for which they 
should receive extra compensation for the service rendered. Of 
course, it will take time to work this out, but there should be a 
beginning. Congress should take hold of the question and the 
states should follow.” 

In admitting that more strict application of cost accounting 
methods to railway accounts will entail more work and more ex- 
pense on the carriers, President Burr said that it was necessary, 
first to determine the proper expense to each state; second, to 
determine the proper freight and proper passenger expenses; 
third, the amount chargeable to interstate and to intrastate pas- 
sengers; fourth, the amount chargeable to interstate and intra- 
state freight; fifth, the expense to any class of traffic, whether 
interstate or intrastate. 

“These five questions,’ he said, “are daily before some court 
or commission in the United States, and it seems, therefore, ab- 
solutely essential that cost accounting should be applied to all 
railway accounts and that if we are to determine these matters 
justly and intelligently it must be so applied.” 


Crop Conditions. 


The Department of Agriculture estimates the condition of the 
crops as follows: 
For the United States: 


Condition Oct. 1, 


or at time of harvesi. Acreage, 1911. 


cd —/-—_—-——-~ means 
Crops. 10-yr. Sept.1, P.C. ot 
1911. 1910. av. 1911, 1910. Acres. 
a a Pe rR 70.4 80.3 78.6 70.3 101.7 115,939,000 
Buckwheat ......... 81.4 81.7 84.2 83.8 97.0 801,000 
TES Es Sma ew s dike 62.3 71.8 75.3 59.8 97.3 3,495,000 
SN 5% 6b wake oe 80.5 80.2 83.4 71.1 72.4 893,200 
PERE: Coveasbpsveseec 69.6 47.2 *78.9 68.4 103.3 3,013,000 
rr rere 85.4 88.1 86.3 87.2 97.6 705,700 
BOR ccarbhesas eee 59.8 46.4 52.4 56.2 iene [Mineo o 


° Fight-year average. 

The yields indicated by the condition of crops on October 1, 
1911, or at time of harvest, the final yields in 1910, and the 
average for 1906-1910, follow: 

Indicated total 


production, 1911, 


Yield per Acre. compared with 





_ —— \ total production in 

1911, 
Crop. indicated by 1910. 1906-1910. 1906-10. 
condition. Final. Average. 1910. Average. 
ri. Fe 
COR so ckcen se gus. 23.8 27.4 27.1 88.3 97.9 
Buckwheat ....Bus. ~ 19.6 20.9 19.6 91.1 98.8 
Potatoes ....<« Bus. 79.7 94.4 96.9 82.2 87.0 
SWORE 4. <0005 Lbs. 801.1 797.8 826.0 72.7 88.7 
LY a Bus. 8.1 4.8 79.9 172.9 104.3 
Be sccascraye Bus. 32.0 33.9 32.4 92.1 105.2 


¥ Average for 1905-1909. 
Preliminary estimates of production have been made as 


follows: 


Yield per Acre. Production. 
aS ae 





A 
we 


—S— a a 
Crops. 1906- 1906-1910 
1911. 1910. 1910. 1911. 1910. Average. 
Bus. Bus. Bus. Bushels. Bushels. Bushels. 
Spring wheat.. 9.7 11.7 13.5 200,367,000 231,399,000 243,186,800 
Winter wheat. 14.5 15.8 15.5 455,149,000 464,044,000 450,129,600 
All wheat..... 12.6 14.1 14.7 655,516,000 695,443,000 693,316,400 
cheshire ee 24.8 31.9 28.4 873,641.0U0 1,126,765,000 932,124,400 
ae 20.7 22.4 34.8 145,951,000 162,227,000 166,356,000 
Sere 15.6 16.3 16.4 30,677,000 33,039,000 32,414,000 
Tons Tons Tons Tons Tons Tons 
POG? inc evens 1.09 1.33 1.41 46,969,000 60,978,000 63,507,400 


The quality of spring wheat is 79.8 per cent., compared with 
a ten-year average of 87.1; oats, 84.6 per cent., compared with 
a ten-year average of 86.6; barley, 84.9 per cent., compared with 
a ten-year average of 87.5. 
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STATE COMMISSIONS. 


H. H. Corey, for four years chief clerk in the office of the sec- 
retary of state of Oregon, has been appointed secretary of the 
Oregon Railway Commission, succeeding George O. Goodall, 
resigned on account of ill health. 


The California commission has ordered the Southern Pacific 
to reduce its freight rates between Los Angeles and the harbor, 
at San Pedro. The reductions vary from 16 to 40 per cent., and 
are ordered to be put in effect November 10. 


The Railroad Commission of Louisiana, finding that condi- 
tions did not warrant ordering a passenger and freight station 
to be built at Woodlawn, has ordered the St. Louis, Iron Moun- 
tain & Southern to build a passenger pagoda with closed freight 
room connected therewith. 


The railway commission of Florida recently issued an order 
forbidding the transportation of perishable freight on passenger 
trains 1, 2, 78 and 79, which run between Jacksonville and Pensa- 
cola over the joint line of the Louisville & Nashville and the 
Seaboard Air Line; but the railways refused to comply, and the 
supreme court of the state, having been appealed to by the com- 
mission, has issued a mandamus requiring compliance with the 
order. The order of the court is returnable October 24. The 
order of the commission was issued on complaint that the trains 
did not make reasonably fast time, the complainants demanding 
that a separate fast freight train be provided for the perishable 
freight. The order is objected to by the roads on the ground 
that the commission has prescribed schedules for the passenger 
trains which involve a meeting point at a blind siding, and on the 
general ground that a commission should not fix train schedules 
arbitrarily. 





COURT NEWS. 


Ouster proceedings brought by the state of Ohio against the 
Hocking Valley have been ended on the promise of the railway 
company to relinquish control of the Toledo & Ohio Central, 
the Sunday Creek Coal Company and other railways and coal 
companies, and to manage its business hereafter in accordance 
with the statutes. 


The commerce court has overruled an appeal of the Omaha 
& Council Bluffs Bridge Company, which operates an electric 
passenger railway between points in Iowa and Nebraska. The 
court holds that the Interstate Commerce Commission has the 
right to regulate affairs of an electric railway company doing an 
interstate passenger business. 


The New York State Court of Appeals decides that a trunk 
which is being moved by an express or transfer company, or 
otherwise apart from and disconnected with the transportation 
of the person who owns the trunk, is not baggage, and such 
company receiving and losing it is liable for its full value. The 
action was against the New York Transportation Company, 
which contended it was liable only for $100. A judgment of 
$1,200 was rendered. 


The commerce court has overruled the Interstate Commerce 
Commission in the socalled lemon rate case. The commission 
had ordered a reduction in the rate on lemons from California 
to eastern points from $1.15 to $1 per 100 lbs. The commerce 
court finds that the ruling of the commission in this case was 
based entirely on an assumed authority to protect the industry 
from foreign competition, and the court denied the right of the 
I. C. C. to issue an order on such grounds. The court did not 
pass on the reasonableness of the rate. 


The commerce court has held that the Interstate Commerce 
Commission has not got the authority to control in any way that 
part of the business of water carriers which is called port to port 
interstate business, although the commission has authority over 
that part of the business of water carriers which is covered in a 
joint rate made with the railway. This decision was on an appeal 
against the order of the I. C. C. to compel certain water carriers 
to make reports in a form prescribed. by the commission on all 
their business. The court expresses the opinion that it is highly 
important that water carriers should not, in intrastate and inter- 
state commerce, be held to published rates except those which 
are made with railway companies. . 
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Ocrosper 13; 1911. RAILWAY 


Railway Officers. 





ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


The financial, accounting, traffic and purchasing officers of the 
Keweenaw Central have been removed from Hancock, Mich., to 
Phoenix. 


Wilson & Dabney of Houston, Tex., have been appointed gen- 
e1al attorneys of the International & Great Northern, succeeding 
Join M. King. 


A. H. Mansfield, assistant general claim agent of the Missouri 
Pacific at St. Louis, Mo., has been appointed claims attorney, a 
new position, with office at St. Louis, W. E. Jones, general claim 
agent, having resigned, that office has been abolished. 


George H. Campbell, vice-president of the Kentucky & Indiana 
Terminal Railroad Company at Baltimore, Md., has been elected 
president, succeeding Fairfax Harrison (president of the Chicago, 
Indianapolis & Louisville), whose term expired. Mr. Campbell 
is also assistant to the president of the Baltimore & Ohio. 


Newman Erb, chairman of the board of the Ann Arbor and 
president of the Tennessee, Alabama & Georgia with office at 
New York City, has been elected president also of the Minne- 
apolis & St. Louis and the Iowa Central, succeeding T. P. Shonts, 
resigned. Mr. Shonts remains a director of both these companies. 


B. C. Cushman, treasurer of the Galveston, Harrisburg & San 
Antonio, and the Texas & New Orleans, at Houston, Tex., hav- 
ing retired on a pension, Eugene Dargan, treasurer of the Hous- 
ton East & West Texas, has been elected treasurer of the Texas 
& New Orleans, succeeding Mr. Cushman; and C. B. Udell, treas- 
urer of the Houston & Texas Central, has been elected also treas- 
urer of the Galveston, Harrisburg & San Antonio, succeeding 
Mr. Cushman and of the Houston East & West Texas, succeed- 
ing Mr. Dargan. 


J. E. Dalrymple, who was recently elected vice-president of 
the Grand Trunk and fourth vice-president of the Grand Trunk 
Pacific, with office at Montreal,.Que., as has been announced in 
these columns, has been 
elected also vice-presi- 
dent of the Central Ver- 
mont, in charge of traf- 
fic. Mr. Dalrymple be- 
gan railway work on 
July 1, 1883, as an ap- 
prentice in the treasurer’s 
office of the Grand Trunk 
at Montreal, and from 
1886 to 1889 was clerk in 
the same office. In April, 
1890, he was appointed 
secretary to the traffic 
manager at Chicago, of 
the Chicago & Grand 
Trunk, now a part of the 
Grand Trunk System, 
and on February 1, 1896, 
he became secretary to 
the general traffic mana- 
ger of the Grand Trunk 
at Montreal. He was ap- 
pointed division freight 
agent of the same road 
in May, 1899, at Hamilton, Ont., and the following August was 
transferred in the same capacity to Detroit, Mich, and was also 
made manager of the Grand Trunk Despatch Fast Freight Line, 
operating in connection with the Grand Trunk and West Shore 
Railroad. On May 1, 1900, he was appointed general freight agent 
of the Central Vermont at St. Albans, Vt. The following March 
he was appointed assistant to the second vice-president and gen- 
eral manager of the Grand Trunk at=Montreal, Que., and from 
April, 1902, to August, 1905, he was general freight agent of the 
Central Vermont at: St. Albans, Vt- He was then appointed gen- 
erai freight agent of the Grand Trunk at Montreal, Que., and 
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on May 1, 1908, was made assistant freight traffic manager of the 
Grand Trunk Pacific at Winnipeg, Man., and since June 1, 1910, 
he was also assistant freight traffic manager of the Grand Trunk 
Pacific Coast Steamship Company. 


Operating Officers. 


Charles J. O’Neil has been appointed trainmaster of the St. 
Paul & Kansas City Short Line of the Rock Island System, with 
office at Des Moines, Iowa. 


C. L. Mayne, acting superintendent of the Southern Kansas di- 
vision of the Missouri Pacific at Coffeyville, Kan., has been ap- 
pointed superintendent, with office at Coffeyville. 


J. A. Cook, assistant trainmaster of the Wabash, in charge of 
Kansas City and Randolph terminals at Kansas City, Mo., has 
been appointed trainmaster of the 15th and 16th districts, with 
office at Moulton, Iowa., succeeding C. A. Ross, assigned to other 
duties. J. P. Shields succeeds Mr. Cook. 


G. R. Carlton, trainmaster of the Seaboard Air Line at Plant 
City, Fla., has been appointed superintendent of the Third di- 
vision, with office at Atlanta, Ga., succeeding J. M. Shea, pro- 
moted. T. H. Furman, trainmaster at Abbeville, S. C., succeeds 
Mr. Carlton; T. W. Parsons, trainmaster at Birmingham, Ala., 
succeeds Mr. Furman; W. E. Guess, chief despatcher at Atlanta, 
Ga., succeeds Mr. Parsons, and J. P. Crumley, a despatcher, 
succeeds Mr. Guess. 


William F. Ray, whose appointment as superintendent of the 
Portland division of the Boston & Maine, with office at Boston, 
Mass., has been announced in these columns, was born in 1857 
at South Vernon, Vt. He was educated at Ft. Wayne and at the 
University of Notre Dame, South Bend, Ind. He began railway 
work in 1874 with the Connecticut River Railroad, now part of 
the Boston & Maine, at Springfield, Mass., as locomotive fireman 
and later held various positions in the freight train service, ‘in- 
cluding that of brakeman and conductor, and then entered the 
passenger train service as conductor. He was then appointed 
trainmaster and was later assistant superintendent. In 1903 
he was appointed superintendent of the Concord division, which 
position he held at the time of his recent appointment, as above 
noted. 


A. E. Boughner, who has been appointed superintendent of 
transportation of the Missouri, Kansas & Texas System, with of- 
fice at Denison, Tex., as has been announced’ in these columns, 
was born in 1861 at St. Thomas, Ont., Can. He received a 
common school education and began railway work in 1876 with 
the Canada Southern, now part of the Michigan Central, where 
he was consecutively until 1880 messenger, call boy and telegraph 
operator. In the latter year he went with the Illinois Central as 
an operator in the despatcher’s office at Centralia, Ill., and ine 
1881 was appointed to a similar position with the Missouri, 
Kansas & Texas at Denison, where he remained for three years. 
From 1884 to 1886 he was chief despatcher at Fort Worth, Tex. 
He was out of service then for two years on account of illness 
and in 1888 was appointed a despatcher of the Missouri, Kansas 
& Texas at Sedalia, Mo. He was chief despatcher at Sedalia 
for nine years from 1893, and was then promoted to assistant 
superintendent at Parsons, Kan. He was appointed superin- 
tendent at Franklin Junction, Mo., in 1903, and was transferred 
with the same title to Sedalia in 1910, which position he held at 
the time of his appointment above. 


Traffic Officers. 


E. S. Le Gette has been appointed soliciting agent of the 
Central of Georgia, with office at Albany, Ga. 


W. D. Miller has been appointed a soliciting freight agent of 
the Tennessee Central, with office at Nashville, Tenn. 


James B. Irvine has been appointed soliciting agent of the 
Central of Georgia, with office at Chattanooga, Tenn. 


Richard Townsend has been appointed general agent of the 
Missouri, Oklahoma & Gulf, with office at Pittsburgh, Pa. 


D. W. Agnew has been appointed soliciting freight agent of 
the Georgia Southern & Florida, with office at Cincinnati, Ohio. 


J. J. Clarke has been appointed contracting freight agent of 
the Illinois Central, with office at Chicago, succeeding H. E. 
Wilson, resigned. 









































Archibald Gray, assistant general freight and passenger agent 
of the Great Northern at Portland, Ore., has been appointed gen- 
eral freight agent of the Western Pacific, with office at San 
Francisco, Cal. 

P. B. Wolcott has been appointed immigration agent of the 
Chicago, Milwaukee & St. Paul, with office at Chicago, succeed- 
ing George B. Haynes, recently promoted to assistant general 
passenger agent. 


Leo B. Hendrix has been appointed district passenger agent of 
the Chicago Great Western, with headquarters at Pittsburgh, Pa., 
and Buffalo, N. Y., succeeding W. D. Jones, resigned to accept 
service with another company. 

H. E. Williams, freight soliciting agent of the Southern Rail- 
way, at Atlanta, Ga., has been appointed a traveling freight 
agent, with office at Macon, succeeding Harvey Kidwell, resigned. 
W. N. Hill succeeds Mr. Williams, and A. E. Dicks has been 
appointed freight soliciting agent, with office at Raleigh, N. C., 
succeeding R. L. Potts, resigned. 


W. J. Doyle, traveling freight agent of the St. Louis South- 
western of Texas at Waco, Tex., has been appointed assistant 
agricultural and industrial agent of the St. Louis Southwestern 
System, with office at St. Louis, Mo., succeeding L. E. Saupe, 
resigned to engage in other business. C. D. Bowman, city pas- 
senger and ticket agent at Fort Worth, Tex., succeeds Mr. Doyle. 


H. E. Heller, general agent in the freight and passenger de- 
partments of the Chicago, Burlington & Quincy at Philadelphia, 
Pa., has been appointed general agent, with office at Kansas 
City, Mo., succeeding W. H. Hill, assistant general freight agent, 
transferred. William Austin, general agent at Cincinnati, Ohio, 
succeeds Mr. Heller, and H. K. Miles, traveling freight agent 
at Cincinnati, has been promoted to general agent, freight depart- 
ment, succeeding Mr. Austin. W. B.. Kelby succeeds Mr. 
Miles. 

S. C. Nash, general agent in the freight and passenger depart- 
iments of the Texas & Pacific at Los Angeles, Cal., has been 
appointed Pacific coast traffic agent, with offices at Los Angeles 
and San Francisco. All freight and passenger representatives of 
the road in California, Washington, Oregon and Nevada will re- 
port to him and will be under his jurisdiction. Communications 
should be addressed to him at Los Angeles. W. J. Moylan, trav- 
eling freight agent at San Francisco, has been appointed com- 
mercial agent, with headquarters at San Francisco, and Irwin 
Wapple has been appointed commercial agent, with office at Los 
Angeles, the position of district freight agent at Los Angeles 
having been abolished. : 

Engineering and Rolling Stock Officers. 

W. H. Tool has been appointed master of bridges and build- 
ings of the Grand Trunk, with office at Allandale, Ont., succeed- 
ing E. Brown, resigned. 

H. H. Hale has been appointed superintendent of motive power 
of the Cincinnati, Hamilton & Dayton, with office at Cincinnati, 
Ohio, succeeding W. L. Kellogg, resigned to accept service with 
the Pere Marquette. 


W. L. Kellogg, superintendent motive power and car depart- 
ment of the Cincinnati, Hamilton & Dayton at Cincinnati, Ohio, 
has been appointed superintendent of motive power of the Pere 
Marquette, with office at Detroit, Mich. 

Horace Y. Harris, whose appointment as master mechanic of 
the Tampa Northern, with office at Tampa, Fla., has been an- 
nounced in these columns, was born October 31, 1885, at Geneva, 
Ga. Mr. Harris received a high school education and began 
railway work on January 1, 1900, with the Tifton, Thomasville 
& Gulf, now a part of the Atlanta, Birmingham & Atlantic. 
He remained with that company four years, and then went to 
the Georgia, Florida & Alabama as a machinist, and was later 
general foreman, resigning in April, 1907, to go to the Tampa 
Northern as general foreman, which position he held at the 
time of his recent appointment as master mechanic. 

Special Officers. 

Dr. Albert E. Campbell has been appointed sanitary inspector 
of the Illinois Central, with office at Chicago, his work to be 
directed toward the improvement of sanitary conditions in the 
territory through which the road runs. 
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Equipment and Supplies, 





LOCOMOTIVE BUILDING. 


Tue Akron, Canton & Youncstown, Akron, Ohio, is in the 
market for 5 six-wheel switching locomotives. 


THE GRAND TRUNK has ordered 25 locomotives from the Cana- 
dian Locomotive Company, and is in the market for 4 Mogul 
locomotives. 

Tue Kentucky & TENNESSEE has ordered 1 ten-wheel loco- 
motive from the Baldwin Locomotive Works. The dimensions 
of the cylinders will be 20 in. x 24 in., the diameter of the driving 
wheels will be 51 in., and the total weight in working order wil! 


be 110,000 Ibs. 





CAR BUILDING. 


Tue Erie has ordered 300 automobile cars from the American 
Car & Foundry Company. 

THE GRAND TRUNK is taking prices on ten 30-ft. and ten 40-ft. 
steel underframe flat cars. 

THE DELAWARE, LACKAWANNA & WESTERN is in the market 
for 1,000 steel underframes. 

Tue Cuicaco, Rock Istanp & Paciric is in the market for 
500 furniture cars and 250 flat cars. 

Tue Axron, Canton & YouncstTown, Akron, Ohio, is in the 
market for 50 fifty-ton four-door drop-bottom gondola cars, 35 
forty-ton box cars and 15 fifty-ton flat cars. 

Tue Missourt Paciric has ordered 1,000 gondola cars, 500 
flat cars and 400 stock cars from the American Car & Foundry 
Company; and 500 stock cars from the Mt. Vernon Car Manu- 
facturing Company. 


IRON AND STEEL. 





Tue NorrotkK & WESTERN is making inquiries for 30,000 tons 
of Bessemer rails. 

Tue Boston & Marne has ordered 4,500 tons of rails from the 
Carnegie Steel Company. 

Tue BurraLo, RocHester & PITTSBURG is in the market for 
1,000 tons of bridge steel. 

Tue SOUTHERN has ordered 2,100 tons of rails from the Ten- 
nessee Coal, Iron & Railroad Company. 

Tue Batpwin Locomotive Works is in the market for 5,900 
tons of structural steel for the new addition to its plant at Eddy- 
stone, Pa. 

Tue New York CEntTRAL has placed orders for 1,050 tons of 
structural steel and is in the market for 1,500 tons of bridge 
steel for the bridge at Oswego, N. Y. 

GENERAL CONDITIONS IN STEEL.—The steel industry shows 
little change and there are no indications of an early advance in 
prices from the present low level. The policy is to maintain the 
high rate of production rather than to obtain a reasonable mar¢in 
of profit. The independent companies suffer more from ths 
policy than does the Steel Corporation, for the latter can practice. 
economies that would be impossible for the former. ‘The rail- 
ways are buying heavily, and in fact all classes of buyers are tak- 
ing advantage of the low prices. 

MACHINERY AND TOOLS. 

THe DeLraware, LacKAwWANA & WeEsTERN has placed orders 
for machine tools to cost about $8,000 for the shops at Scrat- 
ton, Pa. 

Tue Pecos VALLEY SOUTHERN has issued a small list of ™a- 
chine tools for the shops at Pecos, Texas, including a drill press, 
bolt cutter, lathe and air compressor. 
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Supply Trade News. 


Halsted Little, for many years in the sales department of 
Manning, Maxwell & Moore, New York, has been made eastern 
sales agent of the Detroit Twist Drill Company, Detroit, Mich., 
with office in New York. 





Louis E. Welsh has been made district manager of the Mac- 
Arthur Concrete Pile & Foundation Company, New York, for 
New Jersey, Pennsylvania, Delaware, Maryland and the District 
of Columbia, with office in the Perry building, Philadelphia, Pa. 


The Circuit Court of Appeals, Seventh district, has decided 
the case of the Lemac Carriers Company vs. the Live Poultry 
Transportation Company, both of Chicago, regarding an infringe- 
ment of patents, in favor of the former company, reversing the 
decision of the lower courts. 


The Independent Pneumatic Tool Company, Chicago, has 
opened a branch office in the Candler building, Atlanta, Ga. 
J. J. Keefe, southern traveling representative, has been made 
manager of the new office. A full line of Thor air tools and 
parts will be carried in stock. 


The Corrugated Bar Company, St. Louis, Mo., will on Oc- 
tober 14 move its general offices to the Mutual Life building, 
Buffalo, N. Y. This change was decided on because the com- 
pany’s warehouse and plants are near Buffalo. A district office 
will be maintained at the present headquarters. 


The Calumet Car Company, East Chicago, Ind., has filed ar- 
ticles of incorporation with $75,000 capital. It is the purpose of 
the company to build a plant and manufacture, rebuild and repair 
cars and industrial equipment of all kinds. Thomas C. McCalla, 
Arthur N. Eroe, Walter L. Lytton and Daniel W. Rodgers are 
directors. 


The Oeking Company, 50 Church street, New York, has been 
incorporated to sell the punching and shearing machines made 
by the Stahlwerk Oeking, Dusseldorf, Germany. A large stock 
of machines will shortly be on hand for prompt deliveries in 
Jersey City, N. J., where warehouse facilities have been provided. 
The management of the Oeking Company is in the hands of the 
Wiener Machinery Company, New York, which has made a spe- 
cialty of importing similar machines. The German Oeking plant 
makes its own steel castings. 


Turpityes.—The De Laval Turbine Company, Trenton, N. J., 
has published a 32-page pamphlet on steam turbines for driving 
direct current generators, in which it discusses the different types 
of turbines and their comparative merits. The pamphlet includes 
illustrations and diagrams. 


BLastinG SuppLies.—The E. I. Du Pont De Nemours Powder 
Company, Wilmington, Del., has published a very full booklet on 
blasting and blasting supplies describing various materials and 
appliances especially designed for blasting. The booklet is illus- 
trated and contains useful information on the methods of using, 
preserving and testing blasting equipment. 


Air Pumps.—The Wheeler Condenser & Engineering Company, 
Carteret, N. J., has issued bulletin 103 describing the Wheeler- 
Edwards air pump which is used in connection with surface con- 
densers. The bulletin contains 32 pages and over 50 illustrations, 
which include photographs of the various types of the company’s 
air pumps. A sectional view of the pump is given, with the dif- 
lerent parts numbered and listed; also instructions for installing 
and operating. 


_Dvume Wacons—The Troy Wagon Works, Troy, Ohio, has 
issue an illustrated folder entitled Tests That Tell showing four 
tests that this company recently made to ascertain the maximum 
load « Troy wagon will carry, the resistance the rear wheel has 
against the strain brought to bear upon it when the wagon is 
resting on the side of a steep hill, the resistance of the rear 
wheel to the strain exerted when it is caught in a rut and when 
the horses attempt to pull it out, and the strength of the Troy 
Square solid steel rear axle. The tests were made in the labora- 
tory of Purdue University at Lafayette, Ind. 


RAILWAY AGE GAZETTE. 








Railway Construction. 


New Incorporations, Surveys, Etc. 





Atcuison, Topeka & SAntTA Fre.—The report of this company 
for the year ended June 30, 1911, shows that the total number of 
miles in operation on lines of the Atchison system, was 10,400.37 
miles, as compared with 9,961.25 miles for the previous year, an 
increase of 439.12 miles. In addition, there was completed on 
June 30, 242.64 miles, all of which will be ready for operation in 
the near future. The company also controls through ownership 
of stock and bonds other lines aggregating 101.78 miles, and is 
interested jointly with other companies in 578.72 miles. During 
the year there was finished on the line between Coleman, Tex., 
and Lubbock, a section of 17.54 miles between Lubbock and Sla- 
ton Junction, and it is expected that the entire line between Cole- 
man and Lubbock will be completed by November, 1911. The 
branch line from Slaton Junction to Lamesa, 54 miles, has been 
opened for traffic and the iine from Lometa to Eden, 98 miles, 
has been completed to Brady, 66 miles, and is open for traffic. 
The work of reducing the grades and curvature on the San Ar- 
gelo branch of the Gulf, Colorado & Santa Fe between Temple 
and Coleman has been continued. Work between Temple and 
Lometa is about finished. An extension of the Fresno County 
Railway, built under the name of the Kings County Railway, from 
Wahtoke, Cal., to Piedra, 11 miles, and the Laton & Western, ex- 
tending from Laton, Cal., to Lanare, 15 miles, have been opened 
for traffic and have been leased to the Santa Fe. An extension 
of the Sunset Western, northerly from Fellows, to Shale, has 
been constructed jointly with the Southern Pacific Co., 2.25 miles, 
and is now opened for traffic. At the close of the year there was 
in operation 687.58 miles of second-track, as compared with 526.95 
miles at the close of the previous year, an increase of 160.63 miles, 
and second-track work is now under way as follows: Missouri 
division, Mendon, Mo., to Carrollton, 25.64 miles; lines west of 
Albuquerque, N. Mex., Rito to Laguna, 9.16 miles; McCartys to 
Horace, 10.82 miles; Flagstaff, Ariz., to Williams, 32.97 miles, 
and Supai to Fairview, 10.57 miles, a total of 89.16 miies. In 
addition to the above, second-track work has been authorized on 
the lines west of Albuquerque, N. Mex.; on about 40 miles near 
Needles, Cal., and extensive grade reductions and changes of 
line have been authorized preparatory to the construction of addi- 
tional second-track between Albuquerque and Gallup. Most of 
this work will be finished by the close of the present fiscal year, 
when second main track in operation will approximate 816 miles. 


CuHicaco & NortH WeEstERN.—The report of this company for 
the year ended June 30, 1911, shows that the elevation of the road- 
way and the main tracks in Chicago, from a connection with the 
Rockwell street line at Taylor street to the Sixteenth street line 
at Leavitt street, 0.81 mile, is about finished. The elevation 
of the main tracks, on the Milwaukee line through the city of 
Evanston, Ill., has been completed. Progress is being made in the 
elevation of the two existing main tracks, and the construction 
and elevation of four additional main tracks on the Galena divi- 
sion through the village of Oak Park, which adjoins the city of 
Chicago at its western limits. The work now under way to com- 
plete this improvement, consists of the construction and elevation 
of two additional main tracks from Austin avenue to Clinton 
avenue, 1.22 miles; the elevation of the two existing main tracks 
and the construction and elevation of four additional main tracks 
from Clinton avenue to Harlem avenue, 0.41 mile, and the con- 
struction of a retaining wail from Humphrey avenue to Harlem 
avenue, 1.27 miles. The company has undertaken the.elevation of 
two existing main tracks and the construction and elevation of 
four additional main tracks through the villages of River Forest 
and Forest Park, on 1.43 miies. Work is now under way putting 
in additional track from Lake Shore Junction, Wis., to connect 
with the Milwaukee, Sparta & North Western near Lindwerm, 
4.11 miles, and work is about finished on an additional track from 
West Allis to a connection with the Milwaukee, Sparta & North 
Western, 1.28 miles west of West Allis, including the revision of 
the grade and alinement of the existing main track. A single- 
track line has also been finished from a point about two miles 
north of Lake Shore Junction to Lindwerm, one mile. During the 
year a total of 136.06 miles of yard tracks, sidings and industrial 
spurs were added. Work is under way at the Proviso, IIl., yard, 
putting in 52.30 miles of vard tracks, which will increase the ca- 
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pacity of the yard to 4,967 cars, and a system of yard tracks with 
a capacity of 300 cars has been completed at Nelson. A terminal 
yard has been finished near Fulton, and work is under way at 
the Boone, Iowa, yards, constructing 17 miles of yard track, to 
increase the capacity of the yard to 1,400 cars. The existing yard 
tracks at Waseca, Minn., are being rearranged, and four addi- 
tional yard tracks are being constructed, increasing the capacity 
of this yard 209 cars. At Tracy, a new freight yard, containing 
3.75 miles of track, with a capacity of 400 cars, was constructed. 

Satisfactory progress has been made during the year toward the 
completion of the following lines now under construction: 

Des Plaines Valley, this is to be a dowble-track line from 
Blodgett, Ill., to a connection with the Wisconsin division, near 
Des Plaines, thence to a connection with the Galena division at 
Proviso, about 21 miles. 

Milwaukee, Sparta & North Western, this line is being built 
from a connection with the Chicago & North Western near Lind- 
werm, Wis., to Sparta, 169.03 miles, where connection is being 
made with the Madison division, and from a connection with this 
line at a point about six miles west of Lindwerm, to a connection 
with the Milwaukee and Madison line near West Allis, 8.16 miles, 
in all, 177.19 miles. This mileage includes an existing branch 
between Necedah and Wyeville, 13.05 miles, which is being re- 
constructed, and will be used as part of the main line. At Butler, 
a terminal yard, to contain 21.10 miles of track with a capacity 
for 1,525 cars, is being constructed. 

St. Louis, Peoria & North Western, this company was organ- 
ized to build from a connection with the Chicago & North West- 
ern, near Peoria, LIl., to a connection with the Macoupin County 
Railway, near Girard, 90.4 miles, the right-of-way is now being 
secured. The line is to be built to provide access to the com- 
pany’s extensive coal fields in southern Illinois. 

An extension oi the Bonesteel-Dallas-Colome line has been 
completed from Dallas, S. D., northwest to Winner, 21.48 miles. 


Cuicaco, Rock Istanp & Paciric.—An officer writes that the 
.company is now relaying the present 65-Ib. rail, with 85-lb. rail, 
between Mile Post 193 and Mile Post 235.3 on the Arkansaw 
division. 


Cuicaco, St. Paut, Minneapotis & OmMAHA.—The report of 
this company for the year ended June 30, 1911, shows that the 
extension from Kennedy, Wis., to Kaiser, 4.93 miles, was com- 
pleted and the line has been opened for traffic. Construction 
work has been started on the line from Black River Falls, to 
a connection with the main line at Vaudreuil, 2.23 miles. It is 
expected that this line will be completed and opened for traffic 
in the fall of 1911. Contracts have been let and work has 
been started on a new double-track line from Eau Claire, west 
for 3.18 miles, with a double-track bridge over the Chippewa, 


connecting with the old line at a point 1.25 miles east of Truax.’ 


It is expected that this line will be finished before the close 
of the next fiscal year. Second track is being constructed on 
40.23 miles between Merrillan and Wryeville. In connection 
with this work a change will be made in the line and grade 
on 3.80 miles between Millston and Warren, shortening the dis- 
tance 144 ft., eliminating two curves, reducing the curvature and 
grade. It is expected that the line will be opened for traffic dur- 
ing the fall of 1911. The net increase in the length of side and 
passing tracks during the year, was 6.64 miles, which includes 
2.33 miles of track laid in the new yard north of Plymouth ave- 
nue, at Minneapolis, Minn. 


Des PLAINEs VaLLEY.—See Chicago & North Western. 





HIGHLAND Park & Lake Burten.—A contract has been given 
to Dibble, Hawthorne & Co., Tacoma, Wash., at about $150,000, 
to build from Oxbow, to Lake Burien, about 7 miles. Reitz, 
Storey & Duffy are the engineers, Seattle. (September 8, p. 493.) 


Mempuis & PeNnsaco_a.—Financial arrangements have been 
made, it is said, to build from Pensacola, Fla., via Meridian, 
Miss., and Helena, Ark., to Memphis, Tenn. It is also said that 
some of the grading work has already been finished. W. P. 
Dickinson, Chicago; T. H. Jones, St. Louis, Mo.; C. H. Pond, 
Moorhead, Miss., and residents of Meridian, are back of the 
project. 

MILWAUKEE, SPARTA & NorTH WESTERN.—See Chicago & North 
Western. 


Iowa, Nepraska & Daxorta (Electric).—Incorporated in S. D., 
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with $500,000 capital, and principal office at Pierre, to build an 
electric line from Valentine, Neb., east to Sioux City, Iowa, 225 
miles, at an estimate cost of $100,000,000. The incorporators in- 
clude C. H. Cornell, W. E. Haley and J. H. Bachleor, Valentine 
W. Martens, C. Goldsmith, J. R. McKnight and A. P. Edgar 
Pierre, S. D. The company proposes to utilize the water o: 
the Niobrara and Keyapaha rivers for power to operate the line. 


New York, New Haven & Hartrorp.—The report of this 
company for the year ended June 30, 1911, shows that work is 
being continued on the New York, Westchester & Boston. The 
plans call for a line from the Harlem river, at Willis avenue, 
New York City, through the borough of the Bronx to Mount 
Vernon, where the line diverges, one line is to extend north io 
White Plains and the other line east to the Connecticut state 
line at Port Chester. From the Harlem river to about 174th 
street, the company will operate over the tracks of the Harlem 
River & Port Chester, which will be completed so as to be avaiil- 
able for such operation under rights granted to the New York, 
Westchester & Boston. Work on the line from 174th strect, 
through Mount Vernon to New Rochelle, and on the line from 
Mount Vernon to White Plains is nearing completion. Operation 
over the lines from the Harlem river to New Rochelle, and on 
the line from Mount Vernon to White Plains is expected to he 
begun within the next six months. Of the total of 74.57 miles 
of track, the company owns 50.57 miles, and has perpetual rights 
to operate over 24 miles additional. The road is to be four- 
tracked from 174th street to Mount Vernon, where two tracks 
diverge to White Plains and two tracks to New Rochelle. There 
will be no grade crossings. The company has been given per- 
mission to build at 180th street and Morris Park avenue, in the 
borough of the Bronx, a transfer station, at which point inter- 
change will be made with the West Farms branch of the Inter- 
borough Rapid Transit Company. Interchange will also be made 
with the Second and Third avenue elevated lines at Willis ave- 
nue. The plans also provide for interchange with the proposed 
Tri-borough route, either at the transfer station at 180th street, 
or at Westchester avenue. It is thought that with the com- 
pletion of the Westchester Northern, which was organized in 
1910 to build a connection from White Plains, northerly to Dan- 
bury, Conn., that this connection will make it practicable to 
interchange traffic to and from the Berkshire Hills, also with 
the New York, Ontario & Western, and other roads. On the Har- 
lem river branch of the New Haven, between Harlem river and 
Oak Point, four tracks have been completed, and a re-arrangement 
of tracks, on account of reconstruction of the New York Con- 
necting Railroad, will be required later. At Oak Point four 
miles of yard tracks for classification purposes and for serving 
the transfer bridges, have been provided. A double-track Y, 
connecting the Shore line with the Western division at Nauga- 
tuck Junction, Conn., has been completed and is now in servy- 
ice. The construction of second-track between Hawleyville and 
Shelton is now under way. The section between Hawleyville 
and Bottsford was to be placed in service as a double-track line 
about October 1, and it is expected that the work will be finished 
by June, 1912, between Bottsford and Shelton. At Breckfield 
Junction, the improvement of lines and grades and the elimination 
of nine grade crossings has been finished. Double-track work has 
been finished between Waterbury and Bristol, as well as on a 
3,700-ft. tunnel, and seven grade crossings have been eliminated 
on this section. The double-track work between East Provi- 
dence, R. IL, and East Junction is progressing slowly, owing to 
difficulties in arranging for the elimination of some of the grade 
crossings. Work is now under way double-tracking between 
Providence and Fall River, Mass., as well as on the elimination 
of grade crossings at Worcester. At South Worcester a double- 
track connection between the Norwich & Worcester and tlie 
Providence & Worcester is being built. Double-track 
between Walpole and South Framingham has been completed, 
and work is under way on the elimination of nine grade cross- 
ings, and the construction of third and fourth-tracks in Boston 
between Harrison Square and Atlantic and Savin Hill to Nepor- 
set. The double-track work between Cohasset and Greenbush 
has been finished and work on the elimination of -the grale 
crossings at Lincoln and Plain streets in Lowell has been com- 
pleted. ‘The most important work being carried out by tie 
electrical department includes-thé electrification for freight and 
passenger operation of the six-track Harlem River line, includ- 
ing the yards and sidings, and between Woodlawn, .N. Y., and 
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Stamford, Conn., the electrification of the New York, West- 
chester & Boston, and the rehabilitation of the Warten power sta- 
tion with attendant increase in the capacity of the East Provi- 
dence substation. The New Haven has acquired a half interest 
from the New York Central & Hudson River of the Rutland 
Railroad, which is to build a line between Swanton, Vt., and 
Alburg, connecting the Rutland Railroad with the St. Johns- 
bury & Lake Champlain. A further connection is planned 
petween Stateline, on the Berkshire division of the New Haven, 
and New Lebanon, on the Rutland Railroad. The New Haven 
will join with the Pennsylvania Railroad in building the New 
York Connecting Railroad, which is projected through the 
boroughs of Brooklyn and Queens, New York City, and over the 
East river on a bridge to a connection with the New York, New 
Haven & Hartford, at Port Morris, on the Harlem river. 


New York Susways.—A contract for the construction of section 
15 of route 5 of the new subway system has been let to the Hag- 
gerty-Drummond Company, of Philadelphia, Pa., at $3,820,129. 
The section includes two branches. The west branch begins at 
the end of East 135th street and Mott avenue and runs to a point 
on private property on River avenue south of 157th street, with 
stations at East 138th and 149th streets. The east branch begins 
at the end of section 14 and extends under Park avenue, Canal 
street (Bronx), West and East 138th street to the center line 
of Alexander avenue, with a station between Third and Alex- 
ander avenues. 


St. Louis, Peorra & NortH WEsSTERN.—See Chicago & North 
Western. 


St. Lours SoUTHWESTERN.*~-The report of this company for the 
year ended June 30, 1911, shows that construction work has been 
continued on the Central Arkansas & Eastern. This line, which 
originally extended from England, Ark., to Gregor, 9.5 miles, 
has been extended from Gregor to Stuttgart, 18 miles, and from 
Rice Junction to Hazen, about 17 miles. The Stephenville North 
& South Texas, which had built 42.6 miles, from Stephenville, 
Tex., to Hamilton, when it was taken over by the St. Louis 
Southwestern, has been extended from Hamilton to Gatesville, the 
extreme southwestern terminus of the St. L. S. W. of T., 31.6 
miles, and from Edson, near Hamilton, to Comanche, 31.5 miles. 


San Dreco SouTHERN.—The electric division of this line from 
San Diego, Cal., to National City, 5.9 miles, is to be rebuilt, it is 
said. New 65-Ib. rail will be laid on the line. 


SAN Benito & Rio GRANDE VALLEY.—This company is building 
in the lower Rio Grande valley, Texas, and has completed more 
than 50 miles. A contract for extending the line to Mission, 
thence north to the new town of Monto Cristo, 15 miles, has been 
let recently. Surveys are also being made for extending the road 
further up the valley into the coal fields of Zapata county, about 
175 miles from San Benito. C. E. Ensminger, chief engineer, 
San Benito. (April 7, p. 878.) 


SOUTHERN Paciric.—This company is said to have under con- 
sideration the question of building an extension from Marfa, 
lex., north via Ft. Davis, towards Pecos City. 


SOUTHERN Raitway.—The report of this company for the year 
ended June 30, 1911, shows that during the year the new double 
track line through Lynchburg, Va., was completed and put in 
service. A new double track line between Citico, Tenn., and 
Ooltewah Junction, has also been completed. A number of lap 
sidings to facilitate train movement at points where traffic is 
heavy, have been constructed, thirteen additional lap sidings are 
being put in at various places between Atlanta, Ga., and Macon, 
between Knoxville, Tenn. and Chattanooga, and three between 
Morristown, Tenn. and Ashfield, N. C.; the total length of which 
wi! be 28.4 miles. Work has been started on 38 miles of double 
track, north of Atlanta, Ga., between Crosskeys and Gainesville, 
tl ‘company has also undertaken the completion of the Knoxville 
l«nnessee Belt Line river front extension, this- work calls for the 
Construction of about seven miles of track. Additional spur 
tracks to industrial plants were constructed during the year, 
averegating 11.31 miles, and new. side tracks constructed and 
Ccersions to existing tracks, amounting to about 14.72 miles. 
‘\\ditional yard and track improvements were carried out at 
i rmingham, Ala., North Birmingham and at Hamburg, S. C. 


ALOGA, Putnam & SouTHerNn.—Incorporated in Oklahoma, 
»'1 $100,000 capital to build from Chickasha, Okla., to Wood- 
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ward, 150 miles. The incorporators include C. W. Musgrove, 
I. M. Willey, F. W. Darby, all of Taloga; C. S. Dunn, P. Skel- 
ton, C. Miller and W. M. Phelps, all of Putnam. 


TIDEWATER & SOUTHERN.—A contract is said to have been given 
to Hahn & Son, Modesto, Cal., and work is now under way on 
a gap of four miles, near Stockton. This work is on the line 
now under construction from Modesto to Stockton. (May 5, 
p. 1185.) 


Toronto Roaps.—Bids are wanted by G. R. Geary, mayor and 
chairman of the Board of Control, up to November 1, 1911, for 
the construction of three miles of reenforced concrete subways 
and subway stations in Toronto, Ont. 





RAILWAY STRUCTURES. 


See an item in general news section, regarding the elimination 
of grade crossings at a number of towns in the state of New York, 
outside of Greater New York. 


ASHLAND Junction, Wis.—The report of the Chicago, St. 
Paul, Minneapolis & Omaha, for the year ended June 30, 1911, 
shows that work has been completed or is now under way on 
the following structures: New stations were completed at Ash- 
land Junction, Wis., Mankato, Minn., and Jordan, Fordyce, Neb., 
and at South Sioux City. Work has been started on a new 
station at Craig, and a new brick passenger station was con- 
structed at Sioux Falls, S. D., to replace the old station, which 
was removed to a new location and is now being used as a 
freight house.. A brick freight house was constructed at Min- 
neapolis, Minn.; the passenger station at New Richmond, 
Wis., and the combined freight and passenger station at Bay- 
field were remodelled and enlarged. A five-stall addition was 
made to the engine house at ‘Altoona, and four stalls of the en- 
gine house at St. James, Minn., were extended 17 ft. Work 
is now under way on a 15-stall engine house, also a machine 
shop and oil house at Omaha, Neb., to replace buildings de- 
stroyed by fire. An addition was made to the engineroom and 
work is now under way on a 20-ft. addition to the passenger car 
shop at Hudson, Wis. Work is also under way on an addition 
to the machine shop at St. Paul, Minn. Water tanks were 
built at Osseo, Wis., at Chetek and at Hudson. 


ATLANTA, Ga—The report of the Southern Railway for the 
year ended June 30, 1911, shows that work on the construction 
of a new in-bound freight station of modern type, at Atlanta, 
Ga., has been started and is expected to be finished in the early 
part of 1912. Theupper floors will provide office accommodations 
for the company’s forces at that place. Freight transfer facili- 
ties at the Inman yard (Atlanta) were finished and a large 
number of new station buildings and extensions to existing 
structures were also completed during the year. In connec- 
tion with the Georgia Southern & Florida, an additional freight 
station and platform facilities are being provided at Macon, Ga., 
ested in the Kentucky & Indiana Terminal Railroad, which has 
made plans to build a new double track bridge over the Ohio 
river between Louisville, Ky., and New Albany, Ind., also to 
double track its belt line and improve and enlarge the terminal 
facilities in Louisville, Ky. A number of water and fuel sta- 
tions, also some shop buildings, were constructed during the 
year at various points, and new boiler houses and store houses 
are being built at Spencer, N. C., and at Coster, Tenn. 


BALTIMORE, Mp.—Plans are being made by the officials of the 
city of Baltimore to build a steel bridge to have three spans over 
the tracks of the Baltimore & Ohio, in Baltimore. The estimated 
cost of the improvement will be between $40,000 and $50,000. 
The Board of Awards, Baltimore, may be addressed. 

BINGHAMTON, N. Y.—The New York Public Service Com- 
mission, Second district, has ordered the elimination of the grade 
crossing on the Delaware, Lackawanna & Western at Conklin 
avenue in Binghamton. The highway is to be carried over the 
tracks of the railway from a point 500-ft. west of the crossing 
and in connection with the Mobile & Ohio, additional wharf facili- 
ties are being made at Mobile, Ala. These improvements consist 
of a wharf and two-story warehouse. The company is also inter- 
changed location of the crossing. The railway company is to 
by an over-head bridge, and a new highway is to be built to the 
pay the entire cost of the improvements. 
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3uFFALO, N. Y.—A viaduct is to be built on the Hamburg turn- 
pike, over the tracks of the Buffalo Creek Railroad. The struc- 
ture will be 300 ft. long, together with the necessary approaches. 
Plans for this improvement are now ebnig made. The New York 
Public Service Commission, Second district, has crdered cross- 
ings constructed at Elmwood avenue, and underneath the tracks 
of the Erie Railroad and the Delaware, Lackawanna & Western, 
This work is to be carried out by the railway companies. 


Cuicaco.—The report of the Chicago & North Western for the 
year ended June 30, 1911, shows that the company’s new passenger 
terminal in the city of Chicago was completed and opened for 
traffic on June 4, 1911; also that five modern passenger stations 
were built in the city of Evanston, and work is now under way 
on a passenger staticn at Oak Park. New passenger stations 
were built at Wheaton, Iil., Harvard, Ravinia and Hubbard 
Woods; Madison, Wis., Allis; Negaunee, Mich.; O'Neill, 
Neb., and at Aberdeen, S. D. At Wheaton, IIL, and Rockford, 
brick freight stations were put up, and the company’s shop plant 
at Chicago was improved and enlarged by the construction 
of a 15-stall machine shop, a wheel and stripping shop, a trans- 
fer table and pit, and the installation of six electric travel- 
ing cranes. At Nelson, a 10-stall brick engine house, clinker 
pit and turntable were constructed. Improvements were car- 
ried out near Fulton, including a 58-stall engine house and other 
buildings, and work is under way at Boone, Iowa, on a 36- 
stall engine house, also a power house, machine shop and mis- 
cellaneous buildings. At Chadron, Neb., a 20-stall engine house 
and a brick shop building were put up, and work is now under 
way at Manitowoc, Wis., on a bituminous coal bridge 446 ft. 
long, and coal screening plant to be electrically operated also on 
a brick power house. 


CLEVELAND, Oun10.—The Pennsylvania Lines West have let the 
contract to the Fort Pitt Bridge Company, Pittsburgh, Pa., for 
the grade separation work at Cleveland, involving about 5,000 
tons of structural steel. (September 22, p. 574.) 


New York.—The report of the New York, New Haven & 
Hartford for the year ended June 30, 1911, shows that permis- 
sion has been granted to build a transfer station at 180th street 
and Morris Park avenue in the borough of the Bronx, New 
York City. On the Harlem River branch five stations have been 
renewed, and new stations were built at Westchester avenue 
and at Morris Park. Satisfactory progress has been made dur- 
ing the year in the construction of piers 39, 40 and 41 on the 
East river, and in Brooklyn a pier has been constructed and is 
now in service at North First street. The new six-track con- 
crete bridge over Humphrey street, New Haven, Conn., is 
now in service, and at Cedar Hill there is under construction a 
new brick and concrete roundhouse containing 43 stalls, additions 
to the water supply, a locomotive coaling plant machine shop and 
storage facilities. Preliminary plans, incidental to the construc- 
tion of a new passenger station at New Haven are in progress. 
This work necessitates changes to the gas, water mains and sew- 
erage systems, and it is expected that this improvement will not 
be finished for several years. A new passenger station has been 
built at Terryville, Conn. An extension has been built to the 
freight house at New Bedford, Mass., and some increased freight 
facilities are expected to be finished about January 1, 1912. At 
Worcester an express building is to be built, also a steel viaduct, 
connecting the tracks of the Boston & Maine with the tracks of 
the New Haven. New coach, car and engine facilities at South 
Worcester are under construction and new passenger stations are 
being put up in Boston at Harrison Square, Popes Hill, at 
Neponset, and a shelter shed at Atlantic. Improvements are also 
being made to the power station at Warren, R. IL, and at East 
Providence substation. Grade crossings have been eliminated as 
follows: In New York, one; Connecticut, 36; Rhode Island, one, 
and in Massachusetts, 17, a total of 55. A large number of new 
passenger stations and new freight houses were built and im- 
proved facilities were provided during the vear, and further im- 
provements are now under way at various places. A large num- 
ber of new bridges were constructed or strengthened during the 
year. 

St. Louis, Mo.—The St. Louis Southwestern has bought prop- 
erty in St. Louis as a site for a freight house, team tracks, ete. 
The old buildings on the property have been removed, and work 
is now under way on the improvements. 
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ALBERTA RaitwaAy & Irrigation Company.—This subsidiary of 
the Canadian Pacific has called for redemption on January 1, 
1912, its $3,250,000 5 per cent. debenture stock. 


Boston TERMINAL CoMpANy.—This company has asked authority 
of the Massachusetts railway commissioners to issue $500,000 
3% per cent. bonds of 1897-1947. 


CANADIAN Pactric.—See Alberta Railway & Irrigation Company. 


DeLawareE & EastTern.—-The New York Public Service Com- 
mission, Second district (state) has approved the plan of re- 
organizing this company as the Delaware & Northern. 
(September 22, page 578). 


DELAWARE & NoORTHERN.—See Delaware & Eastern. 


Erie.—Kissel, Kinnicutt & Co., New York, are offering $250,000 
of the new $4,550,000 3-year 5 per cent. collateral trust notes of 
October 2, 1911, at 9854 to yield about 5.50 per cent. on the 
investment. These are the notes which are secured by the 
deposit of $4,000,000 first mortgage 4 per cent. bonds of the 
Erie & New Jersey; and $3,000,000 first mortgage 4 per cent. 
bonds of the Genessee River Railroad. 


Fiorina Raitway.—This company has filed suit to recover 
$6,000,000 alleged damages from the Seaboard Air Line, the 
Knickerbocker Trust Company and others. The Florida Rail- 
way claims that the Seaboard Air Line and the Knickerbocker 
Trust Company entered into a conspiracy several years ago 
when the company had plans for an extension and prevented 
these plans from being carried out. 


GREAT NorTHERN.—1The New York Stock Exchange has author- 
ized the listing of $20,000,000 first and refunding mortgage 
414 per cent. series A bonds, due 1961. The mortgage secur- 
ing these bonds covers 7,429 miles of road. 


lowA CENTRAL.—See Minneapolis & St. Louis. 


Macomsp & WEsSTERN.—This property was sold under foreclosure 
for $50,000 to the Chicago Wrecking Company. The legality 
of the sale, it is said, will be protested by creditors of the 
company. The road runs fiom Macomb, IIl., to Littleton, 26 
miles. 


Minneavotis & St. Louts.—Stockholders are to be asked to 
authorize an increase of $8,000,000 of the preferred stock and 
an increase of $9,000,000 of the common stock; and authorize 
a new issue of bonds amounting to $75,000,000 for refunding 
purposes and for new construction. The new bond issue is to 
be secured by a first lien on the Minnesota, Dakota & Pacific, 
which is to be taken over by the Minneapolis & St. Louis. It 
is not proposed to issue the new stock at once, but this propo- 
sition is made for future financing. A committee consisting 
of Edwin Hawley, Newman Erb and F. H. Davis are to confer 
with a committee consisting of T. P. Shontz, Frank Trumbull 
and J. J. Slocum, which was appointed by the Iowa Central to 
agree on terms of a lease of the Iowa Central to the Minne- 
apolis & St. Louis. 

Misstssippt River & Bonne TerrE—A. G. Edwards & Sons, 
St. Louis, are offering the unsold portion of $2,500,000 first 
mortgage sinking fund 5 per cent. bonds of October 2, 1911- 
1931, of the Mississippi River & Bonne Terre at 101. The 
Mississippi River & Bonne Terre runs from Riverside, Mo., 
to Doe Run, 46 miles. 


New Orteans, Mosite & Cuicaco—Douglas, Fenwick & Co., 
New York, are offering the unsold portion of $250,000 first 
and refunding 5 per cent. bonds of 1909-1960 at 75, yielding 
about 634 per cent. interest on the investment. Of the total! 
$35,000,000 of these bonds authorized, there are outstanding 

$11,598,000 subject to $34,000 underlying bonds. 

NorTHERN Paciric—Thomas W. Lamont, of J. P. Morgan & 
Co., and George F. Baker, Jr., of the First National Bank of 
New York, have been elected directors, succeeding George W. 
Perkins and Alexander Smith Cochran, resigned. 

Union Paciric.—Julius Kruttschnitt, director of maintenance and 
operation of the Harriman Lines, has been elected a member o! 
the board. ° 
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ANNUAL REPORTS 


SIXTEENTH ANNUAL REPORT OF THE ATCHISON, TOPEKA & SANTA FE RAILWAY COMPANY. 


OFFICE OF 
Tue Artcnison, Topeka & Santa Fe Raitway System, 
No. 5 Nassau Street, New York City. 
SEPTEMBER 19, 1911. 
‘lo the Stockholders: 
Your Directors submit the following report for the fiscal year July 1, 
1910, to June 30, 1911, inclusive. ; 
The Lines comprising the Atchison System, the operations of which are 
embraced in the following statements, are as follows: ; 
June 30, 1911. June 30, 1910. 


Atchison, Topeka & Santa Fe Railway.... 7, 549. 69 miles. 7,439.64 miles. 


Rio Grande & El Paso Railroad.......... 20.2 20.21 
Gulf, Colorado & Santa Fe Railway....... 1,537. 48 3 1518135 -“ 
Eastern Railway of New Mexico.......... yA lida gence 6 
Pecos & Northern Texas Railway......... 29642  * Zascee 
Panes Biver BaUrGsG socks 5c ccs ecccscucs o4.28 “* 54.26 “ 
Santa Fe, Prescott & Phoenix Railway..... 364.24 “ 257.40 ™ 
Southern Kansas Railway of Texas....... 124.92 ‘ 124:92 “ 
Texas te Gull Ramway cscs cccaaweses cess 96.14 ‘** 96.44  * 
Gulf & Interstate Railway of Texas....... itor «CO ** — 
Conia: San Saba & Llano Valley Raticocd GOs — 


10,400.37“ 





Increase during the year 439.12 miles. 

The average mileage operated during the fiscal year ending June 30, 
1911, was 10,350.13 miles, being an increase of 433.80 miles as compared 
with the average mileage operated during the preceding fiscal year. 

In addition to lines covered by this report there were completed on 
June 30, 1911, 242.64 miles of additional line, all of which will be ready 
for operation in the near future. 

The Company also controls, through ownership of stock and bonds, other 
lines aggregating 101.78 miles and is interested jointly with other com- 
panies in 578.72 miles. 


INCOME STATEMENT 


The following is a summary of the transactions of the System for the 
years ending June 30, 1910 and 1911: 











1910. 1911. 
Total Operating TOVENUES. 05 o:65.c:dcsesesees $104,993,194.67 $107,565,115.62 
Income from other sources........ecccees 2,550,055.49 2,207 ,366.07 
Income from all sources............. $107,543,250.16 $109,7 772,481.69 
Expenses, including taxes, rentals and other 
UENO “are alsa aio: acs o-oo aro e a:9'95:8-4.8 ietaiauel ace 75,133,314.54 75,689.094.83 
$32,409,935.62  $34,083,386.86 
Vixed charges, including accrued interest 
on Adcjustinent Bonds. io... oico.eois cicisiencee 11,984,151.36 12,712,319.31 
WEGIRNOG Sols oh o:s0e sss aS a baewe ass $20,425,784.26 $21,371,067.55 


From the net income for the year the following sums 
have been deducted: 
DIVIDENDS ON PREFERRED STOCK— 
No. 25 (24%%) paid Feb. 1, 
MUPAGS 1 ote vevstars w.isrs 4sa/ag iol au os aceninaaieuaae 
No. 1 (24%%) paid Aug. 1, 
ROIR cisiwate sa ait oelaanies aie 2,854,345.00 





$5,708,690.00 
DivipENDS ON Common StTOck— 
No. 21 (14%%) paid Sept. 1, 
1910 





DAO? isis are i ars washes owes $2,482,777.50 
No. 22 (14%%) paid Dec. 1, 
APNND) svete sta iaih y's eiuardiers-¢ ace 2,482,777.50 
No. 23 (14%%) paid Mar. 1, 
Srveiciateveinia a araaiaiers a as 2,482,777.50 
a = (114%) paid June 1, 
eiptoraifereieeiatscale-9i at 4.50% 2,484,127.50 
a 9,932,460.00 
Appropriation for Fuel Reserve Fund..... 414,139.59 
Appropriated for Additions and Betterments 5,000,000.00 
——_——_____— 21,055,289.59 
Surplus carried to Profit. and Uo08s. os 6: 66.0: sciess oc-8seoes $315,777.96 
Surplus to credit of Profit and Loss June 
BU MNO sisreser was 0a os arse 96004 6 «ps ele $20,231,803.67 
Additions to Profit and Loss Account. 19,125.00 
_—_—— — 20,250,928.67 
Surplus to credit of Profit and Loss June 30, 1911....... $20,566,706.63 


Income from sources other than earnings from operation consisted of 
interest on cash in banks and sums collected as interest and dividends 
upon bonds and stocks of companies, the operations of which are not 
included in the System accounts. 

During the fiscal year the sum of $240,000 in cash was _ received as 
the net proceeds of sales of land embranced in the Santa Fe Pacific Land 
Grant, but this was directly written off the book value of Railroads, 
F ranchises and Other Property, and the transaction does not appear in the 
Income Account. 


CAPITAL STOCK AND FUNDED DEBT. 


The outstanding Capital Stock (deducting stock in treasury) on June 30, 
1910, consisted of: 


Oo Cota OC PRO GOTTIOT $165,518,500.00 
PHPMBETOR sia 501665409 4 dsresleeGee is Ow wietecs 114,173,730.00 
——————_ $279,692,230.00 
{ssued during the year: 
Common Stock Issued in exchange for Convertible Bonds 
coc ES RE Er rr Sy nan morte riore ok te 2,912,000.00 
Capital Stock outstanding June 30, 1911: 
RUINED raha s4. Grae a bose 40 0 SaaS B14 8S % 6019 0-650 $168,430,500.00 
TOURER, hia 6 cbc 4: 6466 OR vies ase 8 E5346 114,173,730.00 








$282,604,230.00 


The outstanding Funded Debt of the System (deducting 

bonds in treasury) amounted on June 30, 1910, to........ $302,004, 952.71 
The following changes in the Funded Debt occurred 

during the year: 

Obligations issued: 
Convertible 4% Bonds—Issue of 1909... 


$967,750.00 
Convertible 4% Bonds—Issue of 1910... ) 


29,307,617.29 
_-——_—_-—_ $30,275,367.29 
Obligations Purchased or Retired: 

Serial Debenture 4% Bonds, 


SRN RE 0 io. acai oreo eieienelad «bisa eisiekne $7,000.00 
IIE Pia d: gicrgrdvetaal ss atard sie ace eraineaainie 81,000.00 
WN MN oc ai5i& ersre aia ei: 64am wianieca cu <Coisere 105,000.00 
Convertinie 46 Bonds... s6.ccc dees cess 2,659,000.00 
Convertible 5% Bonds. ...ciciccc ccccccws 253,000.00 


Miscellaneous Divisional Bonds 


73,500.00 
re 3,178,500.00 


Increase of Funded Debt ~ $27, 096, 867. 29 


$329, 101,8 20. .00 


Total System Funded Debt outstanding June 30, 1911.... 





Interest charges for the year ending June 30, 1912, will be approximately 
$13,426,200, or an average monthly charge of ‘about $1,118,850. 


CAPITAL EXPENDITURES AND REDUCTION OF BOOK VALUES 


The total charges ‘to Capital Account, as shown by the General Balance 
Sheet page 22, at June 30, 1911, aggregated $609,287,764.18 as compared 
with $577,180,953.11 at June 30, 1910, an increase ‘during the year of 
$32,106,811.07 which analyzes as follows: 

Construction and acquisition of new mileage, including the acquisition of 
bonds and stocks of other railway and terminal companies: 


Atchison, Topeka & Santa Fe Ry. ......... $36,751.75 
Arizona & ‘California Ry........ asa reaeneresesese 41,177.64 
Bradshaw Mountain BR. Rie icc cic cecccce us 21,993.64 
Eee MME ola ooh aks 60k os 6:6) # ose wieneie sie 38a) 1,000.00 


Concho, San Saba & Llano Valley RK |: ae 191,668.94 


Eastern Ry. of New Mexico........0..0c06. 3,468,483.50 
Fullerton & Richfield Ry.................. 86,362.34 
Garden City, Gulf & Northern R. R........ 530,838.79 
Grane Canyon eis 66 i dersiiistacs See ee Sie Risen 27,111.94 
Gulf, Beaumont & Kansas City Ry......... 70,440.00 
Gulf, Colorado & Santa Fe Ry. sc ciiccnee 1,724,535.66 
Houston Belt & Terminal Ry.............. 10,390.80 
Mere RRO NG oso chee 6 aus scat dew acclere a awed 159,306.48 
Present m Pastert So Rik ec cisc aac dsatsck« 64,803.68 
mt. Joseph. Terminal We Riso o.0i6 decis s cecices 24,640.10 
Santa Ke Dock & Channel Co... .:5.c.066500% 618,124.86 
Sunset WEStCM TGs cic cncecsccsascev ewes 33,289.94 
GMS NOE GBB E POLY 010 0) 6.0) 6: 6.009064 w a'etbiateine se b.Ane 6,909.23 
Wichita Union Terminal Ry............... ,500.00 


SSS FF 2892929 
Additions and Betterments—System Lines: 
Right of Way, Station Grounds and Real 


BEANO aofalcherssa%e aie oa ine a nine oars wae oae meee. $132,047.27 
Widening Cuts and Fills, including Protec- 


BROGAN ot gOS oan e-eiere walas-aaiacerna det 403,081.18 
Grade Reductions and Changes of Line.... 1,301,946.22 
Bridges, Trestles and Culverts............. 796,565.33 


Ballast, including cost of spreading and put- 
CEOS “UGOGEE WAC ooo ecsid.cincs 0006 balan tierce 1,145,989.38 


Increased Weight Of Rail... ..sc:ccccecccsenes 448,209.97 
Frogs, Switches, Track Fastenings and Ap- 

tay COR sare oars). 6 aras's-<- vere ahaeeiecaians.a ie 668,092.11 
Agestional Main Eras... 3 sks cicceccwesews 3,757,569.85 
Sidings and Spur Tracks...... ay aoc ng Base 639,709.04 
TTI TOE, Fe. Cree 66 scndive oR dies wa crndelnaca 387,309.80 
Track Elevation, Elimination of Grade Cross- 

ings and Improvements of Over and Under 

Grade a BOOTING 6; Src ol ok eae kau or ore 191,778.93 
Interlocking, Block and Other Signal Appa- 

RUM or ote ra crc aeneiaier akg AiGvarelen acd lela aan wiser e wiA 338,233.42 
Telegraph and Telephone Lines............. 206,801.03 


Buildings, Shops, Dock and Wharf Property 1,199,677.20 
snop Machinery and TO01S «6... 66:60 00 179,673.01 
Additional Eauipment «nc. 2 .cccccccscesees 13,383,752.46 








Betterments to Equipment................. 52,957.60 
Other Additions and Betterments........... 633,230.62 
— 25,866,624.42 
Fuel Lands and Other Properties: 
PON AMINE i Gre ho Saha Ria e-a so bare hKar die a aS ama $155,000.00 
Kee Plant, San Bernardino. <... 6666 6scecs ccs 69,010.18 
VIR AUG PIGOD LARNG. 6c 6.0 oc:sic sce ssa dows 85,904.23 
Real Estate held for future use............ 214,334.85 
Miscellaneous TOMS << 6.0 iciceiss cece wees 163, 778. 20 
—— _— 688,027.46 
MGR EMP VCGUNIG GS ook c, caiciesesona’aie sue Gide SW a Siarered elelbiere-w ele wele.cr 803,867.41 
PReTRINNT dCi EMMI I ood og Lg: Sra se Sis ee eee Baw ARE eM edie $34,478,848.58 
Reduction of Book Values: 
Cae MR ES ine op oa we hace as eee de dita se ees $1,000.00 
Gulf & Interstate Ry. of Texase es eccicccces 7,479.00 
Gulf, Beaumont & Kansas City Ry......... 72,500.00 
Santa Fe Pacific R. R.—Land Sales........ 240,000.00 
Santa Fe, Prescott & Phoenix Ry.......... 86,797.32 
RR Chee el tae ears aisles Ha ea elee wesiblareenéaeke 33,000.00 
Santa Barbara Tie & Pole CO. < .cccsciccccs 29,348.42 
Texas Tie & Lumber Preserving Co........ 27,749.57 
Reserve for Accrued Depreciation......... 1,874, 163.20 


2,47 2,0a0 sat 
Net Increase in Capital Account during the year...... $32,106,811.07 








738 


MAINTENANCE OF EQUIPMENT. 


The following statement shows the sums charged to Operating Expenses 


for Maintenance of Equipment during each year since July 1, 1896: 


Total 
Expenditure. 
$3,443,884.82 

4,659,277.99 
4,810,795.64 
5,267 ,832.40 
6,257,456.57 
7,864,951.25 
8,510.543.09 
10,006,135.41 
10,914,864.47 
10,720,040.43 
11,779,846.64 
14,246,621.44 
13,903,897.37 
15,560,047.44 
10,350.13 16,686,145.45 


For the year ending June 30, 1911, maintenance charges, 
renewals and depreciation, averaged as follows: 


Expenditure 
Per Mile. 

$534.45 
671.75 
684.07 
717.56 
801.49 
1,001.22 
1,068.48 
1,223.31 
1,314.19 
1,271.05 
1,270.32 
1,513.18 
1,419.51 
1,569.13 
1,612.17 


including 


Average Operated 
Mileage. 
6,443.81 
6,936.02 
7,032.62 
7,341.34 
7,807.31 
7,855.38 
7,965.13 
8,179.59 
8,305.40 
8,433.99 
9,273.15 
9,415.01 
9,794.86 
9,916.33 


Year Ending 


Per locomotive 

Per locomotive mile 

Per passenger car, including mail and express................ 
Per passenger car mile 

Per freight car 

Per freight car mile 


The foregoing average maintenance charges include a proportion of un- 
located expenditures for Maintenance of Equipment charged to Superin- 
tendence, Shop Machinery and Tools, Injuries to Persons, Stationery and 
Printing, Other Expenses and Maintaining Joint Equipment at Terminals. 

The following charges were made to Additions and Betterments in respect 
‘of additional equipment purchased and built during the year and in respect 
of payments made for equipment received during prior years: 


RAILWAY AGE GAZETTE. 


Vor. 51, No. 15. 


The average freight revenue per freight-train mile increased from $3.00 
to $3.19, or 6.33 per cent. 

The average passenger revenvie pe? pas.enger-train mile was $1.21, or 
the same as in the previous year. 

The average passenger-train revenue per passenger-train mile decreased 
from $1.53 to $1.51, or 1.31 per cent. 

The tons of freight carried one mile (revenue and company) decreased 
242,574,954, or 2.63 per cent., while freight-car mileage (loaded and empty) 
decreased 8,963,680, or 1.30 per cent., and freight-train mileage (freight 
and mixed) decreased 1,291,745.45, or 5.44 per cent. 

The number of passengers carried one mile increased 32,100,551, or 2.60 
per cent., while passenger-car mileage increased 6,175,217, or 4.91 per 
cent., and the passenger-train mileage (passenger and mixed) increased 
1,509,636, or 7.19 per cent. 

The following is a consolidated statement of the business of the System 


for each fiscal year during the period since January 1, 189 


Expenses, 
Including 
Taxes, Interest 
Rentals and on 
Other Bonds. 
Charges. 


Gross 
Revenues, 
Including 

Income from 
ther 
Sources. 


Fiscal Average 

Year Miles 
Ending Oper- 
June 30. ated. 


1897 


Net 
Revenue. 


$53,785.78 





90 Locomotives 
119 Passenger-Train Cars 
8,753 Freight-Train Cars 


$2,952,157.37 
1,343,894.63 
10,606,499.40 


(18 mos.) 6,443.81 $44,532,628.99 $36,038,455.30 $8,440,387.91 
2 


10,350.13 


39,396,126.41 
40,762,933.47 
46,498,899.04 
54,807 ,379.78 
60,275,944.33 
63,668,390.99 
69,419,975.41 
69,189,739.65 
79,390,749.05 
94,436,574.68 
91,289,770.61 
95,424,091.89 
107,543,250.16 
109,772,481.69 


30,513,553.17 
29,332,964.11 
29,414,427.56 
34,502,039.87 
36,27 2,432.45 
40,635,576.48 
44,641,434.10 
47,835,883.50 
51,035,355.71 
61,779,916.16 
65,031,582.67 
61,458,019.13 


7,045,988.30 
7,241,972.00 
7,345,166.50 
7,830,810.83 
8,438,985.00 
9,134,485.24 
9,418,770.00 
9,611,510.09 
10,622,184.22 
11,487,934.70 
12,579,301.77 
13,548,081.93 


1,836,58-4.94 

4,187,997.36 

9,739,304.98 
12,474,529.08 
15,564,526.88 
13,898,329.27 
15,359,771.31 
11,742,346.06 
17,733,209.12 
21,168,723.82 
13,678,886.17 
20,417,990.83 


75,133,314.54 11,984,151.36 20,425,784.26 


75,689,094.83 


12,712,319.31 


21,371,067.55 


The following statement shows the gross operating revenues of the 


System (exclusive of income from other sources) 


erated for each fiscal year since July 1, 1896: 


per mile of road op- 


178,207.16 
366,255.63 


$15,447,014.19 
during the year. as 


$349,531.23 
37,363.77 
1,655,114.86 
18,066.87 
3,185.00 


154 Miscellaneous Cars 
1 Ferry Boat 


Less—Values of equipment retired 
follows: 
22 Locomotives 
20 Passenger-Train Cars 
2,519 Freight-Train Cars 
23 Miscellaneous Cars 
1 Car Float 
2,063,261.73 


$13,383,752.46 


A statement of the locomotives in service and of their tractive power 
will be found on page 37. 


MAINTENANCE OF WAY AND STRUCTURES. 


The following statement shows the sums charged to Operating Expenses 
for Maintenance of Way and Structures during each year since July 1, 
1896: 


Year Ending Average Operated Total Expenditure 


Gross Operating Average per 

Revenues. Mile of Road. 
$30,621,230.10 
39,214,099.24 
40,513,498.63 
46,232,078.23 
54,474,822.61 
59,135,085.53 
62,350,397.28 
68,171,200.18 
68,375,837.25 
78,044,347.25 
93,683,406.91 
90,617,796.38 
94,265,716.87 
104,993,194.67 

107,565,115.62 10,392.63 


The following statement shows the development of the freight and pas- 
senger revenues of the System since July 1, 1896: 


Year Endirg Jure 30. 


Passenger 
Revenue. 


Freight 


Year Ending June 30. Revenue. 


June 30. 
1897 


Mileage. 
6,443.81 
6,936.02 
7,032.62 
7,341.34 
7,807.31 
7,855.38 


Expenditure. 
$6,282,923.15 
8,281,397.88 
7,672,107.62 
6,354,372.10 
6,433,840.36 
6,141,466.39 
9,304,892.04 
9,170,234.07 
11,385,418.33 
12,475,407.97 
15,286,062.66 
14,120,828.02 
12,884,406.81 
17,807,136.20 


Per Mile. 
$975.03 
1,193.97 
1,090.93 
865.56 
824.08 
781.82 
1,168.20 


$22,067 ,686.77 
28,588,716.76 
29,492,586.65 
33,729,332.83 
39,052,557.43 
41,815,607.05 
44,622,438.71 
47 762,653.23 
47 408,982.36 
54,598,902.82 
65,500,309.42 
61,848,638.51 
64,212,638.10 
71,194,055.59 
71,787,200.89 


$5,574,288.31 

7,347,361.59 

8,126,141.85 

9,334,661.57 
11,678,017.25 
13,439,384.57 
13,469,985.78 
15,433,773.63 
16,045,380.27 
18,013,988.56 
21,171,629.08 
21,643,427.49 
22,734,505.32 
25,437,181.98 
27,204,867.66 


10,350.13 16,059.786.90 
COMPARISON OF OPERATING RESULTS. 


The following is a statement of revenues and expenses of the System 
for the fiscal year ending June 30, 1911, in comparison with the previ- 
ous year: 

Increase 
or Decrease. 


$593,145.30 


Year Ending 
June 30, 1910. 


$71,194,055.59 
25,437,181.98 1,767,685.68 
Mail, Express and Miscel- 


laneous 8,361,957.10 211,089.97 
Total Operating Revenues $107,565,115.62 $104,993,194.67 $2,571,920.95 


Year Ending 
June 30, 1911. 
OPERATING REVENUES: 
Freight 
Passenger 


$71,787,200.89 
27 204,867.66 


8,573,047.07 





OPERATING EXPENSES: 
Maintenance of Way and 
Structures 
Maintenance of Equipment 
Trafic Expenses 
Transportation Expenses. . 
General Expenses........ 


$16,059,786.90 $ 
16,686,145.45 


807,136.20 —$1,747,349.30 
560,047.44 1,126,098.01 
,114,260.49 135,638.20 
»821,825.23 1,361,694.86 
»458,550.52 130,349.92 


Total Operating Expenses $70,768,251.57 $69,761,81 9.88 $1,006,431.69 
$36,796,864.05 $35,231,374.79 $1,565,489.26 
65.79 66.44 —.65 


are deduced from tables set forth on pages 


33,183,520.09 3 


7 
5 
2,249,898.69 2 
1 
2,588,900.44 2 





Net Operating Revenue 
Ratio of Operating Expenses 
to Operating Revenues.... 


The following averages 
32 and 35. 

The average tons of freight per loaded car mile decreased from 19.08 
to 18.92, or .84 per cent. 

The average tons of freight carried per freight-train mile increased from 
388.80 to 400.35, or 2.97 per cent. : 


TREASURY. 


Neither this Company nor any of its auxiliaries has any notes or bills 
outstanding. 

The Company held in its treasury on June 30, 1911, $36,204,747.06 cash, 
and had available $3,780,000 General Mortgage Bonds, including bonds not 
yet certified by the Trustee. The Company also has in the treasury un 
pledged a large amount of stocks and bonds of other companies, of which 
part are carried in the balance sheet as Investments and part are included 
under Railroads, Franchises and Other Property. 

The remaining installments of principal subscriptions to Convertible 
Bonds, issues of 1909 and 1910, aggregating $30,275,367.29, referred to in 
the last annual report, were received during the year. 


FUEL RESERVE FUND. 


The fund has been increased during the year by earnings derived from 
certain fuel properties as follows: 


Amount to credit of Fund June 30, 1910 
Added during the year 


In Fund June 30, 1911 


WEST TEXAS CONSTRUCTION. 


Reference to the construction of lines in West Texas was made in the 
last annual report. Of the line between Coleman and Lubbock there were 
completed and opened for traffic during the year 17.54 miles Lubbock to 
Slaton Junction. Rails between Coleman and Slaton Junction have been 
laid, and it is exovected the entire line between Coleman and Lubbock wil! 
be completed and opened for traffic by November 1, 1911. The branch 
line, Slaton Junction to Lamesa, a distance of 54 miles, was completed and 
opened for traffic October 1, 1910, and the line Lometa to Eden, a distance 
of 98 miles, has been completed to Brady,-a distance of 66 miles, and was 
opened for traffic September 11, 1911. ai 

he work of reducing the grades and ‘étrvature of the San Angelo 
Branch of the Gulf, Colorado & Santa Fé Railway between Temple ‘and 


$1,016,915.80 
414,161.55 


$1,431,077.35 


—$$<—$—_ ——— 
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Coleman has been pushed throughout the year, the work between Temple 
and Lometa being practically completed. The improvement of this branch 
will facilitate the handling of traffic between points on or near the Gulf 
of Mexico and the Pacific Coast, for which traffic the line between Cole- 
man and Lubbock, in connection with the railways of other companies 
comprised in the System, will afford a new trunk line. 

The new West Texas mileage above referred to goes through a very 
important territory which as yet is almost entirely undeveloped. It is 
reasonable to anticipate that by virtue of this new mileage this part of the 
State of Texas will enjoy great development and that the system eventually 
will derive substantial benefit from such development and also from the 
new through business which it is believed will result from the opening of 
this new through line between the Pacific Coast and the Gulf of Mexico. 


GARDEN CITY, GULF & NORTHERN RAILROAD. 


This line, 38 miles in length, extending from Garden City, Kansas, on 
your main line, to Scott City, Kansas, the former terminus of the Great 
Bend Branch, was acquired during the year and is now being operated by 
The Atchison, Topeka & Santa Fe Railway Company as a part of the 
System, under lease dated July 1, 1911. 


KINGS RIVER RAILWAY. 


An extension of the Fresno County Railway from Wahtoke to Piedra, 
Fresno County, California, has been constructed during the year under 
the charter of the Kings River Railway Company. The extension is 11 
miles in length and was completed and ooened for traffic March 19, 1911, 
as of which date it was leased to The Atchison, Topeka & Santa Fe Rail- 
way Company and is operated as a part of the System. 


LATON & WESTERN RAILWAY. 

This line, extending from Laton to Lanare, Kings County, California, 
a distance of 15 miles, constructed during the year and opened for opera- 
tion February 22, 1911, has been leased by your company for a term of 
§ years with option of purchase at any time during that period. 

SANTA FE DOCK & CHANNEL CO. 

This company was organized during the year to take over and operate 
dock facilities at Port Bolivar, Texas, formerly owned by The Gulf & 
Interstate Railway Company of Texas. 


SUNSET WESTERN RAILWAY. 
An extension of this line in a northerly direction from Fellows to Shale, 
Kern County, California, to serve more adequately the Midway Oil Field, 
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has been constructed jointly with the Southern Pacific Company. 


The ex- 
tension is 2.25 miles in length and was completed and opened for traffic 
April 20, 1911. 


ADDITIONAL MAIN-TRACK MILEAGE. 

The mileage of second track in operation on June 3(, 1911, was 687.58 
miles as compared with 526.95 miles at the close ot the preceding fiscal 
year, being an increase of 160.63 miies. 

Seconp Track Work 1N PROGRESS: 
Missourt Dtvision: 


Mendon- to Carrolltan,: Mois < ii. cccccitetcisiedsecenswceseess 20:04 mlem 
Lines WEstT OF ALBUQUERQUE: 
MURR © AMM OP Fe ore odd, 6S. eee eRenen actos 9.16 “ 
DEOR aers CiP EROEACE PIN NE ior .0) 5 <:eraiet-o a'eide ate sie @iem, bere arene 10.82 ‘ 
DASCIIN RO WN IAMIS DNDEB 6 ina 6-20: 6-08are 6 Sia Weis 40-5. ec a wee eee sa.94 
Replat COE UR VIG We DUBE Be ea 6 alos cia''a sre! aiaage dha): dren shee 9 @ieveele-e 10:57 “ 
89.16 * 


In addition to the above, second track work has been authorized on the 
Lines West of Albuquerque fer a distance of about 40 miles in the vicinity 
of Needles, California, and extensive grade reductions and changes of line 
have been authorized preparatory to the construction of additional second 
track between Albuquerque and Gallup. Most of this work will be com- 
pleted by the close of the present fiscal year, when second main track in 
operation will approximate 816 miles. 


The death of Mr. Paul Morton on January 19, 1911, deprived the Board 
and the stockholders and bondholders of this Company of a strikingly ef- 
fective and valuable representative. Although only fifty-three years old he 
had spent thirty-eight years in active business life, and all that he achieved 
served to make singularly complete his training for the post of Director 
of this Company. His long railroad career, eight years of which were in 
the service of the Company as its Vice-President, gave him an intimate 
knowledge of its affairs and all aspects of the railroad problem, which with 
his integrity and soundness of judgment, gave to his directorship a value 
which cannot be overestimated. 


Your Directors take pleasure in again recording their appreciation of 
Faithful and efficient service rendered by officers and employes. 
EDWARD P. RIPLEY, 
President. 


NEW YORK, NEW HAVEN AND HARTFORD RAILROAD COMPANY—FORTIETH YEAR. 


In accordance with the By-Laws of The New York, New Haven and 
Hartford Railroad Company, the Board of Directors have caused to be 
prepared a general statement of its affairs for the year ending June 30, 
1911, as follows: (For earnings of the New Haven System see annexed 
statement. 


FOR TWELVE MONTHS, JULY 1, 1910, TO JUNE 30, 1911, 
YCLUSIVE. 






































IN 
OPERATING REVENUE: 
Freight Revenue .....scccevecscecs caieies - $30,329,092.32 
Passenger Revenue ....... pees eeeeee seeeeee 26,212,670.51 
All other Revenue from Transportation.... 4,200,645.74 
Revenue from Operations other than Trans- 
POLERUION icc cles sce esSbeve ose caapewews 154335036:23 
TotaL OPERATING REVENUE.......+.. re $62,153,434.80 
OPERATING EXPENSES: 
Maintenance of Way and Structures...... - 6,980,036.18 
Maintenance of Equipment........ patter Unetdoeis 7,193,424.77 
Traffic Expenses ....... rn ee 351,999.10 
Transportation EXXPENses 2... 0000 655 000 cees 24,526,959.38 
General Expenses .2..0scesesces cVeeareaen | Ageeenalonee 
*ToTAL OPERATING EXPENSES..........-- 40,898,632.63 
Net OPERATING REVENUE ......-eee0- ie 21,254,802.17 
Net REVENUE FROM OUTSIDE OPERATIONS.... 1,399,792.67 
Toran Nut REVENUE 2. ..0csess pntclatees 22,654,594.84 
en ar pete Crririnr at rare : 3,578,363.15 
19,076,231.69 
INcoME FROM OTHER SOURCES: et. 
Dividends on Stocks......... ara Sis Sarees vivaqe B,AR75 150509 
Interest on Bonds ...... ibiase Aiecatatane Ses areas 1,092,971.69 
MISCEHBREGUS ANCOME 6 c00s00scsseneseees 1,832,316.30 
RTP ES MERRIE 6 og obs 400 6-40 a0 A nin dine ORONO 356,687.66 
OE Oe | a cee i ree 409,802.11 
TotaL INCOME FROM OTHER SOURCES.... 9,178.928.35 
TOCA INGUIN: 35-6 40-0050 s:0clt0 e's Sree areca 28,255,160.04 
Depvctions FROM INCOME: 
Interest on Bonds, Debentures and Other 
ia oc sis 0100004060 OT ee er ne 10,710,388.97 
Rentals of Leased Lanes... cs 60s. 05600000 4,478,324.32 
Rentals Gter that BHOVCs.-.:6.66:6:5.000,0:000-<0-0 1,874,134.74 
Miscellaneous ......0000. reer aig a airase err 5,000.00 
Totat DepucTIONS FROM INCOME....... 17,067,848.03 
PUT DOMED: iis ease has some Sais ck eerie 11,187,312.01 
Divipenps Nos. 124 ro 127 INCLUSIVE, 2% EACH 10,222,598.00 
Divivenps Nos. 3 TO 6 INCLUSIVE, ON PART 
PAID BIOGE) 6 sleeaics eeeéneeus Seka Soa wer 2,232,254.00 12,454,852.00 
DRPICIT i.ctese%s:< NORA Dau ONe en aNnne neon : $1,267,539.99 


“The Operating Expenses and Taxes were 71.56 per cent. of the Total 
Operating Revenue. 

he increase of wages granted to employes, referred to in the General 
Statement for 1910, has added very materially to the cost of conducting 
the business and the expected partial offset. to result from increases of 
reight rates failed of realization because of the refusal of the Interstate 
Commerce Commission to consent to such. increases. 


It was estimated that the advances in wages to employes effective with 
»eginning of the fiscal year of. 1911 would aggregate $1,757,506.00. 
pared with the wages paid in. 1910 these advances have increased the 
If the same rate of wages 


the 
Com 


Operating expenses of 1911 by $1,521,513.42. 





had prevailed in 1911 as was paid in 1910 the ratio of operating expenses 
to revenue would have been 63.35 per cent., a little less than the ratio 
for 1910 and the deficit of $1,267,539.99 converted into a surplus of 
$253,973.43. 

Your property has been well maintained during the year and is now in 
fine condition and capable of handling a very much larger volume of 
business than has so far been offered, in fact, any additional business 
within the range of reasonable expectation can be handled with economy 
and efficiency. 

Deferring to the wishes of many investors, a combined income account 
and general balance sheet of all companies comprised in the New Haven 
System have been prepared, excluding only the New York, Ontario & 
Western, Boston and Maine and controlled lines and Maine Central and 
controlled lines, your interest in which has been treated as investments. 

From this account it will be seen that had all of the surplus earnings 
of all of the companies for the fiscal year been turned into the treasury 
of your Company they would have failed by only $313,288.60 of meeting 
the New Haven dividend for the year. 

The surplus earnings in the treasuries of subsidiary companies available 
for dividends were more than sufficient, if paid into the treasury of the 
parent company, to have met the deficiency of its earnings to pay its 
dividends, but your directors did not deem it advisable to deplete the 
treasuries of the subsidiary companies for that purpose. 

The expenses of the combined companies include some of an extra- 
ordinary nature, it is believed may be avoided in the future. Among 
these may be mentioned the cost of the appraisal of the companies’ prop- 
erties in connection with the validation of the companies’ securities claimed 
to have been issued in violation of the laws of the Commonwealth of 
Massachusetts; the trolley properties were found to have a large amount 
of equipment that had been carried upon their books for many years that 
was obsolete for their purposes, but was still in shape to be used in 
emergencies,—the value of which has been written off to the expenses 
for the year; the steamboat companies have sold and broken up boats that 
stood upon their books at very considerable valuations, which have been 
also written off in the year’s expenses, so that the property of the com- 
panies stands upon their books at a much more conservative valuation 
than heretofore. 

The interest during construction on the investment in the New York, 
Westchester and Boston Railway, the New York Connecting Railway, the 
Berkshire Street Railway, and the electrification work upon the Harlem 
River Branch, the double tracking of the Poughkeepsie Bridge line, none 
of which has reached a stage to make returns in earnings, has been included 
in the interest charges of the companies, (and not offset in any way by 
the securities eventually to be received, which will be available for sale), 
and the results from these investments and economies from these improve- 
ments, nearly all of which will be available during the next fiscal year, 
will be reflected in the statements for that and future years’ operations. 

It will be noted that many of the items that have made up the charges 
to the expense accounts for the past year, could have properly been charged 
to the profit and loss and investment accounts, and have thereby resulted 
in a surplus for the year instead of the deficit shown, but the net result 
to the property would have been unchanged. 

In addition to the earnings shown in the general statement and com- 
bined statement, there were the following earnings from funds established 
by the Board of Directors, at the expense of the operating expense accounts 
of the past year and the accumulation of the surplus of such charges to 
accounts for previous years, as below, viz.: 


Insurance Fund, see page ‘“36”..........<. EP ae «+ + $317,569.54 





Accident and Casualty Fund, see page ag OR NPR ete tit 434,638.87 
Coat issurance Fund; cee page “SS a. occiccweneect cencccsesee 9,815.82 
WAS oocadeee ss oe ebubieusis i ic tal + e+ -$762,024.23 
Less decrease, the Marine Insurance Fund, see page ‘'40”..... ae 2oyedoedo 
I oor eens Fas evibecresienladsans + «$746,768.85 


Not since the disaster at Norwalk in 1853 has your Company experienced 
the misfortune of such a serious accident as that which occurred to one of 
its principal passenger trains at Bridgeport on July 11, 1911. Deplorable 
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as was this accident in the destruction of life and injury to person, a most 
thorough investigation by the Company has proven to its satisfaction that 
the accident was not due to any lack of provision as far as human fore- 
sight could make for the absolutely safe movement of trains supplemented 
by specific printed instructions for the government of employes. The cost 
of settlement of death and personal injury claims will impose no burden 
on the operating expenses as ample reserves have been made out of the 
income of [gee years for just such a contingency through the estab- 
lishment in 1906 of an Accident and Casualty Fund. 

As yet your Company has received no return from its investment in 
the New York, Westchester & Boston Railway Company, although its 
income account has been charged with the interest upon the money required 
to be raised for the purpose. 

Part of this investment is represented by $16,300,000 of bonds no part 
of the interest on which amounting on June 30, 1911, to $1,238,926.47 has 
peen credited to income. 

While notes have been given for this interest and for interest on 
advances amounting to a further sum of $58,465.29, or a total of 
$1,297,391.76, which notes will eventually be paid, your directors feel that 
it is in consonance with conservative accounting to defer the consideration 
of the crediting of this interest to the earnings of the Company until the 
money has actually reached the treasury. 

Had this interest been available as a credit to earnings during the fiscal 
year of 1911, the deficit of The N. Y., N. H. & H. R. R. Co. proper, 
would have been converted into a surplus of $29,851.77, and the deficit of 
all companies into a surplus of $984,103.16. 

The New York, Westchester & Boston Railway extends from the Harlem 
River about Willis Avenue, New York City, through the Borough of The 
Bronx and Westchester County to Mount Vernon, where the line diverges, 
one line extending north through Eastchester, New Rochelle, Scarsdale 
and White Plains; and the other line extending to the east through North 
Pelham, New Rochelle, Larchmont, Mamaroneck and Rye to the Connecticut 
state line at Port Chester. From the Harlem River to about 174th Street 
the railroad will be operated over the tracks of the Harlem River & Port 
Chester R. R. Co., which will be completed so as to be available for such 
operation, under a contract granting perpetual rights to the New York, 
Westchester & Boston Railway, which has received the approval of the 
Public Service Commission for the First District. From 174th Street 
through Mount Vernon to New Rochelle and the line from Mount Vernon 
to White Plains, the road is nearing completion and is being constructed 
upon its own private right of way. Actual operation over the lines from 
the Harlem River to New Rochelle and on the line from Mount Vernon 
to White Plains is expected to begin within the next six months. Of the 
total 74.57 miles of track, 50.57 miles are owned in fee, the Company 
having perpetual rights to operate over 24 additional miles. 

The physical property of the New York, Westchester & Boston Railway 
is of the best of construction known to engineering science. The entire 
mileage is built to conform with the main line standard of The New York, 
New Haven and Hartford Railroad. The road is four-tracked from 174th 
Street to Mount Vernon, where two fracks diverge to White Plains and 
two to New Rochelle. The entire line will be fenced in private right of 
way and protected with block signals. There will be no grade crossings. 

The Company has obtained from the City of New York and the Public 
Service Commission, the necessary rights to construct at 180th Street and 
Morris Park Avenue, Borough of The Bronx, a transfer station at which 
point interchange will be made with the West Farms Branch of the Inter- 
borough Rapid Transit Company. Interchange will also be made with the 
Second and Third Avenue Elevated lines at Willis Avenue. The plans 
of the Company also provide for the interchange with the proposed Tri- 
orough route, either at the transfer station at 180th Street, or at West- 
chester Avenue. The third tracking of the Second and Third Avenue 
Elevated Systems will give fast express service to and from all points in 
the Borough of Manhattan. The connection via the transfer station and 
via the Second and Third Avenue Elevated Lines at Willis Avenue offers 
rapid transit in connection with those lines to and from the west side, 
centre, and east side of Manhattan. 

The territory served forms one of the most desirable and rapidly grow- 
ing residential sections in and adjacent to New York City. Between 1900 
and 1910 the population of the Borough of The Bronx increased from 
200,507 to 430,980, or 115%, and the population of Westchester County 
from 184,257 to 283,000, or over 53%. In addition to the income to be 
derived from the transportation of passenger and freight in this already 
large and rapidly growing section, it is believed that with the completion 
of the Westchester Northern Railroad, which was organized in 1910, and 
is authorized to construct from a point of connection at White Plains, 
northerly through the towns of Harrison, North Castle, Bedford, Pound 
Ridge, Lewisboro and North Salem in the County of Westchester and the 
town of South East in the County of Putnam, and through the towns of 
Greenwich, Ridgefield and Danbury, in the State of Connecticut, to pjoints 
of connection with The New York, New Haven and Hartford Railroad, 
these earnings will be largely increased, inasmuch as this extension will 
make it practicable to interchange traffic to and from the Berkshire Hills, 
shortening the distance and time materially. It also makes it possible to 
interchange traffic with the New York, Ontario & Western Railway and 
other roads similarly located, with a more direct all rail delivery of coal 
and general merchandise to all points reached. 

By authority of the Public Service Commission of New York, Second 
District, the New York, Westchester & Boston Railway Company has 
canceled its old mortgages and created a new mortgage dated July 1, 1911, 
maturing July 1, 1946, under which the total amount of bonds which can 
be outstanding at any time shall not exceed $60,000,000; but no bonds 
can be issued in excess of the $17,200,000 at present issued, except against 
additional construction, betterments or improvements to the property of 
the railroad. 

This entire issue of $17,200,000 was delivered to The New York, New 
Maven and Hartford Railroad Company in exchange for the old bonds held 
by it; your Company has endorsed its guaranty of principal and interest 
on the bonds and has sold them at a satisfactory price. 

Hartem River Brancn: Six tracks with automatic signals have been 
— and are in service between Oak Point and New Rochelle 

unction. 

Between Harlem River and Oak Point four tracks are completed; re- 
arrangement of tracks on account of construction of the New York Con- 
necting Railroad will later be reauired. 


here are eleven (11) stations on the line, five of which have been 
renewed. At the following points the old stations are still in service: 
Casanova, West Farms, Van Nest, Westchester and Baychester. A new 


station has been built at Westchester Avenue, no station having been in 
existence previously. At Morris Park a new station has been built. 

At Oak Point four miles of yard tracks have been provided for classifi- 
cation purposes and for serving the transfer bridges. 

New York City: Satisfactory progress has been made in reconstruc- 
tion of piers 39, 40 and 41, East River. Pier 39 is completed, and has 
been in service since October, 1910; work in connection with piers 40 
a 41 is progressing favorably, and they should be in service by October 

th, next. 
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Brooktyn. N. Y.: <A pier has been constructed and is in service at 
North First Street, Brooklyn; providing a terminus for freight distribution 
in connection with car float service to New York. 

Naucatuck Junction: A double-track wye connecting the Shore Line 
with the Western Division at Naugatuck Junction has been completed and 
is in service, materially improving the operating facilities at that point, 
and replacing a single-track connection. 

HAWLEYVILLE TO SHELTON: The construction of a second track between 
Hawleyville and Shelton is progressing favorably, and that portion of the 
line between Hawleyville and Botsford will be in service as a double-track 
on or about October Ist, next. The double-track work between Botsford 
and Shelton is making satisfactory progress, and should be in service as of 
June Ist, 1912, affording necessary advantages for freight and passenger 
movement between New Haven, Poughkeepsie bridge and the Berkshire 
Hills country. 

BROOKFIELD JuNcTION: The improvement of lines and grades and the 
elimination of grade crossings at Brookfield Junction is completed and in 
service, in which nine grade crossings have been eliminated. 

New Haven anp Cepar Hitt: The new six-track concrete bridge over 
Humphrey Street has been completed, and is in service. 

There is under construction at Cedar Hill a new brick and concrete 
roundhouse, containing 43 stalls, together with such appurtenances as water 
supply, locomotive coaling plant, machine shop and storage facilities. ‘The 
completion of this plant will require from six to eight months; the round- 
house, however, will be ready for use on or about January ist, 1912, 

Preliminary plans and rearrangements incidental to construction of a 
new passenger station at New Haven are in progress. To permit construc. 
tion of the new station it will be necessary to relieve the streets which 
will be occupied by the new station facilities of the gas and water mains 
and sewers before actual construction of the station can be undertaken. 
A new sewer is now under construction in Union Avenue, and is the first 
step towards preparing the location at which the new station is to be 
constructed. 

The magnitude of this work is such it is not expected it will be com- 
pleted for several years. 

WarTeRBURY TO Bristot: Double-track work between Waterbury and 
Bristol, and construction of a tunnel 3,700 feet in length, have been com- 
pleted. There have been eliminated within this territory seven grade 
crossings. A new passenger station has been constructed at Terryville, 
Conn., and the line has now been in service for five months. 

Niantic To Back Bay—Stone-BattastinG: There have been laid during 
the year three and one-half miles of four-track stone-ballasting, and eight 
miles of double-track stone-ballasting, making a decided improvement over 
the completed portion of the line. 

East ProvipeNce To East Junction Dousre-Trackinc: Work of double- 
tracking this line is progressing slowly, owing to difficulties in arranging 
for the elimination of some of the grade crossings, negotiations for which 
are in progress, and matters will doubtless be in form to permit proceeding 
with the work by November Ist, next. 

PROVIDENCE TO Fatt River Dousre-Trackine: Construction of double 
track over a portion of the line is under way, and satisfactory progress is 
being made. The work in general consists of an enlargement of the 
Warren power station and East Providence sub-station, and second track 
on two sections between Warren and Bristol, in order to afford facilities 
for handling the heavy and rapidly increasing traffic. 

New Beprorp, Mass.: Increased business at New Bedford required ex- 
tension of the freight house at that point. Work was undertaken and the 
frieght house has been completed. There is also under construction in- 
creased bulk freight facilities, which will be completed about January Ist, 
1912. 

Worcester, Mass.: Elimination of grade crossing under decree of the 
Court has been progressing during the year; express building to be 
erected by this company is completed and in service, as is also the steel 
viaduct connecting the tracks of the Boston & Maine Railroad with the 
tracks of the New Haven Railroad. A concrete interlocking tower has 
been built. New coach yard and engine facilities at South Worcester are 
under construction, and a double-track connection between the Norwich 
& Worcester and the Providence & Worcester is under way, and will be 
completed about October Ist, next. Work in connection with elimination 
of grade crossings, under decree of the Court, will be completed as of 
January ist, 1912 

WALPOLE TO SouTH FRAMINGHAM DovuBLE-TRACKING: Double-tracking be- 
tween the above-mentioned points is completed and in service, relieving 
traffic between Fitchburg, Lowell and New Bedford, which line is heavily 
congested. 

Boston—Harrison SQUARE TO ATLANTIC AND SAVIN Hitt To NEPponset— 
ELIMINATION OF GRADE Crossincs, UNDER DEcREE OF THE Court, AND Con: 
STRUCTION OF THIRD AND FourtH Tracks: This work is progressing satis- 
factorily, and should be completed as of January Ist, 1912, in which nine 
grade crossings will be eliminated. New passenger stations at Harrison 
Square, Pope’s Hill, Neponset, and shelter shed at Atlantic are under con- 
struction. There is also under construction a concrete interlocking tower 
at Harrison Square. 

Conasset TO GREENBUSH: Double-track work is completed and in service. 

Lowett, Mass.: Elimination of Lincoln and Plain Street grade cross- 
ings has been completed under decree of the Court, and the crossings are 
now in service. 

The most important pieces of work that have been under prosecution by 
the Electrical Department during the past fiscal year are: 

(1) The electrification for freight and passenger operation of the six: 
track Harlem River road, inclusive of yards and sidings on this line and 
between Woodlawn and Stamford. 

(2) The electrification of the New York, Westchester & Boston Railway. 

(3) The rehabilitation of Warren Power Station, with attendant increase 
in the capacity of East Providence Sub-station. 


ELECTRIFICATION OF THE HARLEM River S1x-Track Roap. 


Beginning April 1st, ground was broken for the installation of catenary 
piers, and the work is now well under way. 

Four types of electric road engines are in operation, 
passenger or freight trains. 

We have received an electric switch engine based upon specifications that 
covered our heaviest switching practice in the Harlem River Branch Yards, 
and it is at present doing duty in the Stamford Yards. Fifteen electric 
switching engines of practically similar type, modified only slightly in 
mechanical and electrical characteristics from experienec received with the 
present engines, are on order. 

Orders for four all-steel motor cars and twelve trail cars for multiple 
unit service have been placed. 

The extension of Cos Cob station for the purpose of su 
to the Harlem River Branch and New York, Westchester an 
way and for sub-station plants with motor driven street railway enerating 
apparatus in the vicinity of our electric zone, has been authorized; it being 
the intention to install four 4,000 .k.w., 80% power factor, single phase, 
11,000-volt, 25-cycle turbo generators, with necessary auxiliary steam equip: 
ment for operation. 
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‘Bristol, Conn. 


‘OctoBer 13, 1911. 


Tue New York, WestcHesteR & Boston ELECTRIFICATION. 


This property, consisting of a four-track system between West farms 
and Mt. Vernon, and two Pol from there on to White Plains, with a 
branch connection of two tracks to a point on our main line just east of 
New Rochelle, will be electrified by an overhead system conforming prac- 
tically in all details to that of our Harlem River Branch Electrification. 
The’ work of pier installations for the catenary bridges was started in 
October, 1910, and is practically completed for the four-track section, 
together with the two-track branch connection above referred to. The route 
between Mt. Vernon and White Plains having not yet been fully graded, 
only a small percentage of the foundations have been installed between 
these two points. 


REHABILITATION OF WARREN Power STATION, WITH ATTENDANT INCREASE 
oF CAPACITY IN THE East ProviDENCE SuB-STATION. 

In order to increase the capacity of the Warren Power Station and 
place it upon a straight alternating current basis, rather than a division of 
electric generation between A. C. and D. C., a 300 k.w. turbo generator 
has been ordered, with necessary switchboard and exciter equipment, and 
its installation will be completed by the erd of this month. The old di- 
rect current engines, which are badly depreciated, will be removed and the 
two 750 k.w. steam turbines which have been serving for a number of years 
will be overhauled and new windings applied to their generator parts. 


NuMBER or GRADE Crosstncs ELIMINATED. 
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NEw usseneee STATIONS OR IMPROVED FaciLities have been provided 
during the year at the following ‘points: 
New StATIONs. 


East Providence, R. I. 
Foxboro, Mass. 


Cedar Hill, Conn. 
Charles River, Mass. 
East Hampton, Conn. 


South Windsor, Conn. 
West Barnstable, Mass. 


IMPROVED FACILITIES. 


Harlem River, N. Y. 
Hartford, Conn. 
Highland, Mass. 
Leominster, Mass. 
Litchfield, Conn. 
Meriden, Conn. 
Millvile Heights, Mass. 
Mystic, Conn. 
Naugatuck, Conn. 
Needham, Mass. 

New Britain, Conn. 


Bartow, N. Y. 
Berlin, Conn. 
Bethel, Conn. 


Pelham, N. Y. 
Pemberton, R. I. 
Port Chester, N. Y. 
Providence, R. I. 
Rowayton, Conn. 
Sheffield, Mass. 
Southbridge, Mass. 
South Hanover, Mass. 
Stockbridge, Mass . 
Wallingford, Conn. 
West Chatham, Mass. 
Fall River, Mass. New Rochelle, N. Y. West Hanover, Mass. 
Hanover, Mass. Norwalk, Conn. West Haven, Conn. 

New, PASseNGER STATION oR ImMpRovED FaciLities upon which work is 
under way, and will be completed during the ensuing year: 


New StTArTIONs. 


Harrison Square, Mass. 
Highland Lake, Mass. 
Milton, Mass. 
Neponset, Mass. 


Canaan, Conn. 
Collinsville, Conn. 
Congamond, Mass. 
East Dedham, Mass. 
East Greenwich, R. I. 
Esmond, R. I. 
Fairhaven, Mass. 


Bartow, N. Y. 
Esmond, R. I. 
Farm St., Mass. 
Guilford, Conn. 


Pope’s Hill, Mass. 
Sound View, Conn. 
Southbridge, Mass. 
Terryville, Conn. 
IMPROVED FACILITIES. 
Clicquot, Mass. 
Crescent Park, R. I. 
Bridgeport, Conn. Larchmont, N. Y. Norwood, Mass. 
Caryville, Mass. Medway, Mass. Whitman, Mass. 


New. Freicut Houses or IncreaAsep FreIGHT FaciLities have been pro- 
vided during the year at the following points: 


Atlantic, Mass. 


New Preston, Conn. 
Bethel, Conn. 


North Bellingham, Mass. 


New StaAtTIOoNs. 


South Windsor, Conn. 
Wallingford, Conn. 


ImprovED FACILITIES. 


Leominster, Mass. 
Midway, Conn. 
Milford, Mass.. 
Mount Vernon, N. Y. 
New Bedford, Mass. 
New Canaan, Conn. 
North Dighton, Mass. 
Norwich, Conn. 
Plymouth, Mass. 


Bethel, Conn. 


r West Hanover, Mass. 
Pratts Junction, Mass. 


gadoves, Conn. 
Broad Brook, Conn. 
Buckland, Conn. 
Congamond, Mass. 
Dighton, Mass. 

‘Vin gton, Conn. 
Fitchburg, Mass. 
Fox! 0TO, Mass. 
Harlem River, N. Y. 
Hartford, Conn. Portland, Conn. 
Lenoxdale, Mass. Putnam, Conn. 


New Freicut Houses or INcREASED FREIGHT FACILITIES upon which work 
is under way, and which will be completed during the ensuing year: 


Rowayton, Conn. 

Rye Street, Conn. 
Sheffield, Mass. 
Sterling, Mass. 
Summit, R. I. 
Tremont, Mass. 
Uxbridge, Mass. 

West Barnstable, Mass. 
West Falmouth, Mass. 
Wollaston, Mass. 


New Stations. 
Esmond, R. I. Providence, R. I. Woonsocket, R. I. 
Larchmont, N. Y. 


‘ ImprovepD FAcILirtiEs. 
Harrison Square, Mass. 
Mansfield, Mass. 
Bridgeport, Conn. Middleboro, Mass. 
Harlem River, N. Y. Milton, Mass. 
‘ Ni EW TuRN?TABLES have been installed during the year at the following 
Cints: 
Ced ar Hill, Conn. (1 complete; 1 under construction). Westfield, Mass. 
SIGNAL AND INTERLOCKING IMPROVEMENTS AND ADDITIONS have been made 
during the year at the following points: 
Berlin, Conn. Harrison, N. Y. 
Brookfield Jct., Conn. Hartford, Conn. 
ey Junction, Mass. Hawleyville, Jct., Conn. 
iar Hill, Conn. Manchester, Conn. South Framingham, Mass. 
ord Junction, Mass. Medfield, Mass. South Norwalk, Conn. 
Cambered Mills, R. I. Middleboro to Buzzards Wallingford, Conn. 
FE t Bridgeport, Conn, Bay. Warren to Bristol, R. I. 
“ast Hampton, Conn. New Haven, Conn. Westerly, R. I. 
ae Lyme, Conn. New London, Conn. Westport, Conn. 
t River, Conn. North Scituate, Mass. Wickford Junction, R. I. 
‘ilford, Conn. Oak Point, N. Y. Windsor, Conn. 


Allyns Point, Conn. 


Neponset, Mass. 
Ansonia, Conn. 


New Bedford, Mass. 
New Preston, Conn. 


Port Chester, N. Y. 
Providence, R. I 
South Boston, Mass. 
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New BripGES, BOTH TRACK AND OVERHEAD, BRIDGE Ruparirs, STRENGTHEN- 
ING AND ae to permit heavier loading have been made as follows: 


Avon, Don North Newtown, Conn. 2 
Boston Switch to Valley Falls 2 North Scituate, Mass. 
Brookfield Junction Orange, Conn. 
Clark’s Corner, Conn. Providence to Willimantic. 
Clinton, Conn. Plainville, Conn., to Westfield, Mass. 
Concord, Junction, Mass. Redding, Conn. 
Dedham’ Road, Mass. Sandy Hook, Conn. 
Deerfield, Mass. Saybrook Junction to Middletown, 
Framingham to Mansfield Conn. 
Groton, Conn., to Plainfield, Conn. Shelton to Hawleyville. 
(entire work not done) (9 done, others in progress.) 
Harrison Square to Neponset, Mass. Somerset Junction, Mass. 
10 (approaching completion) South Bay, Mass. 
Hartford, to Bristol, Conn. South Framingham to Walpole 
Jewett City, Conn. Truro, Mass. 
Lowell, Mass. Upper Falls, Mass. 
Middletown, Conn. 2 Walpole, Mass. 3 
Marshfield, Mass. Warren, R. I 
Middletown to Hartford 10 Weatogue, Conn. 
(entire work not done) West Mystic, Conn. 2 
Mount Bowdoin, Mass. Willimantic, Conn. 
Naugatuck Junction, Conn. Windsor, Conn. 
New Bedford, Mass. Worcester, Mass. 5 
New Haven, Conn. 
ADDITIONAL Protection AGAINST Frre Hazarp has been provided at the 
following points: 
Brockton, Mass. 


Manchester, Conn. Providence R. I. (gas 
Harlem River, N. Y. 


New Bedford, Mass. plant). 
Pawtucket, R. I Seymour, Conn. 


Water barrels have been placed on all track bridges more than fifty feet 
long. All section houses and roadway buildings have also been equipped. 


COMMERCIAL SIDETRACKS. 


A large number of sidetracks to serve industries along the Company’s 
fines have been installed during the year. 
CREOSOTED TiEes, TrE PLaTES AND SCREW SPIKES. 
Total number of ties (all kind) laid during the year............ 1,798,456 
** crecsoted, provided with tie plates and 
screw spikes, laid during the year between New Haven and 
Woodlawn and on the Harlem River Branch................ 88,466 


Ral. 

There have been laid in main tracks during the year, in both mainte- 
nance and construction, 10,227 tons of 100 pound rail, and 18,628 tons of 
80, 79, 78, 74, 68 pound and 90 pound rerolled rail. 

With the completion of the improvement work now in progress it is ex- 
pected that similar future expenditures will not be excessive unless the 
growth of business overtaxes the facilities. 

New Equipment to the value of $5,987,555.82 has been purchased during 
the year, consisting of ten switch and two passenger locomotives, two 
freight and one switch electric locomotives, twenty-one sleeping cars, twenty- 
three parlor cars, thirteen baggage cars, 2.575 box cars, 1,497 coal cars, 
two derricks, two pile drivers and two steam shovels. 

This amcunt also includes the cost of converting thirty-two passenger cars 
into caborses and work equipment. 

The above amount was disposed of as follows: 

Pie Pee oc cai cic pons a cclocaidsiageeucenesenaneadaede sieless $5,600,360.68 

OS MOON PN occa tnscadbadseedivcceseadwebecs 387,195.14 
Your Company on account of its large financial interest in the securities 

of the Central New England Railway Company advanced to that company 
the necessary funds to enable it to call for redemption the 5 per cent. bonds 
secured by the First Mortgage upon its property dated January 23, 1899, 
and gave its assent to an application by the Central New England Company 
to the Public Service Commission of New York for the Second District 
for authority to make a new first mortgage bearing 4 per cent. interest to 
repay this’ advance, and to refund its floating debt and underlying mort- 
gage and other bonds. The authority was granted and a new first mortgage 
was made dated January 1, 1911, and bonds thereunder to the amount of 
$11,967,000 issued of which $11,927,000 passed into the treasury of your 
Company in exchange for the various forms of indebtedness of the Central 
New England Railway Company held by your Company. The effect of this 
substitution of a single issue of new first mortgage bonds bearing 4 per 
cent. interest for various_kinds of bonds bearing higher rates of interest 
was to save the Central New England Company a considerable yearly in- 
terest charge and to give your Company a bond more readily marketable 
than the forms of indebtedness previously held. 

Your Company has endorsed its guaranty of principal and interest on 
these new first mortgage bonds and has sold the bonds at a satisfactory 
price. 

The earnings of the Central New England Company will be sufficient to 
pay the interest on these bonds so that ig need be no apprehension of a 
recourse to the guaranty of your Compa 

The funded debt of the Central New Eateed Railway Company now con- 
sists of: 

Tirst Mortgage 4 per cent. bonds of January 1, 1911.... 
of which $20,000 are in the treasury of The N. Y., N. H 
& H. R. R. Co., and $11,927,000 are in the hands of the 
public. 

First Mortgage 4% per cent. bonds of Dutchess County 


$11,947,000.00, 











WUSIUNUCING Sy OMIONIN 9 6.5 o's cig o:csds ccierdindare<ldswiaedoaeedew ais 350,000.00, 
of which $63,000 are in the treasury of The N. Y., N. H. 
& H. R. R. Co., and $287,000 are in the hands of the public. 
General Morteage Income Bonds..........-++seseesseeece 20,000.00, 
| which $608.50 scrip is in the treasury of The N. Y., 
H. & H. R. R. Co. and $18,000 and $1,391.50 scrip are 
. the hands of the public. Funds for the payment of 
these bonds and interest thereon to their due date have 
been deposited with the Trustee in consideration of the 
release of the mortgage. 
MN urna c: a eiale waa a ec ae Wael oa aalite Nala Wake Rat aE $12,317,000.00 
The capital stock of the Company consists of: 
PPCSCECG— 0.900 GUATES 6 6.56 6.940060 G0 aie 60wic Kedeed eee cies $3,750,000.00, 
of which The N. Y., N. H. & H. R. R. Co. owns 37,025 
shares and $82,89 scrip and 474 shares and $17.11 scrip 
are in the hands of the public. 
Common—48,000 me Ley Peer ne ere eee renee 4,800,000.00, 
of which The N. Y., N. H. and H. R. R. Co. owns 47,511 
shares and $103. 89. ‘scrip and 487 shares and $96.11 scrip 
are in the hands of the public 
WORE 6 vb doe hada wwe Mate Gall ewabaiwemwa cealrae.« $8,550,000. 00 
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The capital stock of the Company has been increased during the year 
by the addition of 569,204 shares ($56,920.400) ; 446,492 shares ($44,649,200) 
being new stock issued under authority of the special meeting of the 
Stockholders held October 27, 1909, referred to in the General Statement 
for 1910; amd 122,712 shares ($12,271,200) issued in exchange for $18,- 
406,800 face value of 3%% Convertible Debenture Certificates of the 
issue of January 1, 1906. There still remain in the treasuries of sub- 
ordinate companies 214,713 shares. 

The capital stock of the Old Colony Railroad Company has been in- 
creased during the year by the sale of eight thousand (8,000) shares, the 
proceeds of which have been applied toward the reimbursement of expendi- 
tures for betterments by your Company. 

The outstanding indebtedness of the Company and its leased lines, in 
the hands of the public, has been decreased during the year by the amount 
of $3,867,713.23, as follows: 


DE=cREASES. 


Woonsocket & Pascoag R. R. Co. Ist Mortgage 5% Bonds paid 

Farmington Street Railway Company 5% Debentures paid.. 

New Haven & Northampton Company 5% Northern E xtension 
Bonds paid 

5% Three Year Debentures paid... 

5% Four Year Debentures paid 

4¥%2% Three Year Debentures paid. . 

344% Convertible Debenture Certificates | exchanged for Capi- 
tal Stock 18,406,800.00 

Real Estate Mortgage paid 11,500.00 

Boston & New York Air Line Scrip paid 8.73 

4% Notes paid 3,260,404.50 

4%2% Notes paid 500,000.00 


$26,357,713.23 


$100,000.00 
30,000.00 


700,000.00 
10,000.00 
1,339,000.00 
2,000,000.00 


4%% Notes $22,490.000.00 


Net ECREASE $3,867, 713. 23 

There will mature between October 1, 1911, and October : 1912, the 
following obligations for which this Company is responsible: 
October 1, 1911—Meriden Horse Railroad Company 5% First 

Mortgage Bonds 
january 1, 
January 9, Five Year Debentures. 
January 10, Jo One Year N 
January 25, 2 @ One Year 
February 1 4 One Year 
February 2, 1912—413% One Year 
March 1, 1912—4%% Notes 
September 1, 1912—-Roxbury 

First Mortgage Gold Notes 


$85,000.00 
300,000.00 
6,400,000.00 
2,000,000.00 
490,000.00 
10,000,000.00 
100,000.00 
10,000,000.00 


290,000.00 


$29,665,000.00 


Five Year 


Central 


Wharf Company 


The funds are in hand with which to pay these obligations. 

A new lease of the property of the Chatham Railroad Company was made 
effective as of January 1, 1911, for a term of eighty-one years and two 
months. This lease supersedes one originally made to the Old Colony 
R. R. Co. January 5, 1888, and an amendment thereto dated June 16, 1905, 
and substitutes a specific rental for one based on gross earnings. 

By a decree of the Supreme Judicial Court of the Commonwealth of 
Massachusetts, the conveyance of the Park Square Station property in the 
City of Boston, to the Park Square Real Estate Trust was declared to be 
invalid; the property has, therefore, been turned back to the company and 
now appears as a rez2l estate asset in its General Balance Sheet. 

On June 15, 1910, the General Court of the Commonwealth of Massa- 
chusetts approved an Act authorizing the issue of preferred stock (without 
voting power) of Boston Railroad Holding Company in exchange for its 
four per cent. Fifty Year Debentures. 

As the preferred stock was under the Massachusetts laws free from taxa- 
tion in the hands of holders, which the debentures were not, your directors 
deemed it advisable to accept this authority and accordingly the debentures 
of the face value of $20,012,000 owned by your Company, were on January 
10, 1911, exchanged for 200,120 shares of preferred stock; 28,000 of these 
shares have been sold and in accordance with the requirement of the Act 
authorizing the issue your company has endorsed upon the certificates its 
guaranty of the payment of a cumulative dividend at the rate of 4 per 
centum per annum on each share of stock and of one hundred dollars 
upon each share of stock in case of liquidation or distribution of Boston 
Railroad Holding Company and of any deficiency resulting from a sale 
under the provisions of Section 4 of Chapter 639 of the Acts of Massa- 
chusetts of the year 1910. 

Your Company’s investment in Boston Railroad Holding Company now 
consists of 31,065 shares of common stock, the entire issue, and 242,544 
shares of preferred stock out of a total of 270,544. The Boston Railroad 
Holding Company investment in Boston & Maine Railroad now consists 
of 219,189 shares of common stock out of a total of 395,050 (full and 
part-paid), and of 6,543 shares of preferred stock out of a total of 31,498. 

Owing to the reduction of the dividend paid on the common stock of 
the Boston & Maine Railroad from 6 per cent. to 4 per cent., the return 
during the coming year upon your Company’s present investment in the 
Holding Company will be about 3 per cent. 

There has been acquired in your interest from the New York Central and 
Hudson River Railroad Company, one-half of its holdings of the preferred 
stock of the Rutland Railroad Company amounting to 23,520% shares, the 
Oe ual of the two companies constituting a majority of the total capital 
stock, 

While it is not expected that this purchase will make material direct 
returns it should result in substantial advantage to the Boston & Maine 
Railroad when connection is made between Swanton and Alburgh, Ver- 
mont, connecting the Rutland Railroad at Alburgh with the St. Johnsbury 
and Lake Champlain Railroad, controlled by the Boston & Maine through 
its lease of the Boston and Lowell Railroad, at Swanton. The opening up 
of this new connection will give a new route to northern Vermont, New 
Hampshire and Maine, both by lake at Ogdensburg, and by rail by the New 

ork Central’s Rome, Watertown and Ogdensburg Division, also by lake 
via Buffalo. 

A further connection is contemplated by the construction of a short line 
between State Line on our Berkshire Division and New Lebanon, N. Y., 
on the Rutland Railroad, which will cnable an interchange of business 
between lecal points upon the New Haven and Rutland Roads, which 
she rod result in increased revenue to both properties. 

Eff ctive July 1, 1911, your Company has entered into an agreement 
v'th the New York Centr: al and Hudson River Railroad Company whereby 
iz is to share equally in the net results of the operation of the Boston and 
Albany Railroad, which is leased to the Central Company for a term of 
ninety-nine years from July 1, 1900. 
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The main line of the Boston and Albany Railroad being an east and 
west line, connects with lines of railroad owned or controlled by the New 
Haven Company running in a northerly and southerly direction, so as to 
form with said lines convenient through routes for traffic between many 
points in New England and the West; the maintenance of said routes for 
trafic and the joint co-operation in ’ providin facilities for the efficient 
handling of traffic along these routes, will be p Rheresrenll for the business 
of the territory served; by increasing the business done over the Boston 
and Albany Railroad there will result a fuller and more efficient utilization 
of the transportation facilities of that road and consequently a higher net 
return from its operation. 

It is not expected that this agreement will result in any permanent 
financial loss to your Company; on the contrary, it is believed that any 
business that may be diverted from existing routes will be done at less 
cost and consequently at greater net profit via the short haul junctions; in 
addition to which the development of the new through routes to their full 
traffic efficiency, will, it is confidently believed, result in making a properiy 
that has shown a deficit show a profit in which, under the agreement your 
Company will share equally with the New York Central Company. 

Agreements have also been made with the New York Central and Hud- 
son River Railroad Company whereby your vomeesy secures trackage right- 
over the Boston and Albany Railroad from Ashland, Massachusetts, to South 
Framingham, about 4 miles; from South Framingham, Mass., to the South 
Station, Boston, about 21 miles; from Newton Highlands, Mass., to the 
South Station, Boston, about 9 miles; from Pittsfield, Mass., to North 
Adams, Mass., about 21 miles. The trackage between Boston and Ashland 
enables your Company to offer a successful route between Boston and 
Mopkinton and Milford, thence by way of Franklin back into Boston, mak- 
ing a shorter circuit of a greater territory than served by any through line 
out of Boston, but indifferently served hitherto owing to the nature of 
wour Company’s lines making them the longest routes to all these points 
instead of as short or better a route to the same by the use of the Boston 
and Albany lines. 

The trackage rights between South Framingham and Boston enable a 
better service to be given to business heretofore indifferently handled, and 
with probable increased profit as the result. 

The trackage rights between Newton Highlands and Boston enable your 
Company to complete a circuit of great value in local business. 

The trackage rights between Pittsfield and North Adams enables a con: 
nection to be made with the Boston and Maine Railroad which it is hoped 
will prove of great value, with an additional connection with the Rutiand 
Railroad, through which a considerable business will be interchanged be- 
tween parts of the New Haven System and parts of the Rutland System, 
which have heretofore been inaccessible to each othe. 

Your Directors have deemed it advisable to join the Pennsylvania Rail- 
road Company in the construction of the New York Connecting Railroad, 
in which your Company has been a half-owner pave the inception of the 
project. 

This road is designed to be the new route for the interchange of traffic 
between the Pennsylvania and New Haven Systems in lieu of the present 
passenger and freight ferry service between the Pennsylvania System on 
the west bank of the Hudson River and the New Haven System at Harlem 
River and Oak Point. 

For the present water haul freight service from the west bank of the 
Hudson River via the East River to your Company’s terminals at Harlem 
River and vicinity, a distance of about fourteen miles, it substitutes a short 
water haul of about four miles from Greenville, New Jersey, to Bay Ridge, 
Borough of Brooklyn, a rail haul of 11% miles from Bay Ridge to Fresh 
Pond ‘Junction via the Long Island Railroad and a rail haul of 8.05 miles 
from Fresh Pond Junction to Port Morris via the New York Connecting 
Railroad or a total distance of approximately twenty-three miles. 

Provision is also to be made for access to the New York Passenger 
Station of the Pennsylvania Railroad at 32nd Street and Seventh Avenue 
by means of a connection from Bowery Bay Road on the New York Con- 
necting Railroad to the Long Island tunnel terminal at Sunnyside Yard, a 
total distance from Port Morris to the New York Station of about nine 
and a quarter miles. 

The present float service is subject to delays and dangers due to fog, 
tides and the crowded condition of the Hudson and East Rivers, which will 
be almost entirely eliminated by the new route; besides, the populous terri- 
tory of the Long Island Railroad will be opened up to the New Haven 
lines and access afforded to the Pennsylvania’s New York Passenger Station 
and by that means to the benefits to be derived from a largely increased 
interchange of passenger traffic between the two systems. 

The New York Connecting Railroad will be operated by the New Haven 
Company and the results shared by the Pennsylvania and New Haven 
Systems proportionate to their apereen earnings on the freight traffic 
interchanged. 

Your Company’s present investment in the New York Connecting Rail- 
road amounts to about $2,500,000 represented by the cost of one-half of 
the capital stock and by advances, of one-half of the total expenditures for 
real estate, right of way and engineering. The investment in capital stock, 
approximately $1,500, 000, has been carried without any income return. 

fhe construction of the railroad, including bridges, will cost approxi- 
mately twenty million dollars, the funds for which will be provided by an 
issue of bonds guaranteed jointly by The Pennsylvania Railroad Company 
and The New York, New Haven and Hartford Railroad Company. 

The following lines have been merged effective upon the dates named, 
and their outstanding obligations have been assumed and are included in 
this year’s balance sheet: 

New Haven and Northampton Company, October 26, 1910. 

Berkshire Railroad Company, October 26, 1910. 

Rhode island and Massachusetts Railroad Company (in Massachusetts), 
October 26, 1910. 

Milford and Woonsocket Railroad Company, December 19, 1910. 

Milford, Franklin and Providence Railroad Company, December 19, 1910. 

Mr. Thomas DeWitt Cuyler, of Philadelphia, Pa., was elected October 
26th, 1910, a member of the Board of Directors to fill the vacancy created 
by the death of Mr. John H.. Whittemore. 

At the annual meeting of the Stockholders held October 26th, 1910, an 
amendment to the Stockholders’ By-Laws was adopted increasing the num- 
ber of members of the Board of Directors from twenty-five to twenty-seven, 
and Augustus S. May, of Bridgeport, Conn., and Arthur E. Clark o 
Wallingford, Conn., were elected members of the Board on that date. 

Mr. Nathaniel Thayer died at Boston, Massachusetts, on March 2lst, 
1911, and the following minute was entered upon the records of the Board: 

“Mr. Nathaniel Thayer, a Director of the Company for many years, died 
at his residence, in Boston, Massachusetts, on Tuesday, March 21st, 1911. 

“The Directors desire to place on record their appreciation of his serv- 
ices, their kindly remembrance of pleasant personal acquaintance and asso- 
ciation, and their regret at the severance of ties which have so long 
existed to the adv antage of themselves and the Company.” § 

“That the Secretary send a copy of these resolutions to members © 
his family.’ 

The vacancy was filled by the election on April 21st, 1911, of Myr. Theo- 
dore N. Vail, of Boston, Massachusetts. 














OctToser 13, 1911. 


Mr. Augustus S. May resigned as director on May 18th, 1911, and the 
vacancy was filled by the election of Mr. Francis T. Maxwell, of Rockville, 


Connecticut. 

Mr. Arthur E. Clark resigned as director on Ma 
vacancy was filled by the election of Mr. Edward 
Connecticut. 

The faithful and efficient services of the officers and employes are hereby 
acknowledged. 


18th, 1911, and the 
illigan, of Hartford, 


By order of the Board of Directors, 
CHARLES S. MELLEN, 











President. 
New Haven, Connecticut, 
September 21, 1911. 
STATISTICS. 

PASSENGER TRAFFIC. 

Number of passengers carried earning revenue..... ; 83,193,164 

Number of passengers carried one mile............. 1,534,301,064 

Average distance carried .....ccceseceees ....Miles 18.4 

Total passenger revenue (excluding mails, express, 

a een Euoseweeereteicrses,  pabseleorocnl 
Average amount received from each passenger. iar eaees -31508 
Average receipts per passenger per mile. aerate .01708 
Total passenger service train revenue............+. - $30,154,915.98 
Passenger service train revenue per mile of road... $15,045.56 
Passenger service train revenue per train mile....... 1,86523 

FREIGHT TRAFFIC. 
Number of tons carried of freight earning revenue. 23,257,041 
Number of tons carried one mile.........cccccescee . 2,181,557,124 
Average distance haul of one ton............6. ile 93.8 
Total freight revenue (excluding miscellaneous) . pidcaks ie $30,329,092.32 
Average amount received for each ton of freight.. 1.30408 
Average receipts per ton per mile........ Pieieateniewia a 0 
Freight revenue per mile of road...... arene aia ela cancits $15,130.7289 
Freight revenue per train mile......... CAPE eee ae A 4.0 
ToTaL TRAFFIC. 
NOR ORGN NI SIR CAMNCNEE 6 5 55.65 05:66:54 on 0 0 ese 9 020406 ial $62,153,434.80 
Operating revenues per mile of road......sceceseees $30,456.17 
Operating revenues per train mile. Seren eerie s sete 2.63853 
Operating expenses, including MDL hard cetatttatioys <4 44,476,995.78 
Operating expenses, including Taxes, per mile of agg $21,794.43 
Operating expenses, including Taxes, aie train mile. 1.88813 
Net operating revenue, = BRE aiaus aa sreinidnece 45196 $17,676,439.02 
Net operating revenue, less Taxes, per mile of road. $8,661.74 
Train MILEAGE.—REVENUE SERVICE. 
Miles run by passenger trains........ aici ar abane cea aneiao/s 15,986,627 
NGS TO DY TLEIBNE CTAING «6 6:5:60:0 seis <eow0s see seee 7,350,883 
Miles run by mixed trains....... Se re re ee 180,233 
Miles run by special trains....... aatiaretoa eras weer 38,312 
Total revenue train mileage Seas aistetetesote aierevanstane ee 23,556,055 
Non-revenue service train miles.......... paterattsiaiaere 1,347,989 
Grand total tram: aiileages «occ csc cctwess avavecelsvereie 24,904.044 
Car Miveace, Etc. 
DEMOS WE “MACRBTMET CATS 6 655.5 09-6 50i6-5 ade aia nee es 76,584,719 
Mileage of loaded freight cars—North or East....... 88,347,797 
Mileage of loaded freight cars—South or West...... 58,067,277 
Mileage of empty freight cars—North or East....... 17,345,183 
Mileage of empty freight cars—South or West...... “ 47,295,718 
Average number of passengers per car mile......... 20:99 
Average number of passengers per train mile....... 99.00 
Average number of passenger cars per train mile. 4.72 
Average number oftons of freight per loaded car mile 14.91 
Average number of tons of freight per train mile. 289.67 
Average number of freight cars per train mile....... 28.41 
Average number of loaded cars per train mile....... 19.43 
Average number of empty cars per train mile........ 8.00 
Average mileage operated during year.............. 2,040.75 
Average mileage operated during year in Passenger 

EWA Sieh Se ada ea Wwe 6s 519 2c oa dee Sac ealele a meaine 2,004.24 
Average mileage operated during year in Freight 

BEIMIOR. Gites aden av anh awaun a Aa WNG wisierere9 re 2,004.47 


STATEMENT OF COMBINED INCOME. 


(All Intes-Company Transactions eliminated.) 

The following named companies are included in the subjoined Combined 
Income Account for the year ending June 30th, 1911: 

The New York, New Haven and Hartford Railroad Company, Central 
New England Railway Company, The Connecticut Company, New York and 
Stamford Railway Ccmpany, The Westchester Street Railroad Company, 
Berkshire Street Railway Company, The Vermont Company, Hoosick Falls 
Railroad Company, Housatonic Power Company, The Rhode Island Com- 
pany, The New England Navigation Company, Hartford and New York 
Transportation Company, Maine Steamship Company and New Bedford, 
Martha’s Vineyard and Nantucket “Steamboat Company. 

h For. the information of stockholders a description of these companies is 
ere given. 


THE New York, New Haven Anpd Hartrorp Rattway Company. 
Reference is made to Exhibits in this General Statement for description. 


CentraL New Encranp RatLway ComMPaANny. 


Operates 276.78 miles of railway—Campbell Hall, N. Y., 


to Silvernails, 
N.Y, 


(including Poughkeepsie Bridge), Poughkeepsie to Hopewell, Dutchess 
Junc. to Conn. State Line. Poughkeepsie to Boston Corners, Hartford, 
Conn., to Rhinecliff. N. Y., Tariffville, Conn., to Springfield, Mass., 
Wicopee Junction, N. Y., to Fishkill Landing, N. Y., of which 147.67 
miles are owned and 129.11 miles are leased. 


Tue Connecticut ComMpPany. 


Operates 782.944 miles of street railway lines, of which 479.969 miles are 
owned, and 303.025 miles are leased, serving the following cities and towns: 


Cities of New Haven, Hartford, Bridgeport, Waterbury, New Britain, 
Meriden, New London, Norwich, Middletown, Stamford, South Norwalk, 
Rockville, Derby, Shelton, Ansonia; and the Towns of East Haven, Bran- 
ford, North Haven, Wallingford, Hamden, Orange, Southington, Plainville, 

“armington, Putnam, Thompson, Killingly, Plainfield, Waterford, Mont- 
Ville, Norwich, Lisbon, Windham, Sprague, Griswold, Portland, Middle- 


field, Cromwell, Rocky Hill, Wethersfield, West Hartford, Bloomfield, Wind- 
sor, Windsor Locks, 
Soi ath Windsor, 
wir 


Coventry, Stafford, East Hartford, East Windsor, 

Manchester, Vernon, Enfield, Glastonbury, Suffield, Green- 

Strathford, Milford. Huntington, Fairfield, Westport, Norwalk, Darien, 
+ 
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Naugutuck, Watertown, 


Middlebury, Thomaston, 
Beacon Falls, 


Torrington, 
Seymour, Cheshire, Newington, and Berlin, Connecticut. 
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Winchester, 


New York, AND STAMFORD Rattway ComPANy. 
Operates 33.97 miles of street railway lines, of which 20.16 miles are 


owned, 


Cities of Stamford, Conn., and New Rochelle, N. Y., 


and 13.81 miles are leased, serving the following cities and towns: 
and the Towns of 


Greenwich, Conn., and Rye, Port Chester, Harrison and Mamaronck, N. 


Tue WESTCHESTER STREET RAILWAY. 


Operates 28.60 miles of street railway lines, of which 22.63 miles are 


owned and 5.97 miles are leased, 

City of Mount Vernon, 
Greenburg, White Plains, 
roneck, N. Y. 


Harrison, Scarsdale, 


BERKSHIRE STREET RAILWAY COMPANY. 


Oper ates 111, 
serving the following city and towns: 
City of Pittstield, 


Clarksburg, Adams, Cheshire, Lanesboro, Dalton, Lenox, 


serving the following city and towns: 
N. Y., and the Towns of Tarrytown, Elmsford, 
Eastchester and Mama- 


881 miles of street railway lines, all of which are owned, 


Mass., and the Towns of Williamstown, North Adams, 


Hinsdale, Lee 


Stockbridge, Great Barrington, Egremont and Sheffield, Mass. 


; Tue VERMONT CoMPANY. 

Operates 20.849 miles of street railway lines, 
serving the following towns: Bennington and Pownal, 
Hoostck Farts Raitroap CoMPANY. 


lines, 
Walloomsac, North 


Operates 7.105 miles of street railway 
serving ss following towns: 
Falls, N. Y. 
Housatonic Power CoMPANy. 


Operates gas, electric lighting, water and power plants: 


all of which are 
VE. 


owned, 


all of which are owned, 
Hoosick and Hoosick 


At Branford ...........Hlectric lighting. 
At Waterbury ...<.ssces Electric lighting and gas. 
At New Britain.........Electric lighting. 
At Greenwich ..........Electric lighting and gas. 
PEE IROL ORME as orarahd dveracesai Electric lighting and gas. 
At Naugatuck ..... perro CS 
At SUG oo. ccaisare .....Electric lighting and power. 
At New Milford.........Water for furnishing electric lighting and power. 


Tue Ruope Istanp Company. 


Operates 347.02 miles of street railway lines, of which 
owned and 308.35 miles are leased, 

Cities Sad Providence, Pawtucket, 
ton, R. 
pelts Smithfield, 
Barrington, Coventry, 
North Kingston, 


Tue New 

Owns 25 steamers, 
ing lines: 

Between New York and Bridgeport; 

York and New London; New Yerk-Newport and Fall River; 

New Bedford; New York ard Providence; Norwich-New 


Hill and Block Island; Wickford Landing 


Central Falls, 


North Smithfield, Burrillville, 
Scituate, Warren, Bristol, 
South Kingston and Narragansett, R. 

CoMPANY. 


ENGLAND NAVIGATION 


New York and New Haven; 


"London; 
and Newport; 


38.67 miles are 


serving the following cities and towns: 

Woonsocket and Crans- 

., and the Towns of Warwick, North Providence, East Providence, 

Cumber land, 

East Greenwich, 
I 


Lincoln, 
Foster, 


21 lighters and 2 transfer tugs, operating the follow- 


New 
ork and 

Watch 
operates 


New Y 


also 


steamer running between Providence-Newport and Block Island. 


Hartrorp AND New York TRANSPORTATION COMPANY. 


“Owns 6 steamers, 7 tugs and 31 barges, 
and Bridgeport; New York and Hartford an 
Connecticut River; and New York and Providence. 

Main STEAMSHIP COMPANY. 

Owns 5 steamers, operating lines between New 

New York and Portland, Maine. 


New Beprorp, 


operating between New 
and intermediate 


York and Boston; 


York 


points on the 


and 


Martua’s VINEYARD AND NANTUCKET STEAMBOAT COMPANY. 


Owns 5 steamers, operating lines between New Bedford and Woods Hole, 


Martha’s Vineyard and Nantucket. 


ComBIneED INcoME AccouNT. 

REVENUE: 
Freight 
Passenger 
Mail 
PE eee er ee Ce ee ERT OR Tee 
Other Transportation Reventes.....00cesccsiewcdeenescees 
Revenue other than Transportation...........ceeseeeeee 
Electric Light 
Electric Power 


Total Revenue 
Dia COPGBRTERS ERP UNOES Se oon avick ce cetsweeesenewets 


NET OPERATING REVENUE.....ssccccsescccccecescccces ea 
Net REVENUE FROM OUTSIDE OPERATIONS.......eeeeceecees 


See Pe Pe ICAU NTE 66 so 9.075 5a are! 6 oo ctenracsceig eisai ea a meecescers 
RUNES ONO ead acne e fad oe Cae CREE e ele me mae eee 
OPERATING INCOME 
Income from Other 


aa SINE Foo ooh Ra ea bx Sale OO Ab we heute cone tu 


DEDUCTIONS FROM INCOME: 
WeGrtala GE TOUNEG ORGS. ons é.o.<00-66 60K eae ddwwsuctes teu 
UALS Ciuhs SHOR 6 7 coro Gare ie dwn ere el & wie Sloe ia ergo nalerhx 
Interest on Convertible Debentures. .......cccccccscccce 
Interest on Debentures 
EEN PUREE are) so stance axe scoierel weir beennia oh decease eke 
Rentals other thant above. c..cccccwscceves wrewexa Caareeiens 
Miscellaneous 


Total Deductions from: FACOME sé e6io:6:6:6:5 ccc c ceases eat 


ROM IIE ooo s'a Ghd o Seed oes cde naw eieenaea a atavirareiserae 
DIvIDENTS 


DEFICIT 


$36,930,489.94 
42,393,409.79 
695,938.86 
3,019,540.83 
799,185.90 
1,781,520.29 
605,684.99 
501,293.06 
481,537.59 
22,362.23 





~ $87,230,963.48 
58,070,456.46 
29,160,507.02 
1,398,338.21 

~ $30,558,845.23 
4,682.384.12 

25, 876,461.11 
3,504,057.34 








$29,380,518.45 





$5, 063,855.01 
2,884,379.79 
3.081,760.31 
4,930,673.23 
589,010.42 
1,929,129.05 
328,308.24 
$18,807,116.05 
$10,573,402.40 
10,886,691.00 


$313, 288. 60 
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COMBINED GENERAL BALANCE SHEET, JUNE 30, 1911. 


The New York, New Haven and Hartford Railroad Company; The Har- 
lem River and Portchester Railroad Company; Central New England Rail- 
way Company; The New England Navigation Company; Hartford and New 
York Transportation Company; Maine Steamship Company; New Bedford, 
Martha’s Vineyard and Nantucket Steamboat Company; The Connecticut 
Company; The Rhode Island Company; New York and Stamford Railway 
Company; The Westchester Street Railroad Company; Berkshire Street 
Railway Company; The Vermont Company; The Hoosick Falls Railroad 
Company and Housatonic Power Company. 


ASSETS. 


Property INVESTMENT: 
Road and Equipment 
Floating Equipment, 

other properties 


$220,519,753.44 
Street Railways and 
108,942,472.68 


$329,462,226.12 
Less, Reserve for Accrued Depreciation of 
Equipment 3,309,640.73 
——————. $326,152,585.39 
Securities: 
Securities of Proprietary, Affiliated and 
Controlled Companies: 
Stocks (Exhibit I) 
Miscellaneous (Exhibit I) 


$43,057,051.28 

3,398,186.18 
——_—————_ 46, 455,237.46 
Other Investments: 

Advances to Proprietary, Affiliated and 
Controlled Companies for Construction, 
Equipment and Betterments 

Miscellaneous Investments: 

Physical Property 

Securities (Exhibit IT) 


$1,678,313.53 


8,004,353.62 
3,506,310.62 ~ 
——————_ 13,188,977.77 


$385,796,800.62 


Totat Property INVESTMENT 


WorkING ASSETS: 

Cash 

Securities Issued or Assumed—Held in 
hibit IIT) 

Marketable Securities (Exhibit IV) 

Loans and Bills Receivable 

Net Balance due from Agents and Conductors.......... 

Miscellaneous Accounts Receivable 

Materials and Supplies 

Traffic and Car Service Balances due from other com- 
panies 

Other Working Assets 


$30,644,356.15 


201,700.00 
56,954,545.83 
6,541,363.48 
2,669,341.39 
4,423,673.37 
5,807,788.63 


375,854.47 
980,119.47 


DE UOTE PADERER ok cxnesan ene secd ss ese ee one $108,598,742.79 


Treasury (Ex- 


Accruep Income Nor Duve: 
Unmatured Interest, Dividends and Rents Receivable.... $601,544.41 
Dererrep Desit ITEMs: 
Temporary Advances to Proprietary, Affili- 
ated and Controlled Companies......... 
Working Funds 
Rents, Insurance and Taxes paid in ad- 
vance 


$1,568,928.33 
188,432.11 


264,316.42 

238,029.45 

Cash and Securities in Sinking and Re- 
demption Funds: 

Connecticut Railway and Lighting Co. 
Sinking Fund 

——— & Conn. Eastern Ry. Sinking 
Fund 

Maine Steamship Co. Sinking Fund, Port- 
land Trust Co 

» Steamship Co. Sinking Fund, Mer- 

cantile Trust Co 


$481,658.96 
58,000.00 
90,262.37 
69,931.44 


—— 699,852.77 

‘ash and Securities in Insurance and Other 
Reserve Funds: 

Insurance Fund 

Accident and Casualty Fund 

Coal Insurance Fund 

Marine Insurarce Fund, The New Eng- 
land Navigation Co 


$1,982,038.53 
1,698,666.31 
28,752.73 


165,805.08 
3,875,262.65 
2,860,722.47 


$9,695,544.20 


Other Deferred Debit Items 


Totat Dererrep Desit ITEMs 


$504,692,632.02 


LIABILITIES. 
$178,798,500.00 


Stock: 
Capital Stock 
Less held by Subsidiary Companies: 
The New England Naviga- 
A 6 Re $21,323,400.00 
The Rhode Island Co.... 147,900.00 
——_————_ 21,471,300.00 
—_——_————. $157,327,200.00 
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Vor. 51, No. 15. 


Premium realized on Capital Stock Sold 
(Since July 1, 1909 oe 
Less premium on shares held by Subsidi- 
ary Companies .....cccsecsese saneann 


$32,393,789.00 


12,954,376.75 
— 19,439,412.25 

Capital Stock of Subsidiary Companies in hands of Public. 109,413.22 
TotaL Stock AND PREMIUM REALIzED SINCE Jury 1, 
1909 $176,876,025.47 


MortcacE, BonpEp AND SEcuRED Dest: 
Mortgage Bonds, includin Bonds of 
Merged Roads Assumed (Exhibit V).. $60,961,000.00 


Less held by Subsidiary Companies: 
38,000.00 
— $60,923,000.00 


The New England Navigation Co 
Plain Bonds, Debentures and Notes, including Debentures 
of Merged Roads Assumed (Exhibit VI) : 151,593,200.00 
Funded Debt of Subsidiary Companies (Exhibit VII)... 40,409,391.50 
$252,925,591.50 


TotraL Mortcace, BonpEep AND SEcURED. DEBT 


WorkKInG LIABILITIES: 
Loans and Bills Payable $22,600,000.00 
Traffic and Car Service Balances due to other companies. 2,166,759.50 
Audited Vouchers and Wages Unpaid 6,123,119.68 
Miscellaneous Accounts Payable 170,875.92 
Matured Interest, Dividends and Rents Unpaid 5,282,732.36 
Matured Mortgage, Bonded and Secured Debt Unpaid... 25,612.68 
Other Working Liabilities 99,998.02 


~ $36,469,098.16 


Totat WorkINnG LIABILITIES 


Accruep Liasirities Not Due: 
Unmatured Interest, Dividends and Rents Payable 
Taxes Accrued 


$3,218,759.39 
33,359.08 
Toras. Acceven Lranriiries Not DOR. ......020000c0008 $3,252,118.47 
DEFERRED CREDIT ITEMS: 
Operating Reserves 
Other Deferred Credit Items 


$1,049,988.00 
2,324,445.09 


$3,374,433.09 


TotaL DeFerRED CrepIt ITEMS 


APPROPRIATED SURPLUS: 
Reserves from Income or Surplus: 
Invested in Sinking and Redemption Funds: 
Connecticut Railway and Lighting Co. Sinking Fund 
Invested in Other Reserve Funds: 3 
Insurance Fund $1,753,322.84 
Accident and Casualty Fund 957,757.62 
Coal Insurance Fund 29,470.74 
161,195.72 


$362,695.39 


Marine Insurance Fund, The 
England Navigation Co 
2,901,746.92 


$3,264,442.31 
8,304,671.06 


626,236.92 
19,600,015.04 


$504,692,632.02 


TOCA APERGPRIATED SURPLUG 600.560 6008 vsn sss eee sens 
EQUIPMENT AND PERSONAL PROPERTY LEASED 
DeFERRED LiapiLity Account Net ASsSETS, 

Ry. anp Licutinc Co 
Prorit AND Loss Account 


CONNECTICUT 


Contingent Liabilities: 

The New York, New Haven and Hartford Railroad Company is liable 
jointly with other roads for any deficiency on foreclosure of bonds of The 
Boston Terminal Company. 

The New York, New Haven and Hartford Railroad Company guarantees 
four per cent. dividends on preferred stock of the Springfield Railway 
Companies, $3,387,900., and payment of principal at one hundred five per 
cent. on liquidation. 

The New York, New Haven and Hartford Railroad Company guarantees 
four per cent. dividends on preferred stock of the New England Invest- 
ment and Security Company, $4,000,000. and payment:of principal at one 
hundred five per cent. on liquidation; also guarantees the payment of prin- 
cipal, $3,400,000., and interest of the New England Investment and Security 
Company fifteen-year Funding Gold Notes dated April Ist, 1909; also guar- 
antees the payment of an additional $12,850,000. and interest of New 
England Investment and Security Company fifteen-year Funding Gold Notes 
dated April 1st, 1909, when requested to do so by John L. Billard, as per 
contract. 

Under the provisions of Section 4, Chapter 519, of the Acts of the 
General Court of the Commonwealth of Massachusetts, passed at its 1909 
Session, The New York, New Haven and Hartford Railroad Company 
promises when they shall be sold to guarantee the principal of, and the 
dividends, and interest upon the capital stock, bonds, notes, and other 
evidences of indebtedness of Boston Railroad Holding Company, acquired 
by it. On June 15th, 1910, the General Court of the Commonwealth of 
Massachusetts approved an Act authorizing the issue of preferred stock 
(without voting power) of Boston Railroad Holding Company, in exchange 
for its four per cent. fifty-year Debentures dated November Ist, 1909; and 
on January 10th, 1911, the $20,012,000. Debentures owned by The New 
York, New Haven and Hartford Railroad Company were exchanged for 
preferred stock. On June 30th, 1911, there were held by the public, 
28,000 shares of preferred stock of Boston Railroad Holding Company, on 
which the guarantee had been executed; and on the same date, The New 
be New Haven and Hartford Railroad Company held the following 
stock: 


$3,106,500.00 


31,065 shares of Common. Stock of par value 
24,254,400.00 


242,544 shares of Preferred Stock of par value 


THE FIFTY-SECOND ANNUAL REPORT OF THE CHICAGO AND NORTH WESTERN RAILWAY COMPANY. 


REPORT OF THE BOARD OF DIRECTORS. 


To the Stockholders of the Chicago and North Western Railway Company: 

The Board of Directors submit herewith their report of the operations 
and affairs of the Chicago and North Western Railway Company for the 
fiscal year ending June 30, 1911. 


Average number of miles operated, 7,718.72. 
OPERATING REVENUES. 

Freight’ Revenue 

Passenger Revenue 

Other Transportation 

Nontransportation Revenue 


$49,024,957.99 
19,118,883.67 
6,311,374.92 
462,969.25 


$74,918,185.83 
53,012,710.19 


Total Operating Revenues 
OperaTinGc Expenses (70.76 per cent. of Operating Revenues) 


$21,905,475.64 
53,676.96 


$21,851,798.68 
3°116,033.84 


—— 


$18,735,764.84 
$152,580.63 
1,711,222.00 
4,087.50 


1,165,576.30 


Net Operating Revenue 
OvutsipeE Operations—Net Deficit 


Total Net Revenue 
Taxes Accruep (4.16 per cent. of Operating Revenues) 


Operating Income 
OTHER INCOME. 
Rents—Credits 
Dividends on Stocks Owned 
Interest on Funded Debt Owned 
Interest on Other Securities, Loans and Ac- 
counts 


Total Other Income 3,033,466.43 
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CHICAGO AND NORTH WESTERN RAILWAY COMPANY (Continued from preceding page). 


Groed THOME: .ocic cs scwsvieeseses roe he oe eee $21,769,231.27 
DEDUCTIONS FROM Gross INCOME. 
ee ere eee ae $1,200,022.70 
Interest Accrued on Funded Debt........... 7,726,146.35 
RRRME BEREMERE 45 604 64 5.4s.0 5a eR SNA eee 1,360.97 
ee eg SEP Pree CEE Dre Orr Ger tor 225,000.00 
ADEE TPOGUCHONS: <0 5:5:0-s'6:6.0 i510 94:06:00 ce ees. 13,601.24 
Total Deductions from Gross Income............++.. 9,166,131.26 
ee PERIIIRS 6 achn aa gio aumawta ws Danie antad aS aewwulse 604 $12,603,100.01 
DIVIDENDS. 
BX OR PRETELIEOR StOCK 6 6os66:5:060 0cees wees $1,791,600.00 
7% on Common Stock..... A ree ee 9,108,015.00* 
Total Dividends on Stock ssc sis cs csccaicedswsseecesees 10,899,615.00 
Balance THCOMES FOF The POA oc ceeccsas cevsscrsecce $1,703,485.01 





*This amount includes the full year’s dividend on the increase in Com- 
mon Stock of the Company issued during the latter half of the preceding 
fiscal year. 





The results as compared with the preceding fiscal year were as follows: 


Passenger Revenue increased............ eeees $687,866.20 
Other Transportation Revenue increased....... 543,030.29 
Nontransportation Revenue increased.......... 23,485.84 
$1,254,382.33 
Freight Revenue decreased ......ccscccccccee 511,881.19 
Increase in Total Operating Revenues.............+- $742,501.14 
Operating Expenses increased..........seeeee- $859,090.98 
Taxes ACCOR WICKCAIEE S656 6052 vsiesicee cess 136,521.32 
Increase in Operating Expenses and Taxes 
Oe ee ye eee $995,612.30 
Net Deficit from Outside Operations decreased. 3,264.04 
———--— 992,348.26 
Decrease in Operating Incomes ....csccsssecssecese $249,847.12 


The Operating Expenses for the current fiscal year include $29,949,940.52 
paid for Labor as compared with $30,150,911.21 paid during the preceding 
fiscal year, being a decrease of $200,970.69, accounted for as follows: 


Decrease account less time worked by employes............. $1,312,287.22 
Increase account higher rates of compensation..........++ee+ 1,111,316.53 
$200,970.69 


MILES OF RAILROAD. 


The total number of miles of railroad owned June 30, : 
BET RR earn or iscsi pe aise 4 3A 0 SIRE A Wipe eg 8SIS 8 518 070 eevee 7,544.77 miles 
In addition to which the company operated: 
THROUGH OWNERSHIP OF ENTIRE CAPITAL STOCK— 


Princeton & Western Railway (Wyeville to i 
DL ED. ps cata onthe wera e ewe tees 16.06 miles 
Wolf River Valley Railway (Junction east of 
Bilton to Van Ostrand, W163) io scacscseaces 198; '** 
—— 18.04 “ 
Unper_LrasE— , ; 
St. Paul Eastern Grand Trunk Railway (Clin- 
tonville to Oconto, Wis., and branches)..... 60.02 ‘“ 
De Pue, Ladd & Eastern Railroad (Ladd to 
SUN GUNIANIRITOS AUN-OS 1:4: d:0 Gre sie adders eae ek ae 6 3:25 “ 
Belle Fourche Valley Railway (Belle Fourche 
CG EN SS MBN sks Sadana <a oe ate wneea «cease -** 
James River Valley and North Western Rail- 
way (Blunt to Gettysburg, S. D.)........ et ee 
—— 126.34 * 
Unver TracKacE RicHts— ; 
Peoria & Pekin Union Railway (in the city of 
Pa MELOY a dasa k 65 a6 Snwideeanaade cts . woe * 
Chicago, Indiana & Southern Railroad (Church- 
DN 40 Badd. Ti cccsccsesswneesceescoecee 2:60" ” 
Union Pacific Railroad (Broadway Station, 
Council Bluffs, Iowa, to South Omaha, Neb.) 8.73 “ 
Chicago, St. Paul, Minneapolis & Omaha Rail- 
way (Blair to Omaha, Neb.).......esec0. «. 24.70 “ 
Chicago, St. Paul, Minneapolis & Omaha Rail- 
way (an Bicut City, TOW) 60 os. 06.00rseunes 262. ** 
Illinois Central Railroad (Sioux City to Wren 
TORCUOR” WOWA. ckcsd0 6 ssesneacanns cosecsee 10.10 “ 
Missouri Valley & Blair Railway & Bridge 
CCOMMAGY Bo 1TAGK. 2.634056. 000 ses Saieaaiec eae 3236; * 
a S433 “ 
Total miles of railroad operated June 30, 1911........ 7,743.48 * 
The above mileage is located as follows: ; 
DAS” RMR EIONI 6 ois 6'9 5 95 vessels LarsiO74 ICO Saletan saiira 4 aw eiscerare ana ceisielai ave -- 685.02 miles 
Bid Sa SMNCRIAMINN 9575 15,545 As SoG rp Sina fod 0°00 bra si ee SWINT OA id! e:ar0%s. 0:51 30 1,968.73 “ 
tl ROME EONS oid Ss so. k2%s gre Wy. ale 0.056 6 TINS COU G NR ei ere NON aK . sass “ 
MASS MUREIRE GU cofalaia'e 40 :0:05.5-0:4:515 shes 10 UTR A URE RC o5ere bare 4 650.30 
RRL PR RMR ct arity aise Gas obra -S Wweial WSS ans Bet SvELg rw iG aleve are bade 1,620.60 ‘ 
DEA NE ANTI S .ss a ra 0 4.6 snag 46 GOS BOAO Sie) WORE OTR SL0i 14.28 “ 
ih eng ae ECE Gg a5 hth sao .955 5 CMU 074 A WENA AT SiRig tA thee BcaLRiore 1,052.16 ° 
Les METS go cess ava bcs o 5p 3 FDS ORE ORE WOE ew Wee 4,102.05. * 
Ula UWE, ota ce goa wa ale ern oS CE RE Oe RGR SES e ERS 130.46 “ 
MRD! a wicie ici en oh aia leraie Daa aie Selanne tise ee reee ea ere ale 7,74348 * 


FREIGHT TRAFFIC. 


The details of Freight Traffic for the year ending June 30, 1911, com- 
pared with the preceding year, were as follows: 

r—-——Decrease——-, 

Amount. Per Cent. 

$511,881.19 1.03 

Percentage 

of Increase 


; 1910. 1911, 
Freignt REVENUE ..... $49,536,839.18 $49,024.957.99 


. 1910. 1911. or Decrease. 
Tons oF FREIGHT CARRIED..... 39,339,739 36,733,526 6.62 Decrease 
Tons or Freigut CARRIED ONE 

Bila ce Cc ne es nase os 5,562,587,719 5,433,696,684 2.32 Decrease 
AVERAGE ReveNvE RECEIVED PER 

LON” cexigecmakinea cesses nse $1.26 $1.33 5.56 Increase 


AVERAGE REVENUE RECEIVED PER 


TOM POR MEMS. 2c cc scccccave 89ofacent .900facent 1.12 Increase 
AVERAGE Distance Eacu Ton 

Was HAuvLep ..... ere eee 141.40 miles 147.92 miles 4.61 Increase 
MILEAGE OF REVENUE FREIGHT ’ 

AND TALKED TRAINS «0c cccces 21,336,510 19,648,998 7.91 Decrease 
AVERAGE NuMBER OF TONS OF 

REVENUE FREIGHT CARRIED 

PRR TRAIN MEE. oi 6 ccciecieaies 260.71 276.54 6.07 Increase 
AVERAGE NuMBER OF TONS OF 

REVENUE FREIGHT CARRIED 

PER LoapEp Car MILE....... 35.51 15.65 .90 Increase 
AVERAGE FREIGHT REVENUE PER 

ERAN DR 6c ge kcesacecne $2.32 $2.50 7.76 Increase 


PASSENGER TRAFFIC. 

The details of Passenger Traffic for the year ending June 30, 1911, com- 

pared with the preceding year, were as follows: 
7———Increase—_, 
Amount. Per Cent. 
$687,866.20 3.73 
Percentage 
of Increase 


1910. 1911. 
PASSENGER REVENUE.... $18,431,017.47 $19,118,883.67 


1910. 1911. or Decrease. 
PASSencGEns CARRIED: 20.46.60: 28,697,470 30,330,900 5.69 Increase 
PASSENGERS CARRIED ONE Mite. 1,012,742,855 1,054,572,455 4.13 Increase 
AVERAGE FARE Parip PER Pas- 
TOA Ce ety eo eee 64 cents 63 cents 1.56 Decrease 
AVERAGE Rate Paip PER Pas- 
SENGRD PER MEIER. . ic cscc-csse 1.82 cents 1.8l cents .55 Decrease 
AVERAGE DiIsTANCE TRAVELED PER 
PRGRGREOMR ii6.ci sé d.0 ne ccewewe 35.29 miles 34.77 miles 1.47 Decrease 
MILEAGE OF REVENUE PASSENGER 
AND MIXED TRAINS ....eeees 20,015,474 20,144,057 .64 Increase 
AVERAGE PASSENGER-TRAIN ReEv- 
ENUE PER TRAIN MILE ...... $1.15 $1.20 4.35 Increase 


MAINTENANCE OF WAY AND STRUCTURES. 

The total Operating Expenses of the Company for the year ending June 
30, 1911, were $53,012,710.19; of this amount $10,002,073.13 was for 
charges pertaining to the Maintenance of Way and Structures. Included 
in these charges is a large part of the cost of 58,956 tons of steel rails, the 
greater portion of which was laid in replacement of rails of lighter weight 
in 444.84 miles of track; also the cost of 2,493,501 new ties. 

The charges for Maintenance of Way and Structures also include a 
large portion of the cost of ballasting 16.78 miles of track with crushed 
stone, 74.77 miles with gravel, and 22.87 miles with cinders and slag; the 
erection, in place of wooden structures, of 44 new steel bridges on masonry, 
and 7 on pile supports, aggregating 5,097 feet in length and containing 
5,622 tons of bridge metal; and the replacement of other wooden structures 
with masonry arch and box culverts and cast-iron pipes, the openings being 
filled with earth. The wooden structures replaced by permanent work ag- 
gregate 12,596 feet in length. 

The charges on account of Maintenance of Way and Structures for the 
zene ending June 30, 1911, compared with the preceding year, were as 
ollows: 














Increase 
Raits Larp in RENEWALS. 1910. 1911. or Decrease. 
New steel rails laid...... 22,646 tons 40,210 tons 17,564 tons Inc. 
Usable rails laid....5. 6.6 18,336 “ 18,746 ‘S 410 “ Ine. 
‘Total tons laid.....6i:06. 40,982 ‘ 58,956 “* 17,974" ¢ Inc: 
Tigzs Larip 1n RENEWALS. 

DUUMIIOE o-05:s-tcaewecawecae 2,418,782 2,493,501 74,719 Inc. 
Cost oF Ral Ls, 

New steel railecic ois cc vci $654,641.58 $1,149,889.91 $495,248.33 Inc. 

RIGGING LGUG s.6:0'6 sete cwken 445,169.75 386,659.53 58,510.22 Dec. 

$1,099,811.33 $1,536,549.44 $436,738.11 Inc. 
Less value of old rails and 
OtHEr HEMS .6cccceseé Secs O22,309:52 1,093,061.45 270,951.93 Inc. 
Net charge for rails... $277,701.81 $443,487.99 $165,786.18 Inc. 
COse (OP Rises cc cna ienseme 1,240,473.53 1,285,538.95 45,065.42 Inc. 
Cost On BAELAST. «0.660508: 448,816.05 183,677.18 265,138.87 Dec. 
Cost oF OtrHer Track Ma- 

WME ve ows idles tec tacs 534,982.85 415,725.36 119,257.49 Dec. 
Roapway AND TrAcK LABOR 

AND OTHER EXPENSES..... 5,035,626.69  4,169,703.72 865,922.97 Dec. 
Total Charges for Roadway 

rt: eel yt a eae ae $7,537,600.93 $6,498,133.20 $1,039,467.73 Dec. 
Other Charges Account Main- 

tenance of Way and Struc- 

tures were as follows: 

BripGes, TRESTLES AND CUL- 

WET <4-ae aay 4 ae Rk ascieme's 1,096,140.27- 1,284,681.52 188,541.25 Inc. 
Roap Crossines, Fences, Etc. 244,272.71 268,962.82 24,690.11 Inc. 
SIGNALS AND INTERLOCKING 

AMEE: «5 oo 44a soo cele Wate 250,727.87 246,663.31 4,064.56 Dec. 
BuiLpincs, FIxTurES AND 

CHOU NOM wercasve csctreases 953,297.12 986,104.39 32,807.27 Inc. 
Docks AND WHARVES....... 60,626.64 68,556.21 7,929.57 Inc. 
SUPERINTENDENCE .......--- 396,458.59 400,294.69 3,836.10 Inc. 
Roapway Toots AND SUPPLIES 96,263.32 75,157.02 21,106.30 Dec. 
SuNpDRY MISCELLANEOUS 

CHARGES hci sccitewomenwete 138,950.44 173,519.97 34,569.53 Inc. 
Total Charges Account 

Maintenance of Way and : 

SHENCHULES:  oss:d.cte eeues $10,774,337.89 $10,002,073.13 $772,264.76 Dec. 


The above charges for Maintenance of Way and Structures for the 
current year amount to 18.87 per cent. of the total Operating Expenses, as 
compared with 20.66 per cent. for the preceding fiscal year. 

MAINTENANCE OF EQUIPMENT. 

The charges on account of Maintenance of Equipment for the year end- 

ing June 30, 1911, compared with the preceding year, were as follows: 


Increase 

1910. 11. or Decrease. 
LOCOMOTIVES: 6.6 cocccscsessccs $3,842,292.79 $4,021,661.26 $179,368.47 Inc. 
PASSENGER-TRAIN CARS ....... 926,679.91 980,437.97 53,758.06 Inc, 
FREIGHT-TRAIN CARS .......0. 3,676,262.75  3,684,541.12 8,278.37 Inc. 
WorkK EQUIPMENT ........<. 252,672.05 107,056.90 145,615.15 Dec. 
SHop MAcHINERY AND Toots. 173,216.59 201,271.48 28,054.89 Inc. 
SUPERINTENDENCE ........00. 224,606.35 239,107.88 14,501.53 Inc. 

SuNDRY MISCELLANEOUS 

CANO 6.6 odes dawiede bores 53,486.26 73,119.48 19,633.22 Inc. 
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Total Charges Account Mainte- 
nance of Equipment........$9,149,216.70 $9,307,196.09 $157,979.39 Inc. 
The above charges for Maintenance of Equipment for the current yea1 

amounted to 17.56 per cent. of the total Operating Expenses, as compared 

with 17.54 per cent. for the preceding fiscal year. 

RESERVE FOR ACCRUED DEPRECIATION ON EQUIPMENT. 

At the close of the preceding fiscal year there was a balance 
to the credit of the Equipment Reserve Accounts of 

During the year ending June 30, 1911, there was credited to 
the Equipment Keserve Accounts on account of charges to 

Operating Expenses and Profit and Loss, and for salvage.... 


$1,398,702.01 


2,781,321.55 


$4,180,023.56 

And there has been charged during the year against the 

above amount the original cost of Equipment retired and other 

items, as follows: 

51 Locomotives $364,562.00 

10 Passenger-Train 35,611.72 

1,822 Freight-Train 1,275,396.31 

130 Work. Equipment 25,800.00 

Other Items 92,288.04 

——— 1,793,658.07 

Leaving a balance to the credit of the Equipment Reserve 
Accounts on June 30, 1911, of 


TRANSPORTATION EXPENSES. 

The Transportation Expenses of the Company for the year ending June 
30, 1911, were $30,836,560.68, or 58.17% of the total Operating Expenses. 
Of this amount $18,550,310.88, or 60.16%, was charged for labor; 
$7,863,922.11, er 25.50%, was charged for fuel for locomotives and 
$4,422,327.69, or 14.34%, was charged for. supplies and miscellaneous 
items. The increase in the Transportation Expenses for the year ending 
June 30, 1911, as compared with the preceding fiscal year, was $1,159,206.43, 
or 3.91%, distributed as follows: 

Increase in amount charged for labor $287,679.08 
Increase in amount charged for fuel for locomotives 164,169.30 
Increase in amount charged for supplies and miscellaneous items 707,358.05 

$1,159,206.43 


$2,386,365.49 


CAPITAL STOCK. 

During the year ending June 30, 1911, there was a decrease of $4,275.00 
in the amount of Common Stock and Scrip held by the Public, and a cor- 
responding increase in the amount of such Stock and Scrip owned by 
the Company. 

There was no change in the Preferred Stock or Scrip. 





The Company’s authorized Capital Stock is Two Hundred Million Dol- 
lars ($200,000,000.00), of which the following has been issued to June 
30, 1911: 

Common Stock and Scrip held by the Public $130,117,213.82 
Common Stock and Scrip owned by the 
Company 2,338,317.15 


Total Common Stock and Scrip 
Preferred Stock and Scrip held by 
Public 
Preferred 
Company 


$132,455,530.97 
$22,395,120.00 
3,834.56 


Stock and Scrip owned by the 


Total Preferred Stock and Scrip 22,398,954.56 


Total Capital Stock and Scrip, June 30, 1911 $154,854,485.53 
FUNDED DEBT. 
At the close of the preceding fiscal year the amount of 
Bonds held by the Public and in Sinking Funds was 
The above amount has been decreased during the year 
ending June 30, 1911, as follows: 
Maturep BoNps REEDEEMED: 
Madison Extension First Mort- 
gage Sinking Fund, 7%.... $3,150,000.00 
M. L. S. & W. Ry. Income, 6% 500,000.00 
Menominee’ Extension First 
Mortgage Sinking Fund, 7% 2,697,000.00 


Bonps REEDEEMED WITH SINKING 
Funp PAYMENTS. 
C. & N. W. Ry. Sinking Fund 
of 1879, 6% 
C. & N. W. Ry. Sinking Fund 


of 1879, 5% 


$153,196,000.00 


$6,347,000.00 


$61,000.00 
74,000.00 


Total Bonds Redeemed 


135,000.00 
6,482,000.00 


$146,714,000.00 

And the above amount has been increased by Bonds 

sold during the year, as follows: 

C. & N. W. Ry. General Mortgage Gold Bonds of 1987, 
4%, sold to reimburse the Company for past expendi- 
tures made for construction and in redeeming 
AME TRIS, 6s on cock sea sssesnnbewssese eens s.cese»s 


Total Bonds held by the Public and in Sink- 
ing Funds, June 30, 1911 
Net Increase during the year in Bonds keld by 
the Public*and in Sinking Funds 316,018,000.00 
BONDS IN THE TREASURY AND DUE FROM TRUSTEE. 
At the close of the preceding fiscal year the amount of the 
Company’s Bonds in its Treasury and due from Trustee was $20,263,000.00 
The above amount has been increased during the year 
ending June 30, 1911, as follows: 
C. & N. W. Ry. Generat Mortcace Gotp Bonps or 1987, 
RECEIVED OR DUE FROM TRUSTEE, VIZ.: 
On account of Construction Expenditures made during the 
year 
On account of the following bonds retired: 
Madison Extension First Mortgage Sinking 
Fund, 7% $3,150,000.06 
5 S. y. Income, 6% 500,000.00 
Menominee Extension First Mortgage ‘- 
ae i Se eee 2,697,000.00 
C. & N. W. Ry. Sinking Fund of 1879, 6%.. 63,000.00 
Cc. & N. W. Ry. Sinking Fund of 1879, 5%.. 75,000.00 


22,500,000.00 


$169,214,000.00 


1,000,000.00 


6,485,000.00 
$27,748,000.00 
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Vor. 51, No. 


The Bonds. on hand and due from Trustee have been de- 
creased during the year as follows: 


C. & N. W. Ry. GENERAL Mortcace Gotp Bonps oF 1987, 


4%, SOLD TO REIMBURSE THE COMPANY FOR PAST EXPENDI- 

TURES MADE FOR CONSTRUCTION AND IN REDEEMING MATURED 

22,500,000.00 

Total Bonds in the Treasury and due from Trustee, 

June 30, 1911 $5,248,000.00 

Net Decrease during the year in Bonds in the Treasury 
and due from Trustee 


CONSTRUCTION. 
The construction charges for the year enging June 30, 
follows: 
On Account OF ADDITIONAL MAIN TRACKS, VIZ.: 


Miles. 
Third Track, Mayfair Cut-Off, Ill.... 2.52 $5,158.32 
Third and Fourth Tracks, Fulton Cut- 
)ff, Ill. 4.69 8,580.04 
Second Track, Lake Shore Junction to 
north of Lindwerm, Wi 23,747.15 
Second Track near West Allis, Wis... 64,768.68 


$15,015,000.00 


1911, were as 


$102,254.19 
320,853.63 


On Account OF EXTENSION, VIZ.: 
Dallas to Winner, South Dakota 
On Account OF ELEVATING TRACKS, VIZ.: 
In the City of Evanston, Il 
North 46th Avenue to Austin Avenue, Chi- 
LEME scuedsshidatne Some ene sehen ee seis. 
— Avenue to Harlem Avenue, Oak Park, 


Oak Park, 


$279,933.55 
9,095.64 
189,200.05 
139,797.59 
131,808.12 
28,422.70 


Avenue, 
Plaines River 
South Branch Track, from near Taylor Street 
to Canal St., Chicago, Il 
In the City of Milwauke 
Division) 
778,257.65 
Sunpry CONSTRUCTION: 
Right of Way and Additional 
Yard Grounds 
Station Buildings and Fixtures 
Shops, Enginehouses and Turntables........ 
Water and Fuel Sitios. .... .<6:0665000 000% 
Snuop Machinery and Tools... ..0...000 ys 
Permanent Bridges (cost of new over old).. 
Interlocking and Signal Apparatus......... 
New Sidings, Yard Tracks and Spurs to 
Industries 
Betterment of Roadway and Track 
Fulton, Ill., Terminal Improvements........ 
Proviso, Ill., Terminal Improvements....... 
30one, Iowa, Terminal Improvements....... 
New Chicago Passenger Terminal 
Miscellaneous Construction, including Road 
Crossings, Signs and other items 


Depot and 
$170,143.12 
451,651.85 
793,760.60 
149,624.05 
55,718.26 
928,752.18 
33,421.74 


435,121.48 
339,326.78 
450,990.84 
255,428.55 
164,226.59 
4,188,061.99 


190,622.96 
——_—————-__ 8, 606,850.99 
ADDITIONAL EQUIPMENT: 

175 Locomotives, 274 Passenger-Train Cars, 

225 Freight-Train Cars and 3 Work Equip- 

ment Cars 


$4,944,789.96 
Less Equipment retired 


1,793,658.07 
3,151,131.89 


$12,959,348.35 
08/411.89 
937,730.12 


"$14,705,490.36 


NEW PASSENGER TERMINAL IN THE CITY OF CHICAGO. 


The Company’s new Passenger Terminal in the city of Chicago was 
completed and opened to the public on June 4, 1911. 


Cost of Lee County Railway 
Cost of Sioux City, Dakota and North Western Railway.... 





TRACK ELEVATION IN THE CITY OF CHICAGO AND VICINITY. 


The elevation of the Company’s roadway and main tracks in Chicago 
from a connection with its Reckwell Street line at Taylor Street to a 
connection with its Sixteenth Street line at Leavitt Street, a distance of 
.81 miles, has been practically completed. 

The elevation of the main tracks of the Company on its Milwaukee line 
through the City of Evanston, Illinois, and the construction of five mod- 
ern passenger stations in that City, have been completed. 

Satisfactory progress is being made in the elevation of the two existing 
main tracks, and the construction and elevation of four additional main 
tracks on the Galena Division through the Village of Oak Park, which ad- 
joins the City of Chicago at its western limits. The work now being ex- 
ecuted, which will complete the undertaking, consists of the construction 
and elevation of two additional main tracks from Austin Avenue to Clin- 
ton Avenue, a distance of 1.22 miles; the elevation of the two existing main 
tracks and the construction and elevation of four additional main tracks 
from Clinton Avenue to Harlem Avenue, a distance of .41 miles; the 
construction of a retaining wall on the south side of the elevation from 
Humphrey Avenue to Harlem Avenue, a distance of 1.27 miles; and the 
erection of a modern passenger station at Marion Street. 

Pursuant to ordinances adopted by the Villages of River Forest and 
Forest Park, Illinois, adjoining the Village of Oak Park at its. western 
limits, the Company has undertaken the elevation of the two existing main 
tracks and the construction ard elevation of four additional main tracks 
through those Villages, a distance of 1.43 miles. 


SUNDRY ADDITIONS AND BETTERMENTS. 


Among the more important sundry additions and betterments to the 
property of the Company during the fiscal year are the following: 

An additional main track is being constructed from Lake Shore Junc- 
tion, Wisconsin, to a connection with the Milwaukee, Sparta and North 
Western Railway near: Lindwerm, Wisconsin, a distance of 4.11 miles, 
and an additional main track has been practically completed from West 
Allis, Wisconsin, to a connection with the Milwaukee, Sparta and North 
Western Railway 1.28 miles west of West Allis, including the revision 
of the grade and alignment of the existing main track. A line of single 
track railway has also been completed from a point about two miles north 
of Lake Shore Junction, Wisconsin, on the Lake Shore Division, to near 
Lindwerm, Wisconsin, on the Wisconsin Division, a distance of 1.00 mile, 
which furnishes a direct connection, north of the City of Milwaukee, be- 
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tween the Lake Shore Division and the Milwaukee, 
Western Railway. . ae 

An aggregate of 136.06 miles of yard tracks, sidings and industrial 

sours has been added. 
“At Madison, Wisconsin, a modern and commodious passenger station 
building has been completed, the main portion of which is constructed of 
gray stone, is two stories in height and has a frontage on Blair Street of 
127 feet and a depth of 109 feet; the remainder of the building is of 
brick, is one story in height and occupies an area of substantially 38’x 
140’. The general waiting room in the new building is 78 feet long, 50 
feet wide and 32 feet high and has a floor of marple tile and walls faced 
with Tennessee marble. This room communicates with a sheltered con- 
course, 50’x75’, from which gates lead to three track platforms, 20 feet 
in width and protected by iron and concrete shelter sheds 400 feet long. 
Directly adjoining and communicating with the general waiting room are 
the smaller waiting rooms, ticket and minor offices and a completely 
equipped dining and lunch room, 80 feet long and 35 feet wide. The 
second story of the new station is used for offices. In connection with 
this improvement an important enlargement and revision of track facili- 
ties has been made. 

Modern brick passenger stations have also been completed at Wheaton, 
Harvard, Ravinia and Hubbard Woods, Illinois; Allis, Wisconsin; Ne- 
gaunee, Michigan; O’Neill, Nebraska; and Aberdeen, South Dakota. 

“At Wheaton and Rockford, Illinois, brick freight stations, 20’x120’ and 
32’x152’, respectively, have been constructed. ; 

The shop plant of the Company at Chicago has been enlarged and im- 
proved by the construction of a 15-stall machine shop 189’x362’, a wheei 
and stripping shop 150’x189’ (equipped with the necessary tools), a 
transfer table and pit, and the installation of six electric traveling cranes. 

The enlargement and improvement of the Company’s terminal facilities 
at Proviso, Illinois, was inaugurated and a considerable expenditure made 
on that account during the year. The work now in progress consists of 
the construction of ample coal and water facilities and of 52.30 miles of 
yard tracks, which will increase the capacity of this yard to 4,967 cars. 

“ At Nelson, Illinois, the construction of a 10-stall, 90-foot, brick engize 
house, clinker pit, turntable and a system of yard tracks with a capacity 
of 300 cars has been completed. ; ‘ 

The improvements near Fulton, Illinois, consisting of a terminal yard, 
a 58-stall, 90-foot, engine house and other buildings, to which reference 
was made in the last annual report, have been completed. 

At Boone, Iowa, the Company has undertaken the construction of a 
36-stall, 90-foot, brick cngine house, power house, electric light and 
transmission line, machine shop 164’x293’, transfer table and fittings, and 
miscellaneous buildings and extensive facilities for supplying coal and 
water; also, the construction of 17 miles of yard tracks, which will make 
the total capacity of this yard 1,400 cars. : 

At Waseca, Minnesota, the existing yard tracks are being rearranged 
and four additional yard tracks are being constructed, increasing the ca- 
pacity of this yard 209 cars. ; ioe oe 

At Tracy, Minnesota, a new freight yard containing 3.75 miles of 
track with a capacity of 400 cars has been completed. | 

At Chadron, Nebraska, a 20-stall, 84-foot, brick-lined engine house, and a 
brick shop building 100’x52’, have been constructed to replace smaller 
buildings destroyed by fire, and the necessary new machinery and tools 
‘have been installed. ; 

At Manitowoc, Wisconsin, a bituminous coal bridge 446 feet long and 
60 feet high, and a bituminous coal screening plant, electrically operated, 
with suspended trolley runways and 5-ton bucket hoist for handting coal 
from boats to dock and from dock to cars, are being installed, together 
with a brick power house 44’x77’, having modern boilers and electrical 
generating power and lighting plant. The coal dock area is 277’x855’, 
and coal can be piled to a height of 40 feet. The capacity of the 
bituminous coal dock is 170,000 tons. Provision is also made for the 
future installation of a steel anthracite coal storage shed with complete 
handling plant having a capacity of 70,000 tons. : : 

Additional plants have been installed at a number of stations to in- 
crease the facilities for supplying coal and water. ; , ? 

Telephone lines to be used in connection with the dispatching of trains 
are being constructed as follows: 


Sparta and Nerth 


From Milwaukee to Lindwerm, Wisconsin........ arate catalase 8.00 miles 
From Milwaukee to West Allis, Wisconsin............++- ~ 2025 ° 
From East Clinton, Illinois, to Boone, Iowa................ 201.80 ” 
From Missouri Valley, Iowa, to Fremont, Nebraska, in- ' 
cluding Arlington to Irvington, Nebraska........ sj) een Oooe 
From Omaha to South Omaha, Nebraska, via Irvington, 4 
INSUEANEE- “anckns ste sae8s5s SAC error mere 20.20 : 
From Tracy to Huron, South Dakota..... Rinwolsctarers stele «« 136.80 he 
From dauran to Onkes; South Dakota. . onc. i ccc cscs ccs eee 136.20 , 
From Sioux Vailey Junction to Redfield, South Dakota 118.30“ 


The following new equipment has been purchased during tiie year: 
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NEW RAILWAYS AND EXTENSIONS. 

The company has acquired by purchase, during the year, the following 
proprietary railways: : 

Lee County Rattway, a double track railway, extending from Nachusa to 
Nelson, Illinois, a distance of 12.76 miles. ' 

Sioux City, DAKota AND NortH WESTERN RaiLway, extending from a 
connection with the Illinois Central Railroad near Hinton, Iowa, to a 
connection with the Chicago and North Western Railway near Hawarden, 
Iowa, a distance of 28.17 miles. 

And has leased the following proprietary railways: ' ; 
BeLte Fourcue Vatiry RAatLway, extending from a connection with the 
Chicago and North Western Railway at Belle Fourche, South Dakota, 
eastwardly to Newell, South Dakota, a distance of 23.52 miles. 
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JAMEs RIVER VALLEY AND NortH WESTERN RaiLway, extending from a 
connection with the Chicago and North Western Railway near Blunt, 
South Dakota, to a connection with the Chicago and North Western 
Railway at Gettysburg, South Dakota, a distance of 39.55 miles. 
Substantial progress has been made during the year toward the com- 

pletion of the following railways under construction in the interest of 

this company: 

Des PLAINES VALLEy Raitway, a double track railway, extending from 
near Blodgett, Illinois, on the western division of the four track system: 
of the Chicago and North Western Railway between Chicago and Mil- 
waukee, to a connection with the Wisconsin Division near Des Plaines, 
Illinois, and thence to a connection with the Galena Division at Proviso, 
Illinois, a distance of about 21 miles. 

MILWAUKEE, SPARTA AND NortH WESTERN RaiLway, extending from a 
connection with the Chicago and North Western Railway near Lind- 
werm on the Wisconsin Division, about eight miles north of Milwaukee, 
to Sparta on the Madison Division, a distance of 169.03 miles, and 
from a connection with the above line at a point about six miles west of 
Lindwerm, to a connection with the Milwaukee and Madison line near 
West Allis, a distance of 8.16 miles, in all 177.19 miles. This mileage 
includes an existing branch railway between Necedah and Wyeville, a 
distance of 13.05 miles, which is being reconstructed and will be used 
as a part of the main line. At Butler, located near the connection be- 
tween these two lines west of Lindwerm, a 58-stall, 90-foot, brick engine 
house, brick power house 100’x110’, heating, water and fuel plants and 
miscellaneous terminal buildings are being constructed. There is also 
being constructed at this location a terminal yard containing 21.10 miles 
of track, with capacity for 1,525 cars. 

Tue Sr. Louis, Prorrta anp NortH WesterRN Raitway Company 
was organized in the interest of this Company, in February, 1911, to con- 
struct a railway from a connection with the Chicago and North Western 
Railway near Peoria, to a connection with the Matoupin County Railway 
(a proprietary railway) near Girard, Illinois, a distance of about 90.4 
miles. The right of way for this railway is being acquired. The new 
line will give the Company direct access to its extensive coal fields in South- 
-, = and insure to it an economical, adequate and reliable supply 
of fuel. 

An extension of the Company’s railway from Dallas, in Gregory County, 
South Dakota, to Winner, in Tripp County, South Dakota, a distance of 
21.48 miles, has been completed. 





INDIANA HARBOR BELT RAILROAD COMPANY. 


In pursuance of the policy of the Company to make provision, as far as 
practicable, for the interchange of traffic with other railways outside of the 
limits of the City of Chicago, as well as to enable it to more directly partici- 
pate in serving the large industrial territory under development in the 
vicinity of Indiana Harbor and Gary, Indiana, and tributary to the lines 
of the Indiana Harbor Belt Railroad Company, this Company has acquired 
by purchase during the year 20% of the outstanding capital stock and 
20% of certain obligations of that Company. The Indiana Harbor Belt 
Railroad Company owns, or has trackage rights over, about 112 miles of 
railroad which connect with the lines of the Chicago and North Western 
Railway Company at its Proviso terminal yards. 





LANDS. 


During the year ending June 30, 1911, 27,098.55 acres and 37 town lots 
of the Company’s Land Grand lands have been sold for the total consid- 
eration of $589,367.94. The total number of acres remaining in the sev- 
eral Grants June 30, 1911, amounted to 375,644.54 acres, of which 29,977.22 
acres were under contract for sale, leaving unsold 345,667.32 acres, 

Appended hereto may be found statements, accounts and statistics re- 
lating to the business of the fiscal year, and the condition of the Com- 
pany’s affairs on June 30, 1911. 

By order of the Board of Directors. 

WILLIAM A. GARDNER, 
President. 


GENERAL BALANCE SHEET, JUNE 30, 1911. 
(7,544.77 Miles.) 


ASSETS. 


Property INVESTMENT. 
Road and Equipment: 
Balance to Debit of this Account, June 
RR PRR ra are ated arav ey hx ales eral anevane at Tere aielers $291,597,611.02 
Add Sundry Construction and Equipment 
Expenditures for the year ending 
June 30, 1911, as see statement 





Clsewhiere Herein oaceie-cccincceciecs 12,959,348.35 
** Cost of Lee County Railway...... 808,411.89 
** Cost of Sioux City, Dakota and 
North Western Railway ........ 937,730.12 
——- $306,303,101.38 
Securities: 
Securities of Proprietary, Affiliated and Controlled 


Comparies—Unpledged 
Other Investments: 
Advances to Proprietary, Affiliated and 
Controlled Companies for Construction, 
Equipment and Betterments ......... $21,802,300.08 
Miscellaneous Investments 1,001,597.57 





WorkKING ASSETS. 


WGA ord ue eta aeina ey eka Ses panels eese $12,964,392.90 
Common Stock and Scrip, C. & N. W. Ry. 

Co.,; in Rands Of “Preasares sox. 66:6:0ccee 2,338,317.15 
Preferred Stock and Scrip, C. & N. W. Ry. 

Co.,. in Hands of Treasurer. «...60<s0ce 3,834.56 


$40,000 M. L. S. & W. Ry. Ext. & Imp. 


Sinking Fund Bonds on hand. 40,000.00 
4,777,000 C. & N. W. Ry. General Mort- 
gage Gold Bonds of 1987, due 
from Trustee in exchange for 
PUMICE DRIED <<. 66:6 oe ecdiarc ava ce 4,777 ,000.00 
431,000 Southern Iowa Ry. First Mort- 
gage Bonds on hand......... 431,000.00 
149,200 Shares of Capital Stock of the Chi- 
cago, St. Paul, Minneapolis & 
Chime Tee Ce ons ois aire a iesvicee 10,337,152.29 
41,715 Shares of Preferred Stock of the 
Union Pacific Railroad Co..... 3,910,575.93 
DRUG FROGCECUINS fo ook So oie widen vce Rae Uc cw Value 449,224.00 
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Traffic and Car-Service Balances Due from 














Other Companies ........0.ccceccecee0 76,588.14 
Net Balance Due from Agents and Con- 
DE cLibbeceebsteesb exes hinss sien 2,693,355.23 
Miscellaneous Accounts Receivable........ 2,122,222.16 
Materials and Supplies. .............ce00 4,669,456.33 
WORE PUOIEE Sonic vevcaense eee 9,910.55 
44,823,029.24 
DererreD Desit Items. 
DNs oLichoubGecd i cide Seaexcaseacau $347,428.26 
Insurance Paid in Advance.............. 50,389.80 
Cash and Securities in Sinking and Re- 
Se a eee pee ena 6,286,877.80 
Other Deferred Debit Items............. 941,475.46 
—_— 7,626,171.32 
$383,026,312.74 
LIABILITIES. 
CapitaL Stock. 
Common Stock and Scrip, C. & N. W. Ry. 
Re ee ae oC ee ere $130,117,213.82 
Preferred Stock and Scrip, C. & N. W. Ry. 
Lah, ED BINS: NNN Ss o's. sms ss seen 22,395,120.00 
—— $152,512,333.82 
Common Stock and Scrip, C. & N. W. Ry. 
Co., owned by the Company............ $2,338,317.15 
Preferred Stock and Scrip, C. & N. W. Ry. 
Co., owned by the Company........... 3,834.56 
2,342,151.71 
Premium Realized on Capital Stock........ccccoceccvece 29,657.75 
$154,884,143.28 
MortGAGE, Bonpep AND SeEcuRED DEBT. 
Bonds in hands of the Public............ $154,852,500.00 
Add C. & N. W. Ry. Sinking Fund De- 
bentures of 1933, in hands of Public, 
issued for purchase of Stock of C. St. . 
aye | Ye Oe OA eres een tae 9,695,000.00 
$164,547,500.00 
Bonds held by Trustee account Sinking 
PMN Jc catboennh sande Se bbeue Bee we o 4,666,500.00 
Bonds owned by the Company and due 
[eh SMURRE <ciecensaect sheen aseaeee 5,248,000.00 
—— 174,462,000.00 
WorkinG LIABILITIES. 
Traffic and Car-Service Balances Due to 
ee eee eer $1,476,041.90 
Audited Vouchers and Wages Unpaid.... 4,609,460.47 
Miscellaneous Accounts Payable.......... 198,649.75 
- Matured Interest, Dividends and Rents 
ee errr ee ee 3,134,843.52 
Other Working Liabilities................ 8,921.96 
9,427,917.60 
Accruep Liapitities Not Due. 
Unmatured Interest Payable.............. $1,663,275.83 
ee re en 54,000.00 
1,717,275.83 
DererrReD Crepit ITEMS. 
Reserve for Accrued Depreciation on 
CNS Cunt ck scene de eneees bene eee s $2,386,365.49 
Other Deferred Credit Items............. 251,269.52 
2,637,635.01 
APPROPRIATED SURPLUS. 
Sinking Fund on Madison Extension Gold 
NR $1,531,824.37 
- «« Menominee Extension 
ee eS ee 1,330,054.17 
” ™ “* North Western Union 
Ry. Gold Bonds ‘ 1,372,564.24 
- o ee Ss PR RR: Eee 
tension Gold Bonds.. 2,051,840.29 
- « “ C. & N. W. Ry. Sinking 
Fund Bonds of 1879. 544,594.73 
—— ——— 6,830,877.80 
PORTS AO AIR ic coeds 5nbc0s5 oe 5550s N6 bOS wo SSNRE SSE SES 33,066,463.22 
$383,026,312.74 


“COTTON BELT ROUTE” ST. LOUIS SOUTHWESTERN RAILWAY COMPANY. 


OFFICE OF THE PRESIDENT, 
New York, September 15, 1911. 
To the Stockholders of the St. Louis Southwestern Railway Company: 

I present herewith the Twentieth Annual Report of your Company, for 
the fiscal year ended June 30, 1911. ; 

The report of the Vice-President and General Manager, which follows, 
exhibits full and complete details of operating revenues, operating ex- 
penses and other results from operation, as well as the financial and 
physical condition of the property. ; 

Operating revenues aggregated $11,888,036.73 exceeding the “eleven 
million mark” for the first time in the history of your company and _lack- 
ing only about $112,000.00 of reaching an aggregate of twelve millions, 
and show an increase of $901,520.77, or 8.21 per cent. over the total op- 
erating revenues of the preceding year, which were the largest up to 
that time. The natural growth and continued development of ‘the coun- 
try served by your lines of railway is reflected in the increase in the 
volume of traffic handled. While operating expenses were largely aug- 
mented by increased wage schedules and increased cost of coal, occasioned 
by the miners’ strikes, it is gratifying to note that the net operating rev- 
enue shows an increase of $469,422.36, or 16.53 per cent. 

It will be noted by this report, that liberal expenditures have been made 
for additions and detterments to the roadway and track. Substantial ad- 
ditions have also been made to the freight car equipment, purchases having 
been made principally through equipment trust agreements, under the 
terms of which, payments are spread over a period of ten years in equal 
annual installments. 


RAILWAY AGE GAZETTE. 





Vor. 51, No. 15. 


COMPARATIVE STATEMENT OF INCOME ACCOUNT. 


Year Ending Year Ending 
June 30,1910. June 30, 1911. 


























Average Average 
Mileage Mileage Increase 
Operated Operated or Decrease. 
7,629.45 7,718.72 
OPERATING REVENUES. 
Freight Revenue ......... $49,536,839.18 $49,024,957.99 —$511,881.10 
Passenger Revenue ....... 18,431,017.47  19,118,883.67 687,866.20 
Other Transportation Revenue 5,768,344.63 6,311,374.92 543,030.29 
Nontransportation Revenue. 439,483.41 462,969.25 23,485.84 
Total Operating Revenues $74,175,684.69 $74,918,185.83 $742,501.14 
OPERATING EXPENSES....... ve 52,153,619.21 §3,012,710.19 859,090.98 
Net Operating Revenue.. $22,022,065.48 $21,905,475.64 —$116,589.84 
OvurtsipE Operations—Net 
ESEIMME sasncbsnesd scence 56,941.00 53,676.96 —3,264.04 
Total Net Revenue...... $21,965,124.48 $21,851,798.68 —$113,325.80 
TAXES AUOCRUED 6 oe6s00 00005 2,979,512.52 3,116,033.84 136,521.32 
Operating Income ...... $18,985,611.96 $18,735,764.84 —$249,847.12 
OTHER INCOME. 
Rents—Credits ........... 135,300.72 152,580.63 17,279.91 
Dividends on Stocks Owned  1,594,249.50 1,711,222.00 116,972.50 
Interest on ‘Funded Debt 
SORE Sassccennnaeses es 1,900.00 4,087.50 2,187.50 
Interest on Other Securities, 
Loans and Accounts..... 808,309.23 1,165,576.30 357,267.07 
Total Other Income..... $2,539,759.45  $3,033,466.43 $493,706.98 
Gross Income .....0.0605<. $21,525,371.41 $21,769,231.27 $243,859.86 
DEDUCTIONS FROM GROSS 
INCOME. 
Rents—Debits ............ 1,397,277.94 1,200,022.70 —197,255.24 
Interest Accrued on Funded 
IDET: Micon sak Shense ceases 7,582,514.99 7,726,146.35 143,631.36 
iter Interest... ..\...6.% 6 931.89 1,360.97 429.08 
ET a 225,500.00 225,000.00 —500.00 
Other Deductions ......... 20,649.23 13,601.24 —7,047.99 
Total Deductions from 
Gross Income ........ $9,226,874.05 $9,166,131.26 —$60,742.79 
Diet Serie esc sdisausn $12,298,497.36 $12,603,100.01 $304,602.65 
DivipENDsS oN Stock. 
8% on Preferred Stock.... 1,791,600.00 1,791,600.00 SSRI RE Ye 
7% on Common Stock...... 8,040,438.00 9,108,015.00 *1,067,577.00 





$9,832,038.00 $10,899,615.00 $1,067,577.00 


Total Dividends on Stock 





Balance Income for the - 


year, carried to Profit 
and Loss $2,466,459.36 $1,703,485.01 —$762,974.35 





*Note:—This increase is due to a full year’s dividend on the increase 
in Common Stock of the Company issued during the latter half of the 
preceding fiscal year. 

PROFIT AND LOSS ACCOUNT, JUNE 30, 1911. 
DR. 


Depreciation accrued prior to July 1, 1907, on equipment 
retired or changed from one class to another during the 


REE INL PET 5c can cbicen sce Sens ae scabue nuke ese eases $1,282,296.73 
Discount on C. & N. W. Ry. 4% General Mortgage Gold 
Bonds of 1987 sold during the year.....cccccccccsecceve 825,000.00 
Net loss on property sold or abandoned and not replaced... 53,854.24 
Balance Credit, June 30, 1911, carried to Balance Sheet..... 33,066,463.22 
$35,227,614.19 
CR. 
NS Se [ee 2 | Oe ree are yee re eee ier $32,178,932.10 
Balance Income for Year ending June 30, 1911, brought for- 
Senne) RN RRO. PACINNE cok sc sas suas sos as a's Wee 5s 1,703,485.01 


Balance from operations of Land Properties for year ending 
June 30, 1911 . 
Amount transferred from “Appropriated Surplus” on account 
of the retirement of Madison Extension an enominee 
Extension First Mortgage Sinking Fund Bonds.......... 
Balance of accounts written off the books, etc.........+2.6- 


522,145.69 


ee 


806,323.05 
16,728.34 


$35,227,614.19 


CAPITAL STOCK. 

There has been no change in the capital stock of your company during 
the fiscal year. 

FUNDED DEBT. 

The increase in funded debt of $1,576,077.80, as shown by the general 
balance sheet, is due entirely to an increase in the amount of Equipment 
Trust Obligations issued and outstanding and is accounted for, as follows: 

Equipment Trust Obligations issued: 

Equipment Gold Notes, Series B, Bankers Trust Co., 
Trustee, covering deferred payments (extending over 
a period of ten years) for 1500 Box, 500 Automobile 


and 500 Refriverator GarGe occ o sos on ass s4280eeseese $1,760,000.00 

Deduct: ; 2 ‘s 
Equipment Trust Obligations paid............seeee- 183,922.20 
Pie Wee. oa au ben ga SWANS eee eee te esos aaa $1,576,077.80 


CENTRAL ARKANSAS AND i RAILROAD COMPANY— 


Construction work on this line (control of which, as announced in the 
preceding annual report, has been acquired through a thirty-year lease) 
has progressed satisfactorily during the current year. The original line 
acquired extended from England, Ark., to Gregor, Ark., a distance © 
about 914 miles; since this acquisition, extensions have been built from 




















OctToserR 13, 1911. 


Gregor to Stuttgart, a distance of about 18 miles, and from Rice Junc- 
tion to Hazen on the C. R. I. & P. Ry., a distance of about 17 miles. 
The entire line has been constructed in conformity with the latest stand- 
ards and is now. being ballasted with gravel. When the ballasting is 
completed, which it is expected will be during this Fall, the line will be 
turned over to your company for operation under the terms of the lease. 
First mortgage bonds of the Central Arkansas and Eastern R. R. Co., to 
the amount of $730,000.00, have been issued and sold to cover all ex- 
penditures for road and equipment to May 31, 1911. 


STEPHENVILLE NORTH & SOUTH TEXAS RAILWAY COMPANY 
—PURCHASE. 

As stated in the preceding annual report, your company has acquired 
ownership of the Stephenville North & South Texas Railway Co. by pur- 
chase of its capital stock and guaranteeing the payment, both as to princi- 
pal and interest, of its First Mortgage, Five Per Cent., Thirty-Year, Goid 
Bonds. The original line acquired extended from Stephenville, Erath 
County, Texas, to Hamilton, Hamilton County, Texas, a distance of 42.6 
miles. Extensions have since been built from Gatesville, the extreme 
southwestern terminus of the St. Louis Southwestern Railway Company 
of Texas, to Hamilton, a distance of 31.6 miles, and from Edson (near 
Hamilton) to Comanche, Comanche County, Texas, a distance of 31.5 
miles. The entire new line, which opens up a resourceful territory here- 
tofore lacking transportation facilities, is in operation at the date of this 
report. Application has been made to the Railroad Commission of the 
State of Texas for authority to issue bonds to cover the cost of con- 
struction of this new line, and it is expected that the desired authority 
will be granted at an early date. 

DIVIDENDS ON PREFERRED STOCK. 

Two semi-annual dividends, of 2% each, on the outstanding preferred 
aon a payable January 16 and July 15, 1911, were declared by 
the Board. 





The croy and business conditions in the territory adjacent to your com- 
pany’s lines are good and the outlook for future traffic is therefore 
favorable. 

The faithful and efficient services of your officers and employes, gen- 
erally, during the past year, are acknowledged with pleasure. 

For the Directors, 
EDWIN GOULD, President. 


“COTTON BELT ROUTE” ST. LOUIS SOUTHWESTERN RAILWAY 
co. 
OFFICE OF THE VICE-PRESIDENT AND GENERAL MANAGER. 





St. Louis, Mo., September 1, 1911. 
Mr. Epw1n Goutp, President: 

Dear Str—Herewith I submit the Annual Report of the Company for 
the fiscal year ended June 30, 1911, showing the results from operation 
during the year and the financial and physical condition of the property at 
the close of the year. 

The average main track mileage operated during the year was 1,487.0, 
an increase of 13.9 miles over the preceding fiscal year. The main track 
mileage operated at the close of the fiscal year, June 30, 1911, was 1,500.0 
miles, an increase of 23.7 miles. This increase is explained as follows: 
Trackage rights (freight trains only) over C. & E. I. R. R. from 





THECG; as UO CVO OTERO, Ts 6: 6 oc:6.0 4 ara icmrnn pesieaoee acaeva’s 10.4 
Trackage rights (freight trains only) over Illinois Central R. R., 
from. \euve ranch, i... to Care. Tees osc.0 6-6 ccc0s 0-0 sw are e000 18.0 
Additional main track from Newro Junction, Ark., to Argenta, 
Cs AS re ee eRe Tr EEE reo Re eee ee eee ee 3:2 
31.6 


Less—Main track mileage Illmo, Mo., to Gray’s Point, Mo., trans- 
Perced tO Wile Yard Mileage. «ce sccosccse csc maces casas 3.2 
St. L. I. M. & S. Ry. track mileage at Argenta and Little 
Rock, Ark., the use of which was discontiued upon com- 
pletion of this company’s facilities at Argenta........-. 
Main track mileage Newro Junction, Ark., to St. L. I. M. 
& S. Ry. connection, transferred to side track mileage... 2.0 7.9 


DEORE DMOCCMRNE gic 554 core eda eo e RAEN OH TG Eee eee 23.7 





A detailed exhibit of the mileage operated on June 30, 1911, showing 
the main line and branches separately, will be found in Table No. 1 of the 
appendix to this report. ; . 

In the condensed comparative statement, immediately following, will be 
found the financial results from operation for the year ended June 30, 
1911, showing Operating Revenues, Operating Expenses, Net Operating 
Revenue, etc. 

FINANCIAL RESULTS FROM OPERATION—ENTIRE SYSTEM. 

INCOME ACCOUNT FOR FISCAL YEAR. 




















RAILWAY AGE GAZETTE. 


ST. LOUIS SOUTHWESTERN RAILWAY COMPANY (Continued from preceding page.) 


















Year ended Year ended Increase 
ITEM. June 30,1911. June 30, 1910. or Decrease. 
AVERAGE MILES OPERATED.....- a 1487.0 1473.1 13.9 
a INCOME: 
XAIL OPERATIONS: 
Operating Revenues........ $11,888,036.73 $10,986,515.96 $901,520.77 
Operating Expenses ...... *, 8,578,155.22 8,146,056.81 432,098.41 
Net Operating Revenue....... $3,309,881.51 $2,840,459.15 $469,422.36 
OvurtsipE OPERATIONS: 
ROOMIIOE: cara aeea siete $45,884.20 $46,641.60 —$757.40 
SURISMEIIEN <,0:a-0 0-090 0 00 oe <6 56,354.19 59,252.60 —2,898.41 
Gt, SOOM ss cenars see awae $10,469.99 $12,611.00 —$2,141.01 
TotaL Net REVENUE........-> $3,299,411.52 $2,827,848.15 $471,563.37 
TAXES AGORURD: 6o:s:00400 60'<<'s 369,291.55 369,704.36 —412.81 
Total Operating Income... $2,930,119.97  $2,458,143.79 $471,976.18 
OTHER INCOME <<6<.0c65000- 526,884.39 545,121.03 —18,236.64 
GROSS CORPORATE INCOME $3,457,004.36 $3,003,264.82 $453,739.54 
: DEDUCTIONS FROM GROSS 
) CORPORATE INCOME ..... *2,242,181.28 *2,186,798.46 54,382.82 
. BALANceE, ome, CarrreD —_ 
WARD TO OF Oss - 
COUNT ers Betti Enea ns 2s $1,215,823.08 $816,466.36 $399,356.72 
‘ PROFIT AND LOSS ACCOUNT, JUNE 30, 1911. 
: ITEM. Dr. Cr. 
{ Balance Wile WE WAS Ca vein danesnes coe $4,826,255.63 
aiane , ° 
a ee ee oe 1,215,898.08 
Pct Be WE is oh x soko hues v einweansnos 17,256.94 
xtinguishment of Discount on Equipment 
Trust Obligations sold since July 1, 1907.... $27,984.00 
























Deductions for Yeats. .cccccccsces al eiapearoswe ag 124,887.18 
Divipenps DEcLARED: 
On Preferred Capital Stock— 
4% on $20,000,000.00, payable 
January 16 and July 15, 1911.$800,000.00 
Less amount on stock held in Com- 
PANY 6 tHOROUET i scccccccsavas 4,254.00 
: —— 795,746.00 
Balance, Credit, Jane 30; WI. sk wicicsccccces 5,110,718.47 
OUND oc Oe pee meee ed oe Shaawswaseeeewe $6,059,335.65 $6,059,335.65 


*Includes_ $121,700.00 dividends declared on Second Mortgage Income 
— Certificates—full interest (4%) on amount outstading in hands of 
public. 


OPERATING REVENUES. 


The steady development of the territory traversed by this line is re- 
flected in the increase in total operating revenues of $901,520.77, or 8.21% 
over the last fiscal year. The increase in net operating revenue for the 
year was $469,422.36, or 16.53%. 

Freight revenue increased $622,892.30, or 7.56%, due to improved busi- 
ness conditions and the continued development of the agricultural and 
industrial resources of the southwest country tributary to the line. The 
tonnage movement of cotton and cotton seed products, exceeded the previ- 
ous year by 21%. The tonnage of rice, which is rapidly assuming impor- 
tance as a product of the Arkansas section, increased 178%. There was 
a slight falling off in the tonnage of lumber and forest products (2.74%) 
while the tonnage of merchandise and miscellancous manufactured articles 
increased 15.80%. 

Passenger revenue increased $224,518.19 or 10.35%, which is attributable 
to the natural growth and the healthy business conditions prevailing. 

The agricultural development of the country adjacent to this line, which 
has been commented upon in previous reports, continued with marked re- 
sults during the past year. An increased interest in everything pertain- 
ing to better farming and larger yields is noticeable along the entire sys- 
tem. As a result of the organization of farmers’ institutes, corn clubs, 
hog clubs, and of special demonstration events, the farmers are rapidly 
acquiring better cultural methods and greaetr ability to cope with climatic 
conditions. 

For the season of 1910, Arkansas ranked second to all southern states 
in corn yield, producing 24 bushels to the acre and being exceeded only 
by Virginia, which produced 25.5 bushels to the acre. 

The rice industry in Arkansas continued its remarkable development. 
The acreage devoted to this product in that state increased about 15% 
over the preceding year, Experience has demonstrated that the best 
quality of rice is grown at the point farthest north, where it can be culti- 
vated, and the Arkansas rice ranks highest in this respect. 

Great interest is being manifested in the reclamation, by means of levees 
and drainage ditches, of the alluvial overflow lands in Southeast Missouri, 
Northeast, Central and Southern Arkansas. Several millions of acres of 
fertile land will be reclaimed by properly draining the sections re- 
ferred to. 

The extensive industrial develooment of the section served by this com- 
pany is evidenced by the establishment during the past year of many 
new industrial concerns, diversified in character, amongst which are the 
following: twelve hardwood lumber plants, eight stave mills, six ice 
factories, four grist mills, three peanut cleaning plants, two mattress fac- 
tories, three brick plants, five handle factories, two glass factories, three 
cement tile works, and numerous factories manufacturing furniture, 
veneer, jugs, concrete blocks, cans, hoops, beehives, pottery, coffins, 
ete., etc. 

The rate litigation with the States of Missouri and Arkansas, referred 
to in previous reports, is still pending. Permanent injunctions, in favor 
of the carriers, were granted by the United States Circuit Courts, but 
each of the States named has carried its case to the United States Su- 
preme Court for final adjudication. 


OPERATING EXPENSES. 


The total operating expenses for the fiscal year ended June 30, 1911, 
shows an increase over the preceding fiscal year of $432,098.41, or 5.30%. 
The ratio of total Operating Expenses to total Operating Revenues this 
year was 72.16%, last year 74.15%. 

The following changes occurred in the general operating expense 
accounts: 

Mainterance of Way and Structures....decreased, $350,810.68, or 16.31% 
yp 


Maintenance of Equipment.............. increased, 206,518.13, or 11.12% 
SEI DOORN og asc ogo oie ka su ctae<inwe increased, 31,022.02, or 7.48% 
Transportation EXpeMses <..cc.cccccsees increased, 521,624.99, or 15.92% 
CGEROTOL ELXPOMSOB. 6 os 6 crsiir ck er eccerenes increased, 23,743.95, or 5.32% 


The decrease in Maintenance of Way and Structures is explained by the 
heavy maintenance work of an extraordinary character, done during the 
preceding year, notably the reconstruction of the steel bridges over the 
Arkansas and Saline rivers, the maintenance proportion of which amounted 
to about $164,000.00, and to extensive tie renewals, exceeding those of 
the present year by $157,970.44. 

The policy of maintaining the company’s equipment to a standard of 
high efficiency was carried on during the current year, and resulted in an 
increase for equipment maintenance of $206,518.13, or 11.12%. 

The increase in Transportation Expenses was due principally to the 
increased cost of fuel, occasioned by miners’ strikes in the coal producing 
districts contiguous to the line, and to advances in wages of employes. 
The increase in cost of coal used in all branches of the service, due to 
increase in price, aggregated for the current year $188,630.33, and the 
increase due to increased consumption on account of increased locomotive 
mileage was $76,750.62. The advances in wage schedules approximated 
10%, and materially increased the operating expenses of the company. 

Exhibit ‘‘A,” on page 25, fully analyzes the operating expenses for the 
current and preceding years, and shows the ratios of operating expenses, 
by classes, to operating revenues and to total operating expenses, aver- 
ages per mile of road operated, etc.; Exhibit ‘B,” on pages 26 and 27 
shows a comparison of operating expenses in detail, by primary, as well 
as by general, accounts. 


TRAIN AND CAR LOADING. 


The following tables show the average load per freight train and per 
loaded freight car for the past ten years: 

Average load, in tons. per loaded car (including company material). 

Year ended St. dL. W.R 


S-W. Ry. St.L.S y. ; 

June 30. Co. Co. of Tex. Entire System. 
Uh eee cae i « 34.32 15.81 8 
VOC Seis.c'cs had 64 vslee 18.00 15.40 17.19 
i Perrier ree - 18.29 15.62 17.43 
Tid ecesecetvicewed 18.19 15.54 17.43 
T9QG c. ccteeeteneces 18.79 16.63 18.13 
Es 6 dete Owce hace 19.01 17.06 18.40 
UIC 5 ea eare de eaapieaetearer tr ac 19.25 17.39 18.69 
DL eae cat rarer acre 17.84 16.67 17.49 
Re vo oot delerae:w aielae 18.58 16.89 18.14 
POR ars «madviees wesieiac 18.78 17.30 18.32 


750 


Average load, in tons, per train (including company material). 

Year ended St. L.S-W. Ry. St. L. S-W. Ry. 

Co Co. of Tex. 
160.23 
167.09 
172.20 
177.33 
194.49 
202.81 
189.99 
190.34 
196.27 
200.04 


Entire System. 
255.80 
281.63 
284.72 
295.50 
315.06 
323.35 
311.19 
301.61 
326.11 
320.16 

EQUIPMENT. 

The following equipment, contracted for under trust agreements during 
the preceding year, was all received during the current fiscal year, viz: 
16 freight locomotives, 14 passenger coaches, 6 chair cars, aud 3 parlor- 
cate cars. 

There was contracted for, under trust agreements executed during the 
current fiscal year, 1500 box, 500 automobile and 500 refrigerator cars—o 
this lot, there were delivered and received up to June 30, 1911, 1500 box. 
21 automobile, and 437 refrigerator cars, the balance having been received 
since the close of the fiscal year. 

In addition to the foregoing there was purchased for cash, 2 official cars. 

As a matter of information, of special interest, in connection with trust 
equipment, it is pertinent to state that, at this writing, there is not a vacant 
number in any series of passenger and freight cars or locomotives covered 
by the company’s outstanding equipment trust obligations. 


ADDITIONS AND BETTERMENTS. 
The exhibit styled ‘‘Property Investment—Road and Equipment” on page 
31, shows, in detail, the expenditures for additions and betterments during 
the year. There has been expended for Additions and Betterments—Road, 
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to June 30, 1911, out of current funds, and for which no securities have 
been issued, the sum of $2,679,863.71; of this amount $1,411,759.40 was ex- 
pended during the current year. 


FREIGHT HOUSE, TEAM TRACKS, ETC., AT ST. LOUIS, MO. 


Since the last annual report of the company, a desirable site in St. 
Louis has been selected and the property acquired, on which to construct 
a freight house, team tracks, etc. At the date of this report the old 
buildings on the property acquired have been razed, plans have been pre- 
pared for the new facilities and work on same is under way by the 
contractors. 


TRACKAGE RIGHTS, WACO, TEXAS, TO McGREGOR, TEXAS, AND 
- USE OF FACILITIES AT WACO, GRANTED TO THE GULF, 
COLORADO AND SANTA FE RAILWAY. 


Effective April 10, 1911, a contract was entered into with the Gulf, Colo- 
rado and Santa Fe Ry., under the terms of which that company is granted 
the right to operate its freight and passenger trains over the rails of this 
company between McGregor, Texas, and Waco, Texas, a distance of eighteen 
miles, and the joint use of this company’s terminal facilities at Waco, Texas. 


USE OF TERMINAL FACILITIES AT SHERMAN, TEXAS, GRANTED 
TO THE MISSOURI, OKLAHOMA AND 
GULF RY. CO. OF TEXAS. 
A contract was entered into with the Missouri, Oklahoma and Gulf Ry. 
Co. of Texas, effective November 1, 1910, granting that company the joint 
use of the terminal facilities of this company at Sherman, Texas. 





In the succeeding chapters, headed respectively, ‘‘Financial Exhibits,” 
“Traffic,” ‘Transportation,’ “Maintenance of Way and_ Structures,” 
“Maintenance of Equipment,” etc., will be found a complete analysis ot 
the financial condition, results from operation, and the maintenance and 
improvement of the property. 


CONDENSED GENERAL BALANCE SHEET— 


Entire SysteM, June 30, 1911. 


(FORM PRESCRIBED RY THE INTERSTATE COMMERCE COMMISSION, EFFECTIVE JUNE 15, 1910.) 


+Increase. 
—Decrease. 
This Year. 


ASSETS. TOTAL. 
PROPERTY INVESTMENT: 
Roap anp Eguipment—(See exhibit H). 
Investment to June 30, 1907 


) $78,866,536.53 
Investment since June 30, 1907 


5,563,721.66 
$84,430,258.19 +$2,716,897.66 
1,377,699.20 + 370,018.42 


+$2,346,879.24 


4-$2,716,897.66 


Reserve for Accrued Depreciation 
Existing Equipment—Cr 


$83,052,558.99 





Securities—(See exhibit I). 
Securities of Proprietary, Affiliated and 
Controlled Companies—Pledged .... $ 
Securities Issued or Assumed—Pledged 1 
Securities of Proprietary, Affiliated and 
Controlled Companies—Unpledged... 


Total 


:670,466.67 
,904,333.20 


22,379.00 
$14,197,178.87 


1 
2 








Otruer InvestMeENTsS—(See_ exhibit 
page 32.) 


Miscellaneous Investments $10,130.32 == 





Total Property Investment $97,259,868.18 +$2,346,880.24 





WORKING ASSETS. (See exhibit N). 
Cash 
Securities Issued or Assumed—Held 
Treasury = 
Marketable Securities -- 
Loans and Bills Receivable 19,533.84 
Traffic and Car-Service Balances 
Due from Other Companies 21,025.81 
Net Balance Due from Agents and Con- 
4,575.57 
805,704.51 
566,438.59 


ductors 
Miscellaneous Accounts Receivable 

3,803.98 
$228,862.60 


$531.80 


(Net) 
5,269.32 


63,851.22 
3,096,910.42 
1,051,104.09 

8,939.28 


$6,626,111.11 + 


Materials and Supplies 
ee! ae: Se er ir 





Total 





ACCRUED INCOME 
exhibit N). 
Unmatured Interest, Dividends and Rents 
Receivable j ‘ a 


NOT DUE: (See 


$743.17 





DEFERRED DEBIT ITEMS: (See exhibit 
y) 


Advances 

Rents and Insurance Paid in Advance... 
Special Deposits 

Other Deferred Debit Items............. 


$1,398,371.24 — $151,240.36 
19,357.34 — 1,402.95 
1,151.669.00 + 610,391.20 
156,097.29 — 100,076.89 


Total $2,725,494.87. + $357,671.00 
4. 





Total Working, Accrued and De- 
ferred Assets $9,523,851.74 


$587,276.77 
+$2,934,157.01 





Total Assets $106,783,719.92 


' 
Notre 1.—The General Balance Sheet—Entire System, as above stated, 


represents a consolidation of the general balance sheets of the St. Louis 
Southwestern Ry. Co. and the St. Louis Southwestern Ry. Co. of Texas. 
In stating the assets and liabilities of the system, the holdings of the St. L. 
S-W. Ry. Co. in the bonds and capital stock of the St. L. S-W. Ry. Co. of 
Texas, together with the loans and advances made as _ between the two 
companies, have been eliminated from the liabilities, and a like reduction 
made in the assets pertaining thereto. The figures shown, therefore, repre- 
sent the book value of the assets and liabilities of the system, without 
duplication. See appendix for general balance sheet of each company 
separately. 


+Increase. 
—Decrease. 
This Year. 


LIABILITIES. 


STOCK: (See exhibit K). 
Common Stock: 
Held by Company — Un- 
pledged 
Not held by Company 


Preferred Stock: 
Held by Company — Un- 
pledged 
Not held by Company 


$143,900.00 
16,356,100.00 $16,500.000.00 


$106,350.00 


19,893,650.00 20,000,000.00 





$36,500,000.00 





MORTGAGE, BONDED AND SECURED 
DEBT: (See exhibit L). 
Funded Debt:— 
Mortgage Bonds: 
Not held by Company 
Income Bonds: 
Held by Company— 
Pledged $6,957,500.00 
Not held by Company.. 3,042,500.00 


$42,261,750.00 


10,000,000.00 


Equipment Trust Obliga- 
tions: 
Held by Company— 
Pledged 
Not held by Company.. 8,527,990.54 


$60,789,740.54 


+$1,576,077.80° 
+$1,576,077.80 








Total Stock, Mortgage, Bonded and 


Secured Debt 7,289,740.54 +$1,576,077.80 





WORKING LIABILITIES: (See exhibit N), 
Loans and Bills Payable 
Audited Vouchers and Wages Unpaid.... 
Miscellaneous Accounts Payable 
‘Matured Interest, Dividends and Rents 
Unpaid 
Other Working Liabilities 


$950,000.00 
1,115,195.31 
98,531.31 


267,486.15 — 13,760.00 
18,011.60 + 1,278.61 


$2,449,224.37  +$1,056,751.58 


$800,000.00 
254,514.98 
14,717.99 








ACCRUED LIABILITIES NOT DUE: 
(See exhibit N). 
Unmatured Interest, Dividends and Rents 
Payable 
Taxes Accrued 


$673,490.26 
173,290.92 


$846,781.18 


$61,873.55 
14,398.37 


$47,475.18 








DEFERRED CREDIT ITEMS: (See ex- 
hibit N). 
Other Deferred Credit Items 


Total Working, Accrued 
ferred Liabilities 


PROFIT AND LOSS: 
Balance 


Total Liabilities 


$1,087,255.36 + $64,339.97 





and De- 


$4,383,260.91 +$1,073,616.37 





$5,110,718.47 + $284,462.84 
$106,783,719.92 +$2,934,157.01 


Nore 2.—Bonps GuARANTEED: The St. L. S-W. Ry. Co. is guarantor of 
the payment of the principal and interest, as the same matures (if default in 
payment be made by the issuing companies) of the following securities: 

Gray’s Point Terminal Railway Co.—First Mortgage Bonds.. $500,000.00 

Shreveport Bridge & Terminal Co.—First Mortgage Bonds... 450,000.00 

Terminal R. R. Assn. of St. Louis—General Mortgage Bonds 

—1-15th 1,359,600.00 








e 
bes 
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THIRTIETH ANNUAL REPORT OF THE CHICAGO, SAINT PAUL, MINNEAPOLIS AND OMAHA RAILWAY COMPANY. 


REPORT OF THE BOARD OF DIRECTORS. 


Yo the Stockholders of the Chicago, Saint Paul, Minneapolis and Omaha 

Rauway Company: 

The board of bLirectors submit herewith their report of the operations 
and affairs of the Chicago, Saint Paul, Minneapolis and Omaha Railway 
Company for the fiscal year ending June 30, 1911. 

The results of the operation for the year were as follows: 

OPERATING REVENUES: 





Freight TOVEHUC...66sesscveeceeeseeeeseceres $10,563,204.36 

Passenger revenue............. pe ces ees ceees 4,475,419.11 

Other revenue from transportation.......... 951,030.26 

Non-transportation revenue..........eeseees 105, 197.63 
Total Giererrnd) COVORUE 6 66.c'5i6sidi0 6 cess Keewds cenwescwees $16,092,851.36 
OPERATING EXPENSES: 

Maintenance of way and structures.......... $1,965,393.52 

Maintenance of equipment.........ccccees 1,863,983.78 

THGMIG: GEORUBER. 6 66.5 0-055.s0'0s 0s Vie 044s F505 285,536.56 

TranspOrtGtiOn CXPENSES. . 20. cccccceccescee 6,155, 616. 44 

CGOTROEERT WERRIBEE 55 0:0 56:5: aioe: ore 6 0: Thier essere etie- 8-6 385,523. 46 
Total operating expenses (66.22 per cent. of operating 

CED. ab W 4's SS aw he AIRS BE. GIR SR Sade SSS wes 10,656,053.76 

DERE AORN DEINE oles 0a eis os Ki dic 4b 6 svocle neon ee elelo one $5,4 436,797. 7.60 

Outside aperamene CISt GORCIE) 6.i:<.6:6i6 0.6.6 666 ois ee wieseeeeee sev 12,538. 06 
WME. ARO AMON ENIANS 6s 5. ca.0 5 b.4 090 0:00 4 Slee dh a ae Beene wh $5,424,259.54 

Taxes accrued (4.54 per cent. of operating revenue)........ 730,807.55 
ORT AIRR ) AEGIINO s Gie.ccis a 04 4 45 0 arsie Valea ee aisle slasihooe neues $4,693,451.99 
OTHER INCOME: 

FOIE “TAINO | DEIIOS so. 0.6 0:7 015,905: 0 616 4.6e'ie'eieieis 0 $59,636.31 

Dividends declared on stock owned........ 41,976.00 

Interest accrued on funded debt owned...... 11,725.68 

WIGCCUGHOONE:  a6:< 5009.00 see oO wa wase yeas 26,429.91 


139,767.90 








Grieder rate SONI 65 ood. os dec: ia son baldness Slee es $4,833,219.89 
DEDUCTIONS: 

Hire of equigment—balance............e0.. $80,770.91 

MONG: QOCIINOGs, TOTO a 05a a o.55)5,0:0: 0760's 0r909se tse 288,100.77 

Interest accrued on funded debt........ oe 1,631,590.16 

Ee NC reer es Pere re 16,372.73 


2,016,834.57 








Net corporate income Bara terete ee ease atl era ees facBinravalern ore uatermerere $2,816,385.32 
Dividends on stock (7% on both common and preferred).... 2,086,910.00 
DCE URNS TOE ES WERE ic oocscle ce wwicn cuwensemex eee $729,475.32 


COMPARATIVE INCOME. 
As compared with the previous year, the results were as follows: 





Operating revenues, increased... ......tscccssccccceccccccees $997,828.55 
Operatitis CEDEDEES, TACHEAOEE 6 0. 65.5.66:0% 0:6. w ci9i09:44 601080 8.6566 ¥i0'8 767,574.65 
Net operating revenue, increas ped... Src rere eee $230, 2558 90 
Net deficit from outside operations, increased............000% 11,890.61 
Total sit: PEWEREE, TROREROODS 6.55655 554-55 Nora 04-6 6a Osean $218,363.29 
DARCS BOCRUCG.. TCTORBE Go 65 uss 60 00256 6106 4010-0: 6:40 bie wl eie.0'e.000% 47,975.91 
Operate WACOM, ACKOABED 5 6.0'5 vince o ore clerersresie'wsieie.e's 4.8.60: $170, 387.38 
Deer: “TRCOMIG, “GCI ORBE s 5-056 0:0-wie 594.0546 Saale oreo 4 06 GAN wees 2,671.79 
Gross. corporate income, increased... ....cccsesesesssceveves $167,715.59 
Interest on funded debt, increased.........ceceees $20,023.49 
All other deductions, decreased........cccccccccces 53,407.75 ; 
-- 33,384.26 
Net corporate ICOME, IMCTEASERS 060.6056 ceic ce cserereceee $201,099.85 


The operating expenses for the current fiscal year include $5,950,393.38 
paid for labor, as compared with $5,489,847.36 paid during the preceding 
fiscal year, being an increase of $460,546.62 paid on account of labor. Of 
this increase $198,463.06 was due to the increase in rates of compensation, 
and $262,082.96 to the increase in the number of men employed. 

MILES OF ROAD. 
The mileage operated on June 30, 1911, was 1,743.82, as follows: 
Owned. Leased. Total. 








BO “WAGON o,6-60:s-5-0 6 'sle wo a's wa M HAS aS ROR 770.87 1.28 y a a ee 
MSR WUBI OO EE a roe aie 5 0: 4s era we awe 6S sre sare eer sertrece 434.33 38.71 473.04 
MEN 9 SRAM ee eiccte eis vaidvayevellu a Sale Sra la eles eacein ica meee 74.54 27.50 102.04 
iO) SOU Petites capa nn cect nies asueasanean 88.20 sisters 88.20 
Gi) SOIDRNM ox oac-d00o0so40Siies soo bu aw ew ee wen 306.29 2.10 308.39 

MBNA S15, 20 ora sve tag ta berarere eGo re ere sie aera ere eles 1,674.23 69.59 1,743.82 


The average mileage operated was 1,742.55. 
In addition to the above, the company owned and operated 85.29 miles 
of second track, located as follows: 





BNA) WA ARCRSNR IRIE oy ooo ota a  ave x Siem va alive GTS 216 big DIR IRA nels, <ieaeawialeane 59.35 
ONE 2 RR ee chats ee SEs ceretneree, Sint ar Eerie ae en 24.23 
LEC PS ESSE Seee ee Ian ee Sele en en OE OE ey er ee eee ley 3 
(AC 2 RRR Cette Sn aE ORR ty Pre tre Re NCE Sty Ae Ce 85.29 


FREIGHT TRAFFIC. 
The details ‘of freight traffic for the year ending June 30, 1911, com- 
pared with the preceding year, were as follows: 
r-—— Increase, 
: 1910. 1911. Amount. Per cent. 
Freight revenue........ $9,720,911.60 $10,563,204.36 $842,292.76 8.66 
Percentage 
, of Increase 
hg 1911. or Decrease. 
Tons of freight carried....... 7,231,446 7,422,027 2.64 Increase 
Tons of freight carried one mile. 1,070, 37” 529 1,171,703,024 9.40 Increase 
Average revenue received per 
LON sis: sw esis terasiata iv aieaea ie s<6%s $1.34 $1.42 5.97 Increase 
Average revenue received per 
ton per mile .....seeceeeees -9080Ff a cent 
verage distance each ton was 


902 ofacent .66 Decrease 


DeUled: Lo sanceG ak ashore dee 148.10 miles 157.87 miles 6.60 Increase 
Mileage of revenue freight and 

SIKOM CAINS. ccs sea as x s'0.0- 4,269,380 4,272,392 .07 Increase 
Average number of tons of rev- 

enue freight. carried per train 

Mile (7 eee erode ste ee 250.85 274.25 9.33 Increase 
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Average number of tons of rev- 
enue freight carried per 


loaded Car Mile... 5.6600 15.92 17.33 8.86 Increase 
Average freight revenue per 
PR WNC iees oc. dese socio as.eis $2.28 $2.47 8.33 Increase 


PASSENGER TRAFFIC. 

The details of passenger traffic for the year ending June 30, 1911, com- 

pared with the preceding year, were as follows: 

-——Increase— 

1910. 911 Amount. Per cont. 
$4,309,072.83 $4,4 is 41 9. 11 $166,346.28 3.86 
Percentage 
of Increase 
or Decrease. 
4,419,017 1.69 Increase 
233,136,695 3.86 Increase 
101.28 cents 2.14 Increase 


Passenger revenue...... 


1910. 1911, 
4,345,696 
224,461,301 
99.16 cents 


PASSCHGETS: “CANTIEd 6 oi6) 6:6:c0secs:0:s 
Passengers carried one mile. 

Average fare paid per passenger 
Average rate paid per passenger 


MER. WO ncc casa cise cemaeses 1.920 cents EGARCOMS 6 diceiieunsve 
Average distance traveled per 

PSR os erases doe cise ea 51.65 miles 52.76 miles 2.15 Increase 
Mileage of revenue passenger 

atid: Nie IANS. 6.4 oes cce ses 4,208,240 4,343,215 3.21 Increase 
Average passenger train revenue 

PEE ICANT MINE ok. 6 ccc widens $1.22 S¥21 .82 Decrease 


OPERATING EXPENSES. 
Maintenance of Way and Structures: 

The total operating expenses of the company for the year ending June 
30, 1911, were $10,656,053.76; of this amount $1,965,393.52 was for charges 
pertaining to maintenance of way and structures. Included in these 
charges are $78,731. 93 for rail, $286,115.35 for ties, and the cost of re- 
ballasting 130.75 miles with gravel, cinders or slag, also part cost of re- 
placing 2,893 feet of wooden bridging with permanent work. 

During the year 11,440 tons of new steel rails and 5,828 tons of usable 
and re-rolled steel rails were laid in track, a greater portion of which re- 
placed rails of lighter weight, and 584,542 ties of all descriptions were 
laid in renewals. 

The details of the charges to maintenance of way and structures for the 
year, compared with the previous year, were as follows: 





























Rails laid in renewals— 1910. 1911. Inc. or Dec. 
New ‘steel rats laid ices ccicsesic 7,395 tons 11,440 tons 4,045 tons 
Usable and re-rolled rails laid.. 6,895 ~ 5,828 “ *1,067 “ 

GE OMENS oscceale, eat carennera ela oe 14,290 “ 17,268 “* 2.97e * 

Tiles laid in renewals— 

WRUMNOS aciscuties camdaneds anwas 429,246 584,542 155,296 

Cost of rails— 

INOW StOGl fONGe fic ri ccesiina ves $265,853.01 $333,321.74 $67,468.73 
Usable and re-rolled rails...... 111,935.54 114,971.82 3,036.28 

$377,788.55 $448,293.56 $70,505.01 
Less value of old rails and other 

TREE -o iivve ee meese telat meters 292,971.43 269,561.63 76,590.20 

Net charge for rails.......... $84,817.12 $78,731.93 *$6,085.19 
GSE NG aie dias oa gtearnmdicuctcn ace 231,291.37 286,115.35 54,823.98 
a a Se ee 104,543.23 73,202.80 *31,340.43 
Cost of other track material.... 96,445.23 82,322.00 714,123.23 
Roadway and ttrack labor and 

CN ONGEE 65.4.5. Haine coe amieosuase 773,990.54 772,645.68 *1,334.86 

Total charges for roadway and : 

a ES eA moe reer $1,291,087.49  $1,293,017.76 $1.930.27 

*Decrease. 

Other expenses account of main- 

tenance of way and _ struc- 

tures were as follows: 

Superintendence ........seeee 80,691.12 80,618.38 *72.74 
Bridges, trestles and culverts.... 221,182.49 228,284.24 7,101.75 
Road crossings, fences, etc...... 53,964.62 52,031.43 *1,933.19 
Signals and interlocking plants.. 6,195.31 8,216.70 2,021.39 
Buildings, fixtures and grounds... 152,898.49 194,355.48 41,456.99 
Docks and wharves... ...ccccess 7,304.29 6,126.95 *1,177.34 
Roadway tools and supplies...... 14,000.68 15,381.92 1,381.24 
Miscellaneous charges........... 129,130.88 87,360.66 *41,770.22 
Total charges account of main- 

tenance of way and structures..$1,956,455.37 $1,965,393.52 $8,938.15 


The foregoing expenditures for maintenance of way and structures for 
the current year amount to 18.44 per cent. of the total operating expenses, 
as compared with 19.79 per cent. for the preceding fiscal year. 
Maintenance of Equipment: 

The charges on account of maintenance of equipment for the year ending 
June 30, 1911, compared with the preceding year, were as follows: 








910. 1911. Inc. or Dec. 
MOGOMI ORI oe oon: ki or0'ere «0 0e wees $731,805.13 $782,338.45 $50,533.32 
Passenger tfaitt Cars...c<.<ss0ss 172,479.96 208,431.11 35,951.15 
Preignt {Oi CATS. 666 cewcsecaee 725,754.33 742,637.83 16,883.50 
Work €QUIPMENRE. . 66.666 ccc cc ewes 29, 836. 53 24,364.98 *5,491.55 
Shop machinery and tools...... 29,164.62 28,260.06 *904.56 
SUDCTINIENGENCE oo66e ce cicc sc siee 50,380.33 54,346.40 3,966.07 
Sundry miscellaneous accts...... 18,702.19 23,604.95 4,902.76 
Total charges account of main- 
tenance of equipment....... $1,758,143.09  $1,863,983.78 $105,840.69 
*Decrease. 


The above charges for maintenance of equipment for the current year 
amount to 17.49 per cent. of the total operating expenses, as compared with 
17.78 per cent. for the preceding fiscal year. 

Transportation Expenses: 

The transportation expenses for the year were $6,155,616.44, or 57.77% 
of the total operating expenses. Of this amount $3, 479, 678.47, or 56.53%, 
was for labor; $1,862,081.04, or 30.25%, was for fuel; and $813,856.93, or 
13.22%, was for supplies and other items. 

The total increase in the charges as compared with the previous year 
was $602,426.86, distributed as follows: 








Increase in amount charged for laha@r 2... ciccccececscecetss $323,372.21 
Increase in amount charged for fuel for locomotives.......... 217,440.28 
Increase in amount charged or supplies and other items...... 61,614.37 

"EGUAN) SATOAGE 2 ora;c vsidiale cs eksdle aides Oak Wal ncine aalele ea aa mia ear $602,426.86 


EXTENSIONS OF LINE. 
The extension of the line from Kennedy to Kaiser, Wis., a distance 








752 





of 4.93 miles, referred to in last report, was completed, and the line 
opened for traffic October 3, 1910. 

Work has been commenced on the construction of a line from Black 
River Falls to a connection with the main line at Vaudreuil, Wis., a dis- 
tance of 2.23 miles. The line will be completed and opened for traffic 


in the fall of 1911. 
SECOND MAIN TRACK. 

Contracts have been let and work is in progress on a new double track 
line from Eau Claire, Wis., west, for a distance of 3.18 miles, with a 
double track bridge over the Chippewa river, connecting with the old 
line at a point one and one-fourth miles east of Truax. It is expected 
that this line will be completed before the close of the next fiscal year. 

A second main track is being constructed, for a distance of 40.23 miles, 
between Merrillan and Wyville, Wis. In connection with this work a 
change will be made in the line and grade for a distance of 3.80 miles, 
between Millston and Warren, shortening the distance 144 feet, eliminat- 
ing two curves, reducing the curvature 38 degress and changing the con- 
trolling grade from .8 per cent. to .5 per cent. It is expected that the 
work will be finished and the track opened for traffic during the fall of 1911. 

BUILDINGS. 

Depots were erected to replace similar structures destroyed by fire, as 

follows: 
Ashland Junction, Wis. 
Mankato (F reight) and Jordan, Minn. 
Fordyce and South Sioux City, Neb. 

Work was begun on a new depot at Craig, Neb. A new brick passenger 
depot, 140 feet long, 31 feet wide except baggage end 22 fe2t wide, with 
steam heat, electric light and brick platform, was constructed at "Sioux 
Falls, So. Dak., to replace the old depot which was moved to new loca- 
tion and remodeled for use as a freight depot. A brick freight house, 
30 by 512 feet, with a second story at one end, 30 by 32 feet, for office 
use, was constructed at Minneapolis, Minn.; this building is provided with 
steam heat, plumbing and electric light. There was also constructed at 
Minneapolis an automobile platform, 30 by 325 feet, of concrete wall filled 
with earth, to take the place of old platform removed to make room 
for the new freight house. ‘The passenger depot at New Richmond, Wis., 
and the freight-passenger depot at Bayfield, Wis., were remodeled and 
enlarged. 

A five stall addition was made to the engine house at Altoona, Wis., 
and four stalls of the engine house at St. James, Minn., were extended 17 
feet. Work is now in progress on the construction of a fifteen stall en- 
gine house, machine shop and oil house at Omaha, Neb., to replace build- 
ings destroyed by fire. A brick addition was made to the engine room 
and work begun on a 20-foot addition to the passenger car shop at Hud- 


son, Wis. Work is in progress on an addition, 120 by 221 feet, to the 
machine shop at St. Paul, Minn. 

Water tanks were rebuilt at Osseo, Chetek and Hudson, Wis. 

The elevator belonging to this company at Washburn, Wis., was dis- 


mantled and taken down. 
SIDE 
The net increase in the length of side 


TRACKS AND YARDS. 
and passing tracks was 6.64 





miles, which includes 2.33 miles of track laid in the new yard north of 
Plymouth Avenue, Minneapolis, Minn. 
BRIDGES. 
The length of wooden bridging was decreased 2,893 feet, as follows: 
By construction of permanent bridges............ : feet. 
By construction of iron pipe culverts............- L376 = * 
Ee IE bas ois ook oN sone shchschenessosaseee ts 
a ee ee ee Ty Pe ey eS re ro 2593: © 


EQUIPMENT. 
The following equipment was purchased: 
Three passenger and 6 freight locomotives, 2 pvustal, 2 parlor, 600 
box, 200 platform and 200 coal cars. 
RESERVE FOR ACCRUED DEPRECIATION ON EQUIPMENT. 


At the close of the preceding fiscal year there was a balance 





to the credit of the equipment reserve accounts of........ $625,655.96 
During the year ending June 30, 1911, there was credited to 
the equipment reserve accounts on account of charges to 
operating expenses and profit and loss, and for salvage.. 715,935.86 
$1,341,591.82 


And there has been charged during the year against the above 


amount the original cost of equipment retired, as follows: 
6 Locomotives ..........+eeeseeescccee: $51,000.00 
708 Freight train cars....: Licked aes See ioes 396,954.61 





— 447,954.61 

Leaving a balance to the credit of the equipment reserve ac- 

Deen Gh ee Oe; COENs OEs scion cnc cess ssoeesse¥e5000 
CAPITAL STOCK. 

No stock was issued or sold during the year. The company’s authorized 
capital stock is fifty million dollars ($50,000,000) of which the following 
has been issued to June 30, 1911: 

Common stock and scrip held by the public. .$18,559,086.69 


$893,637.21 














Commen stock and scrip in treasury...... 2,844,206.64 
—— $21,403,293.33 
Preferred stock and scrip held by the 
PM cue Ceca Cee han cee ee eke k eas eee $11,259,911.63 
Preferred stock and scrip in treasury...... 1,386,921.66 
— 12,646,833.29 
RR ccc hae bepneenshnsedeunnn seeeuss $34,050,126.62 


FUNDED DEBT. 

At the close of the fiscal year, the amount of bonds of the company 
held by the public was $30,047,000, an increase of $1,573,000 over the 
previous year. 

On June 36, 1910, the amount of the company’s bonds and 
lee en ee ORIN MOOR... os ocu san ane ehhbie we beee se osnae 

The above amount of bonds and scrip has been increased 
during the year as follows: 

Chicago, Saint Paul Minneapolis and Omaha 
Railway, consolidated mortgage bonds of 
1880, issued at the rate of $15,000 per mile 
on the extension of the line from Kennedy 
to Kaiser, Wis., a distance of 4-4910/5280 
Mt ihc chackel shee ease DRGenES ESSE ESA 

Chicago, Saint Paul, Minneapolis and Omaha 
Railway, consolidated mortgage bonds of 
1880, issued in exchange for bonds retired, 


viz: 
Chicago, Saint Paul and Min- 
Railway, first mort- 


$1,550,097.13 


$73,948.89 


neapolis 


$116,000.00 


gage of 1878, 6%........... 
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North Wisconsin Railway, first 


mortgage of 1880, 6%...... 10,000.00 





126,000.00 


Less bonds retired or sold during the year 
as follows: 
Bonds retired: 

Chicago, Saint Paul and Min- 

neapolis Railway, first mortgage 

ca eens 

North Wisconsin Railway, first 

mortgage of 1880, 6%........ 


Bonds sold: 

Chicago, Saint Paul, agape ie 
and Omaha Rail way, consol- 
idated mortgage of 1880, 6%.. 

Superior Short Line Railwa 
first mortgage of 1895, 5%.. 


$116,000.00 


10,000.00 
————— $126,000.00 


$73,000.00 


1,500,000.00 

——_———- 1,573,000.00 

Total bonds in the treasury June 30, 1911............ 
LAND DEPARTMENT. 

The net receipts from all grants were $117,969.96. 


VoL. 51, 





No. 15. 


199,948.89 
$1,750,046.02 


1,699,000.00 
$51,046.02 





2,621.81 acres were disposed of during the year, leaving 88,285.34 acres 


unsold, June 30, 1911. 





Appended hereto will be found 
statistics. 


the usual accounts, 


By order of the Board of Directors 


statements and 


WILLIAM A. "GARDNER, 


President. 


CONDENSATION OF GENERAL BALANCE SHEET, JUNE 30, 1911. 


1,674.23 Miles. 
ASSETS. 
Property Investment— 
Road and Equipment: 

wrest to debit of this account June 30, 
DA cee he bweh cues Se akcs Sockeye aS wKs $64,035,911.80 
Add _ sundry construction and equipment 
expenditures for the year ending June 
LG sexGakae tee bivesweruauey seus 1,358,736.62 





Securities: 
Securities of pooneiehery, affliated and controlled com- 
panies, unpledged 
Other investments: 
Advances to proprietary, affiliated and controlled com- 
panies, for construction, equipment and betterments.... 
Miscellaneous investments ee Eee Tee TL ee ree 


Ce eee meee eee essere rseseseeeseesese 


Bind orking Assets— 

$1,805,442.79 
2,844,206.64 
1,386,921.66 


C + P. M. & O. common stock on hand... 
C. St. P. M. & O. preferred stock on hand.. 
Consolidated mortgage bond scrip due from 














_ Central BM DL cox 4s kak as Gabe Seas 1,046.02 
. S. M. & S.-W. Ry. Co. first mortgage 
ee I OS UIE a neers eee 50,000.00 
Minneapolis Eastern Ry. first mortgage bonds 
St AMEND Us toa leg blk Oahu Ors am ere aa ee 75,000.00 
Minnesota Transfer Ry. first mortgage bonds 
DRTMMNT CGhi caus csGiee ohaneuse as ebenmads 182,000.00 
SS Ee ee er err ee 1,955.83 
Trafic and car service balances due from 
DIET WOMDANIES: «onus hawieu nessun nscas es 130,197.26 
Net balance due from agents and conductors 
(including working funds).............0: 355,065.63 
Miscellaneous accounts receivable........... 336,482.30 
DURUEIEOIS DAM GUDPIUES: 5 x oo 0:x0:0.60 6i000'seees 986,566.76 
Er MOTI ORIG Sins x ob so Ns 5550100 K:si00 1,655.20 
Deferred Debit Items— 
PIMMMDPER Ae Uokg Sones cess Sse ese eee $6,542.12 
Other deferred debit items..............00. 236,025.00 
LIABILITIES. 
Capital Stock— 
Common stock and scrip outstanding....... $18,559,086.69 
Preferred stock and scrip outstanding...... 11,259,911.63 
—— stock and scrip owned by the com- 
Se ee ee oe ee ee ee oe $2,844,206.64 
ptr a stock and scrip owned by the com- 
SY Liss sce Ge bs aah sea Ne ANS Se oeee ee eens 1,386,921.66 
Mortgage, Bonded and Secured Debt— 
ee SP yy err rer ee $30,047,000.00 
Bonds and scrip owned by the company..... 51,046.02 
Working Liabilities— 
Traffic and car service balances due to other 
GMNENINE 64s aahewscuu ves Sean pawscnes ¢ $391,235.24 
Audited vouchers and wages unpaid........ 1,274,268.75 
Miscellaneous accounts payable............. 95,814.58 
Matured interest, dividends and rents unpaid 85,241.50 
Deferred payments OD POUINMEME. .5c2ccccas 440,222.41 
Other working liabilities. ......e..cccccccces 12,041.15 
Accrued Liabilities, Not Due— 
Unmatured interest and dividends.......... $1,267,997.49 
PRES WRCRIET ns ewacashesevensce paw es aaa 437,592.75 
Deferred Credit Items— 
Reserve for accrued depreciation....... " $893,637.21 
Unextinguished premium on funded debt ‘sold 104,446.99 
Other deferred credit items...... sansa aes 126,509.10 
Prokt BAA LOM: wescesssese ns c000 en's scuesaSsere bo eeeane> 








$65,394,648.42 
196,000.00 
8,300.00 


166,433.04 
$65,765,381.46 





8,156,540.09 


242,567.12 





$74,164,488.67 


$29,818,998.32 


4,231,128.30 


$34,050,126.62 





30,098,046.02 


2,298,823.63 


1,705,590.24 


1,124,593.5 
4, 887,308.86 


$74, 164,488.67 
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SEVENTEENTH ANNUAL REPORT—SOUTHERN RAILWAY COMPANY. 


WasuineTon, D. C., September 29, 1911. 
To the Stockholders of the Southern Railway Company: 
The Board of Directors submits the following report of the affairs of 
the Company for the year ended June 30, 1911: 


INCOME STATEMENT. Increase 
1911. 1910. or Decrease. 
Miles of Road Operated— 
AVOPERR scceocscseccsss,  7,041:95 7,050.17 Dec. 8.22 





Gross Operating Revenues. $60,345,062.64 $57,294,508.34 Inc. $3,050,554.30 
Total Operating Expenses. 40,926,790.08 38,635,745.94 Inc. 2,291,044.14 














Net Operating Revenue. ..$19,418,272.56 $18,658,762.40 Inc. $759,510.16 
Outside Operations — Net 

DEGGIE: a050:0% Raa aaecn 42,027.75 (Cr) 18,980.36 Inc. 61,008.11 
Net BAPEOOG: axcksasecc as $19,376,244.81 $18,677,742.76 Inc. $698,502.05 
WANee Voces Wik aces snes 2,212,967.87 2,027,104.35 Inc. 185,863.52 
Operating Income ....... $17,163,276.94 $16,650,638.41 Inc. $512,638.53 
Other Income .....cccccee 3,292,529.36 3,227,927.98 Inc. 64,601.38 

Total Gross Income..... $20,455,806.30 $19,878,566.39 Inc. $577,239.91 
Deductions from Income.. 2,660,946.05 2,759,069.41 Dec. 98,123.36 





Total Available Income.$17,794,860.25 $17,119,496.98 Inc. $675,363.27 
Interest on Mortgage, 
Bonded and Secured Debt 11,124,856.76 11,362,478.37 Dec. 237,621.61 


Balance of Income over 
ASWROGISE | Sia ss0-s Maerete sie: $6,670,003.49 





$5,757,018.61 Inc. $912,984.88 





Dividends on Preferred 
Stock: 

No. 21, One Per Cent., 
paid in April, 1911.... 

Reserve’ for ividen 
No. 22, One Per Cent., 
payable in October, 1911 600,000.00 .............. Inc. 600,000.00 


Total Dividends.... $1,200,000.00 .............. Inc. $1,200,000.00 


$600,000.00 .............. Inc. $600,000.00 








Balance over Dividends on 
Preferred Stock ........ $5,470,003.49 
Additions and Betterments 66,045.71 


$5,757,018.61 Dec. $287,015.12 
52,372.91 Inc. 13,672.80 





Balance carried to Credit 
of Profit and Loss..... $5,403,957.78 $5,704,645.70 Dec. $300,687.92 
DISCOUNT ON SECURITIES. 

As of June 30, 1910, there remained a balance of discount on securities 
sold amounting to $4,853,144.57. There accrued during the year $35,700 
as discount on Equipment Trust Obligations issued, and $75,000 as _pre- 
mium on First Consolidated Mortgage Bonds sold, leaving a net balance 
of $4,813,844.57. Following the general practice of the Company, there 
was charged during the year to Income $125,814.78, and to Profit and 
Loss $3,000,000, leaving a balance on June 30, 1911, of $1,688,029.79 to 
be charged to Income in subsequent years during the life of the securities, 
or, at the option of the Company, to Profit and Loss. 

INTEREST. 

The accrued Interest on the Funded Debt of the Company for the year 
was $302,504.19 less than for the previous year, while the accrued interest 
on Equipment Trust Obligations was $64,882.58 greater, thus making the 
total interest on Fund Debt and Equipment Trust Obligations $237,621.61 
less than for the previous year (See Table 2, page 22) 

DIVIDENDS. 

The financial condition of the Company having so improved as to make 
such action entirely consistent with a sound and conservative policy, a 
Dividend of One Per Cent. on the Preferred Stock of the Company was de- 
clared and paid in April, 1911, and provision has been made for the pay- 
ment in October of a similar Dividend out of Net Income earned during 
the year. It was considered that, as a fair recognition, under all the cir- 
cumstances, of the just expectations of the holders of its Preferred Stock 
who had received dividends for a series of years until the conditions which 
culminated in the financial panic in the fall of 1907 and the subsequent 
business depressions necessitated their suspension, a reasonable propor- 
tion of the Company’s cash resources could properly be devoted to the pay- 
ment of dividends. It is the expectation of the Board of Directors that, 
with a continuance of favorable conditions, the rate of dividend may gradu- 
ally be increased until the full dividend can again be properly paid. 

PROFIT AND LOSS. 

The surplus as shown by the Profit and Loss statement as of June 30, 
1910, was $8,685,959.91, while the surplus as of June 30, 1911, after, as 
hereinbefore stated, charging to the account $3,000,000 for Discount on 
Securities, amounted to $11,445,965.08, a gain of $2,760,005.17 over the 
Previous year. (See Table 3, page 23). 

PROPERTY INVESTMENT AND MORTGAGE DEBT. 
_ The investment in physical property, exclusive of depreciation, has been 
increased $7,574,876.55, of which $2,554,042.66 was in Road and $5,020,- 
833.89 in Equipment. This increase represent net additions made during 
the year. (See pages 26 and 27). 

The Mortgage, Bonded and Secured Debt increased during the year 
$5,369,300, consisting of increases in Mortgage and Collateral Trust Bonds 
$6,153,300, and a decrease in Equipment Trust Obligations amounting to 
$784,090. (See pages 28, 29 and 30). 

There were retired during the year at maturity $500,000 Charlotte, 
Columbia and Augusta Railroad Company Second Mortgage Seven Per 
Cent. Bonds and $500,000 Richmond, York River and Chesapeake Railroad 
Com; ny Second Mortgage Four and One-Half Per Cent. Bonds, and 
through the provisions of Sinking Funds $27,700 Charlottesville and Rapi- 
dan Railroad Company First Mortgage Six Per Cent. Bonds and $5,500 
Franklin and Pittsylvania Railroad Company First Mortgage Six Per 
Cent. Sonds. All of these bonds were redeemed by the Company with 

Treasury Funds, and there were issued and placed in the Treasury to 
represent such disbursements an equal amount of First Consolidated Mort- 
Bage Nive Per Cent. Bonds. 

There were also retired at maturity during the year $1,580,000 Virginia 


Midland Railway Company Serial Mortgage Six Per Cent. Bonds, Series 
P. to retire which $1,500,000 First Consolidated Mortgage Five Per Cent. 
onds free in the Treasury were sold. Subsequently, as provided for in 


the First Consolidated Mortgage, $1,580,000 First Consolidated Mortgage 
ive Per Cent. Bonds were issued and placed in the Treasury. 

“ reason of these drawings the total amount of First Consolidated 
Ortgage Five Per Cent. Bonds free in the Treasury as of June 39, 1911, 

amounted to $2,392,800. 


On February 21, 1911, there were drawn and taken into the Treasury 
$5,000,000 Development and General Mortgage Four Per Cent. Bonds, 
which, under the terms of that mortgage, could be so drawn during the 
calendar year 1911 to reimburse the Treasury for its advances made for 
additions and betterments. In like manner there were drawn and taken 
into the Treasury during the fiscal year $1,131,000 Development’ and General 
Mortgage Four Per Cent. Bonds to reimburse the Treasury for the propor- 
tion of equipment obligations paid during the year which was charged to 
capital account. 

By reason of these drawings the total amount of Development and Gen- 
eral Mortgage Bonds free in the Treasury as of June 30, 1911, was 
$13,667,000. 

The Company has thus been able to conserve its Working Assets through 
the conservative, but progressive, employment of its Treasury funds. 


ADDITIONS AND BETTERMENTS. 


During the year the Company’s new double-track line through Lynch- 
burg, Va., was completed and put into service, giving a shorter line, with- 
out grade crossings and with substantial reduction in grades and curvature, 
thus avoiding congestion, promoting regularity and safety of train move- 
ment and effecting economies in operation. The completion of this work 
through Lynchburg, together with the construction of a mile and a half 
of double-track south from Franklin Junction, Va., to connect with about 
five miles of double-track already constructed from Whittle, Va., north—a 
gap of five miles between Sycamore and Franklin Junction, Va., being oper- 
ated as a single-track gauntlet—gives the Company practically the equivalent 
of fifty miles of double-track between Monroe and Whittle, Va. 

The new double-track line through the traffic tunnel between Citico and 
Ooltewah Junction, Tenn., referred to in previous annual reports, has been 
completed and placed in service since the close of the fiscal year, resulting 
in substantial gains in efficiency and economy of operation. 

During the year the Company has pursued the policy of constructing 
lap-sidings to facilitate train movement at points where traffic is heavy 
but does not yet require double-tracking, these sidings being so arranged 
that they can be used as parts of a double-track line if the business shall 
require its construction. Thirteen of these lap-sidings are being constructed 
at points between Atlanta and Macon, Ga., eight between Knoxville and 
Chattanooga, Tenn., and three between Morristown, Tenn., and Asheville, 
N. C.; the aggregate length of which will be 28.4 miles. 

Since the close of the year work has been commenced on thirty-eight 
miles of double-track north of Atlanta. between Crosskeys and Gainesville, 
Ga., which, in connection with six miles of existing double-track from At- 
lanta to Armour, Ga., and by the operation of two five-mile gaps as single- 
track gauntlets in a double-track system, will give practically the equivalent 
of fifty-four miles of double-track north -from Atlanta to Gainesville, greatly 
facilitating the movement of traffic on that important part of the Com- 
pany’s lines. 

The Company has also undertaken the completion of its Knoxville, 
Tenn., Belt Line River Front Extension by the construction of about seven 
miles of track, which will provide transportation facilities to the marble 
quarries along and adjacent to the Tennessee River, and will also provide 
track facilities for further industrial development in that vicinity. 

The construction of a new inbound freight station of modern type at 
Atlanta, Ga., has been undertaken and is expected to be completed early 
in 1912. The upper floors of this building will provide office accommoda- 
tions for the Company’s forces at that point. 

The Company is constructing additional yard facilities at Macon, Ga.; 
and, in connection with the Georgia Southern & Florida Railway Com- 
pany, additional freight station and platform facilities are being provided 
at that point. 

In connection with the Mobile & Ohio Railroad Company, the Com- 
pany is constructing additional wharf facilities at Mobile, Ala., upon ad- 
joining river frontage owned by the two companies. This improvement, 
consisting of a wharf and two-story warehouse, is necessary for the proper 
handling and storage of existing Cuban traffic and traffic to and from South 
America which it is expected will follow the establishment of regular 
steamship service to and from South American ports. 

During the two years ended June 30, 1911, the Company has acquired 
and contracted for 198 locomotives, 203 passenger-train cars, 5,207 freight- 
train cars and 11 pieces of road service equipment, all of modern type 
and standard capacity. In addition 1,000 gondola cars, which had passed 
the stage of economical operation, were converted into 800 steel under- 
frame ventilated box cars and 200 refrigerator cars at the Company’s car 
works at Lenoir City, Tenn. 

TERMINALS AT LOUISVILLE, KY. 


During the year the Kentucky and Indiana Terminal Railroad Com- 
pany, the entire capital stock of which is owned in equal parts by this 
Company, The Baltimore & Ohio Railroad Company and the Chicago, In- 
dianapolis & Louisville Railway Company, made provision for the refund- 
ing of its entire outstanding funded debt and for the construction of a new 
double-track bridge across the Ohio River between Louisville, Ky., and 
New Albany, Ind., the double-tracking of its Belt Line, and the improve- 
ment and enlargement of its terminal facilities in Louisville, Ky. 

For these purposes, it issued £1,231,000 (approximately $5,990,784.60) 
First Mortgage Four and One-Half Per Cent. Fifty-Year Gold Bonds, due 
January 1, 1961. These bonds are guaranteed, jointly and severally, as 
to principal and interest, by this Company, The Baltimore & Ohio Rail- 
road Company and the Chicago, Indianapolis & Louisville Railway Company, 
which companies have, by contract, agreed to use during the life of the 
bonds, the bridge and terminal facilities of the Kentucky & Indiana Ter- 
minal Railroad Company for all their traffic in Louisville and crossing the 
Ohio River at Louisville. 


LABOR CONDITIONS. 


All questions as to wages and conditions of employment which have 
arisen during the year between the Company and its employees have been 
amicably adjusted. In some cases settlements were reached through media- 
tion under the National Law commonly known as the Erdman Act. It is 
proper, in this connection, that recognition should be expressed of the 
conservative value of the Erdman Act as affording a means for the settle- 
ment of controversies between railway companies and their employees. 

It is noteworthy that, in the settlement of the recent railway strike in 
England, through the medium of a special governmental commission, the 
government gave an assurance to the railway companies that it would 
propose legislation in the next session of Parliament providing that an 
increase in the cost of labor due to the improvement of conditions for the 
employees would be a valid justification for a reasonable general increase 
of charges within the legal maxima established under the Act of 1894. 

Another illustration of this same tendency was a statement of the Judge 
of the Australian Court of Arbitration, acting under the compulsory arbi- 
tration law of Australia, in settling a controversy as to industrial wages. 
He said that he could not dictate to the employers what work they should 
carry on, but he could and would prescribe the conditions under which they 
must employ men, if they chose to employ them; and that if any industry 
could not afford to pay the “living wage’? which the Court awarded, its 
remedy was to apply to the Federal Parliament for protective duties that 
would allow it to comply with the award. 
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THE SOUTH IN ITS RELATION TO THE COM- 


PANY. 

One of the most important factors in the strength of the Company’s 
position is the progressive industrial and agricultural development of the 
territory traversed by its lines. 

The growth of communities served by the Company’s lines may be 
measured by the United States Census reports of population of all Southern 
Railway Stations of sufficient importance to be returned separately in 1890, 
1900 and 1910. The figures for 1910 show a growth in the aggregate 
population of these places of 34.2 per cent. in the ten years since 1900, 
and of 75.3 per cent. in the twenty years since 1890. 

The percentages of increase for Southern Railway stations, so far as 
reported separately by the Census Bureau, compare with the percentages 
of increase for the Southeastern States named as follows: 


PROGRESS OF 


1910- 1910- 1910- 1910- 
1900. 1890. 1900. 1890. 
VIRGINIA, ALABAMA, 
Southern Railway stations 42.2 62.8 Southern Railway stations 83.2 144.3 
REI SES Ss vn once cie's 11.2 24.4 AEE TAREE. oon 2 3h sscws 16.9 41.2 
NortH Carorina. ; MISSISSIPPI. 
Southern Railway stations 60.5 185.7 Southern Railway stations 47.9 127.6 
Batire Biate...csescoenss 16.5 36.3 OT odie ||. eae 15.8 39.3 
Soutu CAROLINA. TENNESSEE. 
Southern Railway stations 25.4 72.5 Southern Railway stations 34.7 90.1 
BANE PMI ss 555026 es 13.1 31.6 PONTE CRs ons aan 6 k's 8.1 23.6 
GEORGIA. KENTUCKY. 
Southern Railway stations 43.3 82.3 Southern Railway stations 13.6 46.2 
SS Oe 17.7 42.0 PORN” GRRE. 6.5 '0s'n 0:06.59 6.6 23.2 


A diversified industrial development, based on the foundation of the manu- 
facture of Southern raw materials, is in progress. This development is pass- 
ing beyond the stage of advancing raw materials through the primary processes 
of manufacture, and is characterized, to an increasing degree, by the estab- 
lisiment of industries devoted to the conversion of the products of pri- 
mary manufacturing into articles ready for the finai consumers. A notable 
illustration of this is the multiplication of furniture factories and other 
woodworking establishments which use as their raw materials the prod- 
ucts of the lumber mills of the South. The same tendency is seen in the 
establishment of plants which draw their raw materials from Southern iron 
and steel mills, cotton mills and other primary manufacturing industries. 
The United States Census reports on manufactures in 1909, as compared 
with 1904, show an increase of 40 per cent. in the annual value of manu- 
factures in the Southeastern States traversed by the Company’s lines. A 
large propcrtion of this industrial development has been contiguous to the 
lines of the Company. 

This development during the year ended June 30, 1911, included the 
completion of 379 industrial plants and additions to 141 existing plants. 
At the close of the year there were 62 plants under construction, The 
plants completed during the year included 34 textile mills, 70 lumber mills, 
11 furniture factories, 20 other woodworking plants, 24 iron industries, 
12 cotton-seed oil mills, 13 fertilizer works, 29 flour and feed mills, 29 
stone quarries, coal and other mines, 19 brick works and 118 miscellaneous 
plants. 

With climatic and soil advantages unsurpassed by those of any other 
part of the United States, the farmers of the Southeastern States are tak- 
ing up the most approved methods of agriculture with intelligence and zeal. 
-The success with which they are doing this is attested by the statistics of 
the Uuited States Department of Agriculture, which show increasing yields 
per acre in each State traversed by the Company’s lines. 

A table published by the United States Department of Agriculture giv- 
ing the total value for each State of the farm crops reported on by the 
Department in comparison with the census figures for 1899, shows that in 
the Southeastern States traversed by the Company’s lines there was an in- 
crease in the annual value of these crops in the eleven years from 
$485,481,000 to $1,042,614,000 or 115 per cent. For all of the other 
States, including the newer Western States where the growth has been 
rapid, the increase in the same period amounted to 73 per cent., and for 
the States north of the Ohio and Potomac Rivers and east of the Missis- 
sippi to 60 per cent. 

The agricultural development in the territory contiguous to the Com- 
pany’s lines is due in part to increased average yields per acre, and partly 
to the more general practice of diversified farming. One-crop farming, 
even in the region most favorable to cotton production, is becoming much 
less common. Southeastern farmers are making record yields of corn and 
other grains, they are devoting more attention to live stock and dairying, 
and are growing more fruits and vegetables. There are localities along the 
Company’s lines in Virginia, North Carolina and other States which are 
unsurpassed by any other region in the United States for the growing of 
apples. Orchards produce abundantly, the flavor of the fruit is particularly 
fine, and this industry is rapidly growing. 

The management of the Company, with, as it thinks, a broad concep- 
tion of its relations to the public, aims to make the railway not merely 
a carrier of the people and the products of the South, but also a helpful 
factor in Southern development. With that end in view it is carrying 
out a carefully considered policy of development work which has for its 
objects, primarily, the increase of the prosperity of the people already liv- 
ing in its territory, and, secondarily, the location along its lines of those 
from other regions who are seeking industrial and agricultural opportuni- 
ties. 

As the cotton plant is of such great economic importance to the peo- 
ple of the Southeast as a whole, and as important industries throughout 
the world, including the cotton mill and the cotton-seed crushing indus- 
tries along the Comnany’s lines, are dependent upon it for their raw ma- 
terials, the management of the Company felt that an obligation rested 
upon it to aid the growers of cotton along its lines to meet the new prob- 
lem which was presented by the appearance of the Mexican cotton boll 
weevil in a restricted region east of the Mississippi River in the sezsen 
of 1910. 

This insect made its appearance in Texas about 1892, and has grada- 
ally spread to the eastward. In the States west of the Mississippi River 
the appearance of the weevil has generally been followed by a series of 
short crops until the farmers have learned that by the adoption of im- 
proved cultural methods they can grow as much cotton per acre as before 
the insect arrived, and in some cases more. Profiting by this experience, 
in the fall of 1910 the Company, in conjunction with the Mobile & Ohio 
Railroad Company, The Alabama Great Southern Railroad Company and 
the Southern Railway Company in Mississippi, organized a Cotton Cul- 
ture Department, with a General Agent and seven field agents, each one 
of whom has had practical experience in the growing of cotton under boll 
weevil conditions. It is the duty of these agents to visit the farmers in 
their fields and give them practical advice as to growing cotton by those 
methods by which farmers in boll weevil territory have recovered their 
losses and increased their production. This service is free to all farmers 
along our lines desiring to avail themselves of it. Through this means 
cotton growers in localities to which the weevil may spread are being 
put in readiness for the coming of the insect, so that they will- not have 
to learn how to deal with it after it appears, at the cost of short crops, 
but will be able to maintain their production from the start. The value 
of the work of the Cotton Culture Department is much increased by the 
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fact that the cultural methods being taught and which must be adopted when 
the weevil appears, are identically those by which the yield of cotton per 
acre may be increased where the weevil is not present. It is believed that 
as a result of the work of this Department, in co-operation with the United 
States Department of Agriculture and State authorities, the weevil will do 
relatively little damage if it shall spread to territory along the Company’s 
lines. The results attained by the Company’s Cotton Culture Department 
have been sufficiently satisfactory to warrant an increase in the force of 
field agents, and the work of the Department will be extended farther to 
the eastward so as to cover all of the territory along the Company’s lines 
to which there is even a remote danger that the weevil may spread within 
the next several years. 

It is interesting to note that, with governmental encouragement and the 
active support of European spinners, efforts are being made to increase 
cotton production in other parts of the world. A recent illustration of 
this was the publication of a letter from the British Foreign Office to the 
British Cotton-Growing Association, stating that the first step for en- 
couraging the further cultivation of cotton in the Anglo-Egyptian Sudan had 
been taken “by putting down a plantation of several thousand acres, to 
test all conditions of which full knowledge is necessary before any scheme 
for a larger development can be undertaken.” It is also reported that the 
possibilities of increasing cotton production in British East Africa are 
being looked into, and that improved transportation in Uganda is expected 
to be followed by increased production in that region. The French 
Government, for five years past, has annually placed a sum of money at 
the disposal of the Ministry of the Colonies for the purpose of promoting 
cotton-growing in the French Colonies. 

The cotton-producing states of the United States now possess a sub- 
stantial monopoly in the production of cotton, giving them an advantage 
such as is enjoyed by no other region in the world. It is gratifying to be 
able to state that the statistics of the United States Department of Agri- 
culture, covering the period from 1866 to 1910, show that the average 
yield of cotton per acre in each of the cotton-producing states traversed by 
the lines of this Company has been greater in the last ten years than in 
any preceding ten-year period. In view of this increase under normal 
conditions, and as the boll weevil is not a menace to the supremacy of 
the southern part of the United States in cotton production, for the rea- 
son that successful and profitable growing of cotton under boll weevil 
conditions is a matter of the adoption of improved cultural methods, we 
may expect still larger yields per acre; and, notwithstanding the efforts 
being made to expand the industry in other countries, there‘should be no 
difficulty in the American planter keeping pace with the growing demand 
of the world and maintaining the great advantage which he now possesses. 

The management of the Company, recognizing that the cutting up of 
the great cattle ranges of the West into farms will make the consumers 
of meat products in the United States dependent upon farm-grown meats 
for a larger proportion of their supply, and having in view the constant 
increase in the demand for meats and dairy products in the South and in 
the densely populated area along the North Atlantic seaboard, is making 
special efforts to enccurage the development of live stock raising and 
dairying in its territory. 

It is proper that recognition should be made of the valuable assistance 
rendered by the newspapers published in the cities and towns along the 
Company’s lines and by commercial organizations, banks and individuals 
who have aided the Company in all its efforts to advance the agricultural 
prosperity of the Southeast. Highly effective work is being done along 
this line by the United States Department of Agriculture, the Agricultural 
Commissioners of the several States and the State Agricultural Colleges. 
The Company is working in harmony with all of these agencies, and special 
acknowledgment should be made of the cordial spirit with which they have 
welcomed its assistance and of their uniformly helpful co-operation. 


THE SERVICE OF EMPLOYEES. 


It is gratifying to the Board of Directors to be able to report that the 
service of officers and employees in all departments has been characterized 
during the year by loyalty to the interests of the Company. The standard 
of efficiency throughout the service is sufficiently high to justify the man- 
agement in pursuing a consistent policy of filling, by promotion, vacancies 
that may occur, thus preserving a wide field of opportunity for advance- 
ment for all loyal and efficient employees. 


Statements of the accounts and statistics of the Company in the usual 
detail will be found in the tables hereto annexed. 

The accounts have been examined, as usual, by Certified Public Account- 
ants, Messrs. Patterson, Teele & Dennis, and their certificate is made a 
part of this report. 

Respectfully submitted, by order of the Board, 
W. W. FINLEY, President. 
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John Whitmore. 
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Boston . 
PATTERSON, TEELE AND DENNIS 
CERTIFIED PUBLIC ACCOUNTANTS 
New York anv Boston 


30 Broap SrREEt, 
New York, September 1, 1911. 
To the Stockholders and Bondholders of the Southern Railway Company: 

We have made an examination of the books and accounts of the Southern 
Railway Company for the fiscal year ending June 30, 1911, and have veri- 
feu the Balance Sheet and Income and Profit and Loss Accounts pub- 
‘ished herewith. 

The amount charged to Capital Accounts for expenditures during the 
year is, in our opinion, proper. ‘ 

The securities owned have either been produced or we have obtained 
certificates from the various Trustees or Depositories holding the securitics. 

The valuation and equipment in the Balance Sheet is fully borne out 
by the rolling stock on hand and the provisions made for replacement. 

The method of arriving at the valuation placed upon’ the material and 
supplies on hand has been carefully examined, and the results reached in 
former inventories justify the present valuation. § 

The amounts due to the Company from the various sources cited in the 
Balance Sheet are believed to be collectable, due provision having been 
made in the reserves for such as are of doubtful realization. : 

Cash has either been counter or certificates obtained from the Deposi- 
tories. : 

All known liabilities have been stated, and sufficient reserves exist for 
such as have not yet been determined. 

The charges against the year’s income for the Maintenance of Way and 
Structures and Equipment have been, in our opinion, sufficient for the 
upkeep of the capital. 

Respectfully submitted, 
PATTERSON, TEELE & DENNIS, 
Certified Public Accountants. 
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TABLE 1, 
INCOME STATEMENT FOR YEAR ENDED JUNE 30, 1911, COM- 
PARED WITH YEAR ENDED JUNE 30, 1910. 
1910. 1911. 
OPERATING REVENUES: 
$38,161,391.93 PORTE SEONG © oxo. 5.6 6-6! <:6 0-0-0140 s sieniern ee $39,498,963.61 
14, 639, 160.76 SOMMOCMGET TROVORUG 66 i erasiciesn Kes oeses see 16,056,303.76 
279,092,78 Miscellaneous Passenger-Train Revenue.. 292,100.46 
1,375,681.64 ee Se oe er rere 1,370,741.78 
1; 620, 028.34 PU MCRES BRITE 665.5 a :0:6 0's d1ar8 66 60'a 66160 1,816,970.04 
845, 782.71 Other Transportation Revenue:.......... 891,164.43 
373,370.18 Revenue from Operations other than 
RAE TIAIOW oo so0s:d cw aCe cedieieees oe 418,818.56 
$57,294,508.34 ToraL OPERATING REVENUES......+-6+ $60,345,062.64 
OprraATING EXPENSES: 
$6,635,724.58 Maintenance of Way and Structures...... $7,464,916.42 
9,876,728.58 Maintenance of Equipment.............- 9,460,756.74 
1,436,776.24 EGUIC TROBE CR 6 0.55056 056 -4:6% 01050 3'0'00e%s @ 1,549,403.98 
18,934,426.56 Transportation Expenses ........cceeeee 20,662,085.84 
1,752,089.98 MSRTIGEOE FEROS 6505626: 0:6:6:4) 0 6:46-0:06. 010 6 08's 0% 1,789,627.10 
$38,635, 745.94 ToTaL OPERATING EXPENSES......++0- $40,926,790.08 
mr 762.40 Net OPERATING REVENUE.......sccceececes $19,418,272.56 
— 980. an OutTsipE OPpERATIONS—NeET REVENUE.......-. shetepaereairs 
R OvutTsIDE OPERATIONS~NET DEFICIT......... 42,027.75 
$18,677,742.76 PNAC: MRMMNTISIE © on5iui stars ab ce a aoe eae atese oe <7 $19,376,244.81 
ST SWet ee” EMRIRUI® So oie 'ain c-s' 0 Ws ured osesdie @ w ela reals ances tinse'e's 2,212,967.87 
| $16,650,638.41 OPERATING INCOME ......eeseeeeseeeeeeees $17,163,276.94 
a OrHER INCOME: 
4 $15,499.98 Rents Accrued from Lease of Road....... $17,499.96 
a 149,345.71 Hire of Equipment—Balance............. 137,342.87 
195,510.13 Rents Accrued from Joint Tracks, Yards 
RSs PRIN 56 sc ae Nsraceis arse 6ieleve ores 200,131.10 
E 135,016.29 WORECOTIBTIGOUS CRORIG. o.cp:6 5: 0:00060 56.5408 0-000 148,970.63 
“a 141,218.53 Miscellaneous Income .....sccccccscosec 194,268.92 
% 1,999,138.71 Income from Investments............00+ 2,153,005.36 
: 592,198.63 Miscellaneous Interest and Commissions... 441,310.52 
$3,227,927.98 TOTAL OTHER. INCOME. 6cccics ccccaees _ $3,292,529. 36 
4 $19:878:560.39 TOTAL GROSS INCOMES .<)9:66:0ccacsissendces $2 20,455,806.30 
a DepuctTIONS FROM ToraL Gross INCOME: 
Income from Operation, Southern Railway 
Company in Mississippi, Alabama State 
$31,958.56 Line: to: Coliwyus, DUIGS 6 o.6.66-50-4:60:06 000 $34,440.49 
Rents Accrued for Lease of Other Roads 
: 1,381,504.00 6 Oren ere a eee 1,381,505.00 
Rents Accrued for Joint Tracks, Yards 
808,656.56 RNG PUAN EE agate sl aces aceerwihrarueaica eres 799,061.91 
4 60,993.80 Miscellaneous Rents ..6cccaccsccsccscsee 60,017.72 
4 116,462.04 Separately Operated Properties.......... 176,396.39 
: Discount on Securities Sold—Proportion 
266,806.19 GUATHER- 10. TNGOME. ikaw ane wtatccciaes 125,814.78 
92,688.26 Miscellaneous Deductions ............ee.% 83,709.76 
$2 759, 069.41 TOTAG, WERUCTIONG: <35.ce aca niaes tess ~ $2,660, 946.05 
$17,] 119,496.98 Torat AVAILABLE INCOME ...cscccsicccscine $17,794,860.25 
$10,533,324.19 INTEREST ON FuNpEeD Dest (See Table 2).. $10,230,820.00 
INTEREST ON EQu IPMENT Trust OBLIGA- 
02,346.18 TIONS (See Table ahha cane ata Wye planers Ke ei 667,228.76 
DivipENps AccRUED ON SOUTHERN RAILWAY 
—Mosire & Onto Stock Trust CErRTIFI- 
226,808.00 2 ee er tree cir tare ay pee area 226,808.00 
$11,362,478.37 $11,124,856.76 
$5,7 57,018.61 BaLaNnce OF INCOME OVER CHARGES.......+. $6, 670,( 003. 49 
From wuicu Depuct: 
Dividend No. 21 (1%) on Preferred Stock. 
SUA WE PDE, WINS sce ewabiga tea sisteaca es $600,000.00 
Reserve for Dividend No. 22 (1%) on Pre- 
ferred Stock, payable in October, 1911.. 600,000.00 
EGGS; DVDR isa 5h x6 seo a 508 $1, 200,000.00 
$5,757,018.61 BaLANcE OVER DIVIDENDS ON PREFERRED STocK $5,470,003.49 
52,372.91 ADDITIONS AND BETTERMENTS.........-e0e0- 66,045.71 
Peeemmaist ion 2 erie aes 
A BaLaNcE CARRIED TO CREDIT OF PROFIT AND rae 
$5,704,645.70 TGAG BOR TRE WEAR io cisiese dates eecieca esas $5,403,957.78 
TABLE 3. 
PROFIT AND LOSS FOR YEAR ENDED JUNE 30, 
rere ce at Credit of this Account June 30, 1910...........0- be a 91 
; Credit Balance of Tncome for the Yeats oci5.66eicwcewes cies 5,403,957.78 
Net. Mispellaneotts Credits. 6 .s008 a0 eee sc saewewese’s ones 356,047.39 
$14, 445, 965.08 
Deduct: 
Discount on Securities charged off during the year........ 3,000,000.00 
Credit “Balance Marne ssOs Lolly waiee cu over sare -crows olsnaie ate stneciers $11, 445,965.08 
TABLE 20. 
| OPERATING STATISTICS FOR YEARS ENDED JUNE 30, 1911 
AND 1910. 
Per Cent. 
Increase or of Inc. 
1911. 1910. Decrease. or Dec. 
; MILeEacE: 
~ s of Main Line of 
r oad in Operation on - 
June SOM soon cack 7,038.64 7,050.17 —11.53 16 
1 Average Miles of Lines 
e Vperated during Year 7,041.95 7,050.17 —8.22 12 
verage Miles of Lines vas 
Maintained during Year 6,572.91 6,580.44 —7.53 tt 
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MAINTENANCE OF WAY AND 
STRUCTURES: 
‘Total Charges 
Ratio to 
Revenues 
Ratio to 
EMPONGES: foiccc:sviece 
Cross-TIES RENEWED: 
in Main: Line... 
In Si 4 


Operating 


Operating 


PIGEME bars cre kaatacsastace 
Cross-tie Renewals per 
Mile of Main Line 
Maintained ...000026 
New Street Rait Larp 
IN TRACK—TOoNs: 
75-1: SOCHOM sic < 0:00 
80-lb. Section........ 
85-lb. Section Stee ete 


To 
Miles os Track Laid with 
New Rail during Year 
New Ballast Placed in 
Track—Cubie Yards.. 
Total Miles of Ballasted 


Track, June 30th..... 
MAINTENANCE OF EguIp- 
MENT: 

Potal Cnavees: eo o6:05.5.4.0% 
Ratio to Operating 
REVENUES 5 osc c ese. 
Ratio to Operating 
PMBCRSES. . 5i6.6,0400:4 


Average Number of Loco- 
motives on Hand dur- 
ing Year 

Cost of Repairs per Lo- 
comotive, excluding Re- 
newals and Depreciation 

Cost of Repairs per Lo- 
comotive, including Re- 
newals and Depreciation 

Average Cost of Repairs 
of Locomotives 


per 
Mile Run, excluding 
Renewals and Depre- 
CISION: 65s 0 xe (Cents) 


Average Cost of Repairs 
of Lecomotives 


per 
Mile Run, including 
Renewals and Depre- 
CIATION: 00 vo :e.c:0 (Cents) 


Average Number of Pas- 
senger-Train Cars on 
Hand during Year. 

Cost of Repairs per Pas- 
senger-Train Car, ex- 
cluding Renewals and 
Depreciation .. 0s 

Cost of Repairs per Pas- 
senger-Train Car, in- 
cluding Renewals and 
Depreciation 

Average Number 
Freight-Train Cars on 
Hand during Year... 

Cost of Repairs per Sys- 
tem Freight-Train Car, 
excluding Renewals and 
Depreciation ........ 

Cost of Repairs per Sys- 
tem Freight-Train Car, 
including Renewals and 
Depreciation ........ 

TRAFFIC EXPENSES: 
Total Charges 


$7 464,916.42 
12.37 
18.24 


$9,460,756.74 


15.68 
23.12 


$2,292.26 


2,540.44 


9.44 


1,076 


Ratio to Operating 
Revenues ...60020: 2.57 
Ratio to Operating 
EXPONGES 0:6 5.645500 3.79 
TRANSPORTATION EXPENSES: 
WOtat CRAPGES: 6.0.6 656-856 $20,662,085.84 
Ratio to Operating 
REVENUES 0.66000 34.24 
Ratio to Operating 
PRMONGES caceca wes 50.49 
Transportation Expenses 
per, Revenue Train 
aan tor (Cents) 63.42 
LocoMoTiIvE Costs PER 
Mire Run: 
Enginemen . (Cents) 7.85 
Enginehouse Expenses 
Cents) 1.94 
PUGl “Ssaceeus (Cents) 9.25 
Water s.ckex (Cents) 0.63 
Lubricants . (Cents) 0.17 
Other Supplies (Cents) 0.19 
WORE Gases Cents) 20.03 
Average Number of 
Miles Run per Loco- 
MEGUEWE cide sd daeres 40,863 
Average Number of 
wes — per Ton 
Of COND ear tinnke 12.7 
Coal acetate 3,300,774 
Train Costs PER MILE 
Run: 
Trainmen—Passenger 
(Cents) 6.53 
Trainmen—Freight 
(Cents) 11.47 
Train Supplies and 
Expenses. ..(Cents) 1.96 
TotaL TRAIN COSTS PER 
Mite Ruvn....(Cents) 11.26 


$6,635,724.58 

11.58 

17.18 
2,617,049 


324,131 
2,941,180 


398 


36,570 
"46,487 
355.13 

584,066 
4,350.59 


$9,876,728.58 
17.24 


25:56 


1,485 


288.98 


929.69 


9.24 


1,030 


$18,934,426.56 
33.05 
49.01 


60.48 


7.46 


1.87 
9.06 
0.66 
0.17 
0.21 
19.43 


40,791 


12.74 


3,193,262 


4.97 
9.33 


1.93 
9.40 





755 


$829,191.84 

79 

1.06 
305,190 


85,316 
390,506 


47 


—4,520 

—5,302 

6,770 

4 

—3,048 
—29.83 

— 256,962 


52.33 


—$415,971.84 
—1.56 
—2.44 


81 


0.16 


59.28 
1.19 
1.48 


0.39 


0.07 
0.19 
—0.03 


—0.02 
0.60 


12.50 


Rhee 
wa 
Nwn 
mnn 


11.81 


98.90 
99.16 
18.51 
6.56 
8.40 
44.00 


1.20 


4.21 


-43 


Do 
bo 
N 


24 


17 


-f9 


un 
bo 
aw 


how 
me SI 


31.39 
22.94 

1.55 
19.79 








TABLE 16. 


TRAFFIC STATISTICS FOR YEARS ENDED JUNE 30, 


1910. 
1911. 
AVERAGE Mies oF Roap OPERATED. 7,041.95 
PASSENGER TRAFFIC: 
Number of Passengers Carried. . 17,137,450 
Number of Passengers Carried 
CS! Se aa eae 740,411,290 


Average Distance 
PP it. cas bee we files 20 
Total Revenue from PR am $16,056, 303; 76 


Average Receipts per Passenger 


Pe. cstnneean cued Cents) 
Total Passenger-Train Revenue. 619, 536, 116. b4 
Passenger-Train Revenue per 
EES OS oe $2,774.25 
Passenger-Train Revenue per 
RAS EEE ceuttescbsansexe» $1.18146 
Average Number of Passengers 
OS ie Se a ee 44.78 
*Average Number of Passengers 
Oe er ee ae 13.57 
FREIGHT TRAFFIC: 
REVENUE FREIGHT: 
Number of Tons Carried..... 26,091,061 
Number of Tons Carried One 
MnP Gicasess oueeveesanes 4,088,496,793 
~ sted Distance Hauled Per 
‘csineeesebisicets Miles) 


156.70 
Total Freight-Train Revenue. .$39,498,963.61 


Average Receipts per Ton per 


REED one batseses sees (Cents) 0.966 
Freight-Train Revenue per Mile 
ee ene $5,609.09 


ASSETS. 


June 30, 1910. 


Property INVESTMENT: 
Roap AND EQUIPMENT: 





1910. 
7,050.17 


15,694,486 
671,732,143 


42.80 
$14,639,160.76 


2.179 
$17,913,963.52 
$2,540.93 
$1.14843 
43.06 

13.42 


25,204,297 
3,985,563,001 
158.13 
$38,161,391.93 
0.957 
$5,412.83 
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1911 AND 


Per Cent. 
of Increase 


or Decrease. 


Dec. .12 
Inc. 9.19 
Inc. 10.22 
Inc. .93 
Inc. 9.68 
Dec.  .46 
Inc. 9.06 
Inc. 9.18 
Inc. 2.88 
Inc. 3.99 
Inc. 1.12 
Inc. 3.52 
Inc. 2.58 
Dec. .90 
Inc. 3.51 
Inc. .94 
Inc. 3.63 





GENERAL BALANCE SHEET, JUNE 30, 1911, 


June 30, 1911. 


so to June 30, 1907: 











CR a! ee ae Seer $318,243,507.64 
Baseuans (Including Trust Equip- 

47,796,465.54 IONE Sexes werbnessetas esas eee oe 47,796,465.54 

$366,039,973.18 $366,039,973.18 
Total investment to June 30, 

$366,039,973.18 | er eee $366,039,973.18 

Investment since June 30, 1907: 

$13,093,692.77 Se eer er $15,647,735.43 
et (Including Trust Equip- 

10,212,667.94 AED 555 0k eGNS ACRE SEE RAS SK ES Oo 15,233,501.83 
Total Investment since June 30, 

$23,306,360.71 Ie Sabstevsesekissineesee's $30,881,237.26 





$389,346,333.89, 
12,050,132.83 


Less: 








$377 ,296,201.06 





SECURITIES: 


Total Road and Equipment.. 
Reserve for Accrued Deprecia- 
tion on Equipment.... 


Total Net Road and Equipment. 


$396,921,210.44 
12,912,296.92 





GAZETTE. 






Freight-Train Revenue per ; 
REMIND UERDIE. So chese events s $2.32352 $2.27368 Inc. 
Average Number of Tons of 
Freight in Each Train...... 240.51 237.46 Inc. 
Average Number of Tons of 
Freight in Each Loaded Car 14.54 14.53 Inc 
ALL FREIGHT (Including Com- 
pany’s Material Hauled Free): : 
Number of Tons Carried..... 31,088,281 30,183.606 Inc. 
Number of Tons Carried One aS 
1 SS ea 5,111,331,177 4,969,652,728 Inc. 
Average Number of Tons of : 2 
Freight in Each Train...... 300.67 296.10. Inc. 
Average Number of Tons of 
Freight in Each Loaded Car 18.17 18.12 Ine. 
REVENUES AND OPERATING EXPENSES: 
Passenger and Freight-Train Rev- 
BEE os scdsucen as sebeeaee canes $59,035,079.65 $56,075,355.45 Ine. 
Passenger and Freight-Train Rev- A 
enue per Mile of Road....... $8,383.34 $7,953.76 Inc. 
TOperating Revenues ........... $60,345,062.64 $57,294,508.34 Ine. 
Operating Revenues per Mile of 
DEMON CpG cactus seahneesene $8,569.37 $8,126.68 Inc. 
Operating Revenues per Revenue 
(oe Ca $1.85206 $1.82991 Inc. 
7Operating Expenses (Taxes Ex- 
CUENMEMID. Sensing 6 sus on acinwie koe $40,926,790.08 $38,635,745.94 Inc. 
Operating Expenses per Mile of 
Sel OttacL Shs ankiawansane = $5,811.85 $5,480.11 Inc. 
Operating Expenses per Revenue 
fai GE: £50 Ss pnp hea as hiee $1.25608 $1.23397 Inc. 
~Net Operating Revenue ........ $19,418,272.56 $18, 658,762.40 Inc. 
Net Operating Revenue per Mile 
ee RR ee : $2,757.52 $2,646.57 Inc. 
Net Operating Revenue per Rev- 
Sue “Tesin WEIS oo svc ese se $0.59598 $0.59594 Inc. 





*Includes Sleeping, Parlor and Observation Cars. 
Operations. 


AND JUNE 30, 1910. 
ASSETS (Continued). 


DEFERRED Desit ITEMS: 





June 30, 1910. 





$384,008,913.52 





Vor. 51, 





No. 











2.19 
1.28 
-07 


3.00 
2.85 
1.54 


5.28 


5.40 
5.32 


5.45 
1.21 
5.93 
6.05 


1.79 
4.07 


4.19 
01 


+Excludes Outside 






June 30, 1911. 








$2,495,351.93 
21,797,543.34 













" $24,292,895.27 
2;000,000.00 







$110,244.35 
696,371.53 





























$806,615.88 
$27,099,511.15 





























Securities of Proprietary, Affiliated and 
Controlled Companies—Pledged: 

Stocks 

Bonds 


$2,487 ,686.26 
21,502,921.74 


$23,990,608.00 
2'000,000.00 








Bonds Issued or Assumed—Pledged.. 
Securities of Proprietary, Affiliated and 
Controlled Companie ‘s—Unpledged: 














SN SP ee eer Pee $125,886.21 
LEE keh SRREE ESE ROEDER ES ODEO SSE 673,419.75 
$799,305.96 

Rel -Labecebuvessteesseneoress $26,789,913,96 








OruHER INVESTMENTS: 
Advances to Proprietary, Affiliated and 
Controlled Companies for Construc- 





























$335,656.89 tion, Equipment and Betterments. $589,749.37 
MIscELLANEOUS INVESTMENTS: 
$391,513.51 PURER EUOMMEY.: wcaassevnssnvesses $374,587.76 
36,059,531.02 Securities—Pledged .....cccscccceess 36,189,186.93 
9,589,465.55 Securities—Unpledged ............... 9,598,039.18 
$46,040,510.08 $46,161,813.87 
$46,376,166.97 DML: nkaeneeesse en see chobeunn ess $46,751,563.24 
WorkKING ASSETS: 
$9,998,129.11 PG ccc tis nshesh eee hobnneaeews xe ss $10,377,361.16 
Securities Issued or Assumed—Held in 
8,855,788.75 PERE ..cockkasc ac cers bhees oes es ss 16,101,800.00 
Marketable Securities: 
$262,477.50 SIMONE: gasses keeps sancaeeeb>os hv en ee $256,522.00 
179,059.04 DE: <babcddS ab ebs dn beddee eee peees 179,059.04 
53,955.00 RECEMAROOGE occu sae a ceen edb neces ce 53,955.00 
$495,491.54 $489,536.04 
424,737.95 Loans and Bills Receivable............ 137,128.77 
Traffic and Car Service Balances Due 
752,905.97 from Other Companies ..,.......-+. 732,882.78 
450,220.46 Balance Due from Agents and Conductors 415,424.63 
2,340,580.92 Miscellaneous Accounts Receivable..... 2,961,861.71 
4,215,870.11 BEmteria! BHA GUAMES ...00sccesseesens 3,837,425.42 
324,788.68 Other Working Assets .............26. 368,991.90 
$27,858,513.49 Ce Pee eee eee ee ST eee $35,422,412.41 
Accrurep Income Not Dve: 
Unmatured Interest, Dividends and Rents 
$597,069.51 PEED ~ akc eessbbs Senseo sp vereen $938,693.31 





Temporary Advances to Proprietary, 
$816,926.80 Affiliated and Controlled Companies.. $745,771.25 
53,832.07 SVORMIOE POMMIS 65455406608 06 sess ss 200 22,494.24 
752,276.29 [eT CU MNNE oo canasae seb uses eeu 1,013,232.37 
807.73 Rents and Insurance Paid in Advance. 318.43 
21,323.30 ewes Pas “Gh AGGGRCG 6s osc ca50 80s 23,528.45 
4,853,144.57 Unextinguished Discount on Securities. 1,688,029.79 
5,833,650.40 Special encais ee ey eee 1,815,598.46 
Cash and Securities in Sinking and Re- 
23,275.00 Gemption Punds: ...2s000ccccsssccess 31,830.58 
Cash and Securities in Insurance Re- 
700,610.56 ne te | eae eee 804,390.12 
1,688,722.51 Other Deferred Debit Items........... 1,569,663.48 
$14,744,569.23 Selah akeascu cee oe TT Te ee ~ 97, 716 er 
$493,972,031.41 [SEAMED EORAD ccboeeh cbse taccauevess $501,628,353.6 
LIABILITIES. 
CapitaL Stock: 
$120,000,000.00 ee SE ee OOO rer ere $120,000,000.00 
60,000,000.00 OPS ee ST trier ere tir 60,000,000.00 
$180,000,000.00 Og car aretdecisathins Tiss $180,000,000.00 
MortGace, BonpED AND SECURED DEBT: 
Funpep Derr: 
Mortgage Bonds — Out- 
$195,094,000.00 RIMS - ps ass cas d-ee o $193,986.300.00 
Mortgage Bonds—Held 
11,063,800.00 by Company 18,309,800.00 ——s 
$206,157,800.00 | a ee ee re ee ee ee $212,296,100.00 
Collateral Trust Bonds— 
$19,667,700.00 Outstanding ... $18,682,700.00 
Collateral Trust Bonds— 
42,000.00 Held by Company.. 42,000.00 
SDyipseo = (TANSEY nh aceapscbineca asses eseeeoes $19,724,700.00 
10,107,000.00 pee cies ah es aa wan eos 10,107,000.00 
$235,974,500.00 Total (one Table S)iccs. sess ees ns $242,127, 800.00 
Equipment Trust Obligations (See 
18,173,000.00 NESS err cee LP eee rr ree 17,389,000.00 
$254,147,500.00 ER a OEE SEE $259,516,800.00 
OUTSTANDING SECURITIES ON LEASEHOLD 
33,099,000.00 TREES (cs Cane nes ewes Soe hae uaeawieses 33,099.000.C0 
WorkINnG LIABILITIES: 
$1,760,328.09 Loans and Bills Payable.........ssse0+ $470,339.36 
Traffic and Car Service Balances due to 
833,430.13 omer Somnaniebs 45 4s5s4060500055 00 829,448.48 
z Audited Vouchers, Accounts and Wages 
4,844,491.48 ee ees oer rr ree 4,861,646.68 
460,612.90 Miscellaneous Accounts Payable........ 207, 897.90 


2,876,246.25 


Matured Interest, Dividends and_ Rents 
unpaid, including amounts due July 1. 
Matured Mortgage, Bonded and Secured 

Debt unpaid—Bonds not presented for 


2,876,213.70 


21,100.00 RERMMINION obs cccays 660% s5 clea esses 29,300.00 
__1,317,271.11 Other Working Liabilities ............. 956, 775.13 
$12,113,479.96 PEN Sneha sac he eases sie $10,231,621.25 
Accruep Liasitities Nor Dve: . 

$1,829,760.96 Unmatured Interest and Rents Payable. $1,713,954.50 
SURMEES “ERM oa cuancsastasaccissevesxiaentoos "909,467.67 

~ $2,658,389.73 Pe ee er eee Tre $2,623,422.17 
DEFERRED Crepit ITEMS: 04 

$2,010,977.75 Operating Reserves ......00.Reccsecees $2,245,362.71 
302,748.04 Other Deferred Credit Items........... 742,381.11 
$2,313,725.79 po Le ye ee ea rn roe ee $2,987, 743. 82 


APPROPRIATED SURPLUS: 


Reserve for 1% Dividend on Preferred 


Stock, payable October, 1911......... $600,000.00 

Additions to Property since June 30, 17 

$253,365.46 1907, through Income...........ceee% 319,411 i 4 
700,610.56 Insurance Reserve Fund.........+ee0+ 804,390.1 
$953,976.02 OT SE eae SAchiaGaseesndenk —$1,723,801.29 


8,685,959.91 


$493,972,031.41 


Peirce OMG TSG iss i asc 6a c050 455455 ns 


11,445,965. 08 


Granp ToTAL $501, 628,353.6 51 














